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It is the position of the Department of Justice 

that the activities of common carriers carried on 
through concerted action by means of rate bureaus, by 
which rates are fixed, constitute a violation of the anti- 
trust laws, provided such activities do not fall within 
“the permissible area of collaboration.” 

The Department hopes that the decisions in the 
Georgia case against the railroads in the Supreme 
Court, and the case instituted at Lincoln, Neb., against 
the western railroads, will delineate this “permissible 
area.” 


In the meantime, the Department itself, pending 
those decisions, has taken the position that activities 
of carriers taken in obedience to direct orders of the 
Interstate Commerce Commission are not violative of 
the antitrust laws. The Department formulated this 
position in a letter from Attorney General Clark to 
Chairman Smith of the Maritime Commission, in. which 
the Justice Department commented on the query of 
the M. C. as to whether negotiations between the water 
carriers and the railroads would be considered by the 
Justice Department as falling within “the permissible 
area.” 

The Department in its letter held that such a con- 
ference between the carriers would not violate the 
antitrust laws if held at the direction of the Interstate 
Commerce Commission. That Commission issued a 
directive, in the current proceedings involving trans- 
continental rail and intercoastal water rates. The 
water and rail carriers subsequently conferred in Chi- 
cago, April 1, and later filed with the Commission sug- 
gested increased rates. Hearings have been held, at 
Washington and San Francisco, both carriers and ship- 
pers have had their say, and argument was held before 
the Commission this week in Washington, with an 
interim decision expected shortly. 

Now a disturbing point raises itself. Supposing the 
courts, in the Lincoln and Georgia cases, delineate a 
“permissible area” that is too narrow to embrace those 
negotiations conducted in Chicago on April 1 between 
the water and rail carriers at the direction of the 
Commission. What will the Department of Justice then 
do? Will it submit those negotiations to attack? 

Certainly there is nothing in the Department’s 
carefully phrased letter to the Maritime Commission, 
that would prevent such an action. (The pertinent parts 
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of the letter may be found on page 728 of the March 8 
issue of the Traffic World, and the reader may examine 
the letter to satisfy himself on the score.) 


The carriers could in the future be charged by the 
Department of Justice with violating the antitrust 
laws, even though the Chicago negotiations were con- 
ducted at the order of the Commission, with temporary 
absolution from the Attorney General. 


HE POSITION of the Department of Justice is a 

queazy one. In this case, though holding that carrier 
rate conferences are illegal, it has said that such a 
conference would not violate the antitrust laws if held 
under certain conditions, that is, under orders of the 
Commission and “for the purpose of maintaining a 
domestic merchant marine . . . as a necessary auxiliary 
to the nation’s defense and domestic economy.” 


The Department of Justice acted with similar 
questionable expediency when it recently held that a 
concerted effort on the part of industry to reduce 
prices, as requested by President Truman, would be 
held to be not illegal. How does the Department of 
Justice know what the courts will hold? 


A former special assistant to the Attorney General 
asserted recently, before the American Marketing As- 
sociation in New York, that, contrary to the statement 
by the Department of Justice, concerted action by 
any business group to reduce prices is clearly illegal 
and subject to antitrust suits under the Sherman and 
Clayton acts by non-cooperating competitors of such 
group even if the government refuses to bring suit. 

This whole business of any individual in the gov- 
ernment taking it upon himself to say what the courts 
will do is a wrong one. It is an attempted usurpation 
of the power of the courts. 


What if Attorney General Clark should resign 
tomorrow, and be succeeded by another person with 
different ideas? The Department of Justice might dis- 
avow the opinions of the former Attorney General, and 
proceed against the rail and water carriers, in the 
first case, and against any business group that con- 
certedly reduced prices, in the second case. 

The Department of Justice should cease attempt- 
ing to grant absolution for certain actions, for purposes 
of political expediency, and should cease assuming that 
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The Austin Company, in designing 
this structure, has provided two 
off-street docks like this to accom- 
modate the most modern trucks 
and Trailers and with adequate 


10 Cui Mamrdliing Costs! Vij 


@ Traffic in this busy industrial plant has 
been engineered for flexibility—with motor 
transport designed right into the building 
where loads and equipment are protected 
from the elements. 

P.oneer Division—The Flintkote Company, 
makers of roofing materials, asphalts, asphalt 
emulsions, saturated felt, paper board, paper 
boxes and cartons, ships the major portion 
of their output by Truck-Trailers. 

Their new building design virtually links 
plant production directly with over-the-road 
hauling by means of modern docks. Both 
their strategic location and design smooth 
the flow of goods out of the plant. 


Broad loading platforms at truck-bed height 
simplify mechanical loading methods—an 
added labor-saver—which speed deliveries 
and help materially in cutting delivery costs. 


MEPS 0 


This aerial view of the Pioneer Division—The Flintkote Co., Los Angeles, shows the 
magnitude of production facilities. Shipping of manufactured goods is largely by 
Truck-Trailers *. Two of the in-built shipping docks are pictured on the center avenue. 


In your plant improvements or new build- 
ing design, it is mighty important to see 
that your planning committee includes 
e Your Traffic Manager e Your Architect 
e Your Engineer and Builder e And Your 
Motor Transport Operator. 


@ By adopting the Fruehauf 
“Shuttle” method of hauling, you 
can easily increase the earning 

power of your trucks. 


NE TRUCK 


Experience has proved that all working together can gear 
trucks and Trailers with production and distribution so your 
business can be opefated more efficiently and at lower cost. 
With these men on the job, you'll be sure of the proper 
solution to your building problem. 


* Local hauling is handled by Teskey Transportation Co., Los Angeles, an exclusive 
Fruehauf user, with a fleet of 51 Semi-Trailers, equipped with Automatic Supports 


World's Largest Builders of Truck-Trailers 
FRUEHAUF TRAILER CO. * DETROIT 32 


10 Factories — 66 Factory Service Branches 


“ENGINEERED 


cen PRRQEHACF TRAILERS 
2 OR MORE ” 
TRAILERS TRANSPORTATION 
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it can say, for now or for the future, what the courts 
may decide. 





A Perfect Shipping Year? 


The general freight claim committee of the Amer- 

ican Trucking Associations, Inc., meeting at Wash- 
ington last week, laid plans for year around freight 
loss and damage prevention activities by setting up a 
program emphasizing twelve particular good shipping 
attributes, one to be stressed in each of the twelve 
coming months. 

The program is a good one and reflects again the 
energy and good sense of the highway transportation 
claim men who have almost completely reversed the 
sorry state of truck freight claim handling that was 
a blight on the industry a couple of years ago. By 
adopting continuous claim prevention measures, high- 
way transportation falls in step alongside the railroads 
whose organized activity in such matters, year in and 
year out, has been going on since 1914. 


One of the most heartening things about the 
A. T. A. and its Freight Claim Division is the uninhib- 
ited way in which they have participated in recent 
Perfect Shipping Month campaigns. That participa- 
tion exhibits a good will we might wish to see reflected 
in other joint transportation activities. It would have 
been possible for the A. T. A. to shy away from the 
organized Perfect Month campaigns on the grounds 
that they are, at least partially, railroad guided ac- 
tivities. 









































Actually, of course, the April campaigns are con- 
ducted by the shippers regional advisory boards and 
their national association and guided by a management 
committee made up of the chairmen of the prevention 
committees of the regional boards. Everyone knows, 
however, that the campaign is basically financed by the 
Association of American Railroads, just as are the in- 
cidental expenses of the boards themselves. 


This dependence of the boards on the railroad as- 
sociation for the payment of necessary bills has, with- 
out question, delayed equal inclusion of highway trans- 
portation in all their activities—a consummation re- 
peatedly urged by the late Joseph Eastman. It is en- 
couraging to discover, here and there, an undercurrent 
that presages self-financing by the regional boards in 
the not too distant future. 

That is by the way, however. What we are point- 
ing out now is that the A. T. A. did not let this rather 
anomalous situation deter it from complete coopera- 
tion in the Perfect Shipping Month campaigns. 

Having entered into organized claim prevention 
activities through the medium of these month-long 
campaigns, therefore, it is perhaps not surprising to 
find the A. T. A.’s Freight Claim Division adopting a 
continuous campaign based on the inadequacy. of those 
campaigns. The point we wish to make is that the 
division, in its expressed motive for instituting the year 
around effort has its logic reversed. 
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No one, so far as we know, has ever suggested 
that claim prevention work should be confined to the 
month of April in each year. The fact is that continuous 
claim prevention work had been going on many years 
before a “month” annually to point up and stress that 
work was suggested. And an historical review of the 
eleven Perfect Shipping Month campaigns will show 
that there has been continuous insistence on the part 
of those in charge to make clear that the special em- 
phasis on claim prevention in the month of April should 
not detract the attention of shippers and carrier from 
the need for continuous year in, year out vigilance. 

The terrible burden of railroad claim payments of 
the years immediately following World War I had been 
materially reduced before the first April campaign was 
suggested. The highlighting of that month in claim 
prevention work served further to reduce it, and each 
year’s campaign, by its results, recommended a repeti- 
tion. 


HUS TO SAY, as the A. T. A. does, that “Perfect 

Shipping Month is insufficient to bring about the de- 
gree of improvement in shipping practices which long 
has been admitted as desirable,” is merely to say, in re- 
verse, what the originators of Perfect Shipping Month 
said—that a special month-long campaign to make 
shipper, carrier and public aware of the freight claim 
burden and to persuade them to do something about it, 
would supplement the continuous effort and help “bring 
about the degree of improvement in shipping practices 
which has long been admitted as desirable.” 

Maybe the sequence of thinking which has resulted 
in the A. T. A. Freight Claim Division’s year around 
effort isn’t important. 

Whether, on the one hand, the Perfect Shipping 
Campaign was adopted as an auxiliary of the continu- 
ous effort, or, on the other, the continuous effort is 
adopted to make permanent the work of the April cam- 
paign, the net result is the same. The highway trans- 
portation industry now has its own well rounded pro- 
gram and no one can have any doubts about the result. 


I. C. C. Names Hearing Examiners 
Under New Procedure Act 


The Commissioin, June 11, issued a list of the names of 
examiners designated as hearing examiners as required by the 
administrative procedure act and, at the same time, announced 
certain changes in the handling of formal cases. 

A notice to the public said the Bureau of Formal Cases, 
headed by the chief examiner, would report generally through 
Chairman Aitchison to the Commission instead of through 
Commissioner Alldredge, and with respect to matters pending 
before divisions, through the chairman of respective divis’ons. 
Also, it said, the Bureau of Traffic, headed by a director, here- 
tofore reporting through Chairman Aitchison to division 2, 
would hereafter report through Commissioner Alldredge to 
that division. 

The following examiners were designated as hearing 
examiners: 


Bureau of Formal Cases: Arthur R. Mackley, Martin J. Walsh, G. 
Heard Mattingly, Clarence K. Glover, Frank E. Mullen, Frank C. 
Weems, Howard Hosmer, J. Edgar Snider, Paul O. Carter, Rucsell M. 
Brown,: Chester E, Stiles, Samuel R. Diamondson, Edward J. Hoy, 
William R. Brennan, Andrew J. Banks, Paul C. Smith, John B. McGrath, 
Glenn I. Shinn, Burton Fuller, John A. Russell, Myron Witters, Charles 
B. Gray, Frank M. Weaver, Lyman N. Dishman, Geo. J. Hall, Harold 
M. Brown, Otis L. Mohundro, Edward L. Glenn, Harry G. Cummings, 
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Geo, B. Vandiver, Fred L. Sharp, Otto A. Hanson, Charles W. Berry, 


Edward L. Boisseree, Claude A. Rice, Walter D. McCloud, Marion L. 
Boat, and Oren G. Barber. 
Bureau of Finance: Joseph V. Walsh, Jerome K. Lyle, Homer H. 


Kirby, Clarence A. Bernhard, Ralph R. Molster, and Paul C. Albus. 
The notice stated that Mr. Frank E. Mullen, former as- 
sistant chief examiner, Bureau of Formal Cases, having been 
designated as a hearing examiner, had been relieved of his 
duties as assistant chief examiner, and Mr. Harold D. McCoy, 
examiner, Section of Complaints, Bureau of Motor Carriers, 


had been appointed assistant chief examiner, Bureau of For- 
mal Cases. 


I. C. C. Examiners Lauded by 
Practitioners’ President 


R. Granville Curry, president of the Association of Inter- 
state Commerce Commission Practitioners, in a letter to 
Arthur S. Flemming, head of the Civil Service Commission, 
has asked that examiners of the Interstate Commerce Commis- 
sion be understood as not to come under statements concerning 
the selection of examiners of administrative agencies pursuant 
to the administrative procedure act, contained in a letter to 
the Civil Service Commission head from Senator Wiley, of 
Wisconsin. The senator’s letter was published in the May 
issue of the American Bar Association Journal. 

Mr. Curry said that, while the senator appropriately em- 
phasized the importance of selecting men of ability, integrity 
and high caliber, his comments as to the need for a sweeping 
change in the present personnel of examiners and for the 
elimination of those with “ideological preconceptions” and 
, Communistic views or sympathies were “apt to give a gravely 
unjust and erroneous impression of those administrative agen- 
cies, particularly the Interstate Commerce Commission and 
other older agencies, which have established themselves in 
public confidence through long years of loyal, impartial, and 
distinguished service.” 3 

The practitioners’ president said the association, with more 
than 3,000 members, was particularly concerned with the 
Commission, whose examiners, he added, had long been chosen 
under civil service regulations that had assured selection of 
@mpetent men and protected the Commission from political 
or other interference in their selection. 

“As a group,” wrote Mr. Curry, “they have made an 
enviable record in performing with ability, impartiality, cour- 
tesy, and firmness the important tasks assigned to them. They 
have felt a laudable pride in their work, a deep sense of re- 
sponsibility in making the interstate commerce act serve its 
broad and remedial purposes, and a patriotism beyond re- 
proach.” 

Commission examiners had been trained over a long period 
of years in the “intricate, complex and complicated problems” 
arising under the act, and requiring intelligent, patient and 
impartial determination on the facts and under the law, of 
“reasonable and non-prejudicial rates, acquisitions in the public 
interest, new operations required by public convenience and 
necessity or consistent with the public interest, reasonable re- 
turns on value, etc.” The examiners had been “a bulwark to 
the Commission” in its sixty years of service as a non-political, 
independent, and highly important administrative agency, Mr. 
Curry said, adding it seemed inconceivable that the Civil Serv- 
ice Commission would not give full recognition to the qualifica- 
tions of these examiners in making appointments under the 
administrative procedure act and carrying forward its purpose 
to provide proper compensation for the difficult and important 
work they performed. 

“Tt is not believed that Senator Wiley intended to include 
these able and patriotic men within the strictures of his letter,” 
said Mr. Curry. “Yet in order that the record may be clear, 
it seems appropriate to say what is here said. 

“Your commission, it is believed, is well aware, from its 
constant contact with the Interstate Commerce Commission, 
of the high standing of the examiners of that Commission.” 

A copy of Mr. Curry’s letter, according to notations it 
carried, went to Senator Wiley and to William L. Ransom, 
editor-in-chief of the American Bar Association Journal. 


1. C. C. PRACTITIONERS 


The following have been admitted to practice before the 
Commission: 


Gilbert L. Adamowski, Chicago, Ill.; Alan L. Austin, Watertown, 
S. D.; Joel Barlow, Washington, D. C.; Peter Barrow, Jr., Richwood, 
W. Va.; Charles Victor Beck, Jr., Toledo, O.; Edward Knapp. Brenner, 
Wilmington, Del.; Walter H, Bruning, New York, N. Y.; James A. 
Buchanan, Philadelphia, Pa.; Robert Leslie Burt, Bedford, Ia.; Elden 
W. Butzbaugh, Benton Harbor, Mich.; George H. Cady, New York, 
N. Y.; Herbert R. Cain, Jr., Philadelphia, Pa.; William R. Carscaden, 
Cumberland, Md.; Charles Fenton Clarke, Jr., Cleveland, O.; Robert 
W. Clewell, Dubuque, Ia.; Sebastian U. Colbassani, Scranton, Pa.; 


Jay W. Scovel, Independence, Kan.; Daniel Simkins, Devon, Pa.; Lee 
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William E. Cole, New York, N. Y.; M. M. Cooney, Dubuque, Ia.; David 
Cottrell, Jr., Gulfport, Miss.; Archie J. Curtis, Trenton, N. J.; Robert 
L. Dausend, New York, N. Y.; John Wilson Drye, Jr., New York, N. Y.: 
QO. Bowie Duckett, Jr., Baltimore, Md.; Archibald Lent Eadie, Jr., New 
York, N. Y.; George M. Ellig, New York, N. Y.; Abraham Feltman 
Clifton, N. J.; Harold Payson Felton, New York, N. Y.; Marie Finneran fl 
New York, N. Y.; Littleton H. Fitch, Jr., New York, N. Y.; Henry 
Clinton Fowler, Baltimore, Md.; Otis J. Gibson, Denver, Colo.; Phijy 
Hall, Aberdeen, S. D.; Martin Lester Hana, Bowling Green, O.; Walte 
J. Hastings, New York, N, Y.; Thomas Dodd Healy, Chicago, IIl.; Pay 
Stuart Hudgins, Bluefield, W. Va.; Paul Charles Jacobs, Philadelphia, 
Pa.; Edward J. Leon, New York, N. Y.; Solomon B. Levin, Baltimore 
Md.; Edward L. Mark, Philadelphia, Pa.; William J. McBrearty, Detroit, 
Mich.; Warren E. McGill, South Bend, Ind.; Edward Dennis McGlynn, 
New York, N. Y.; Vincent J. McHugh, Milwaukee, Wis.; Eugene § 
Mezours, New Brunswick, N. J.; Maurice R. Moroney, Elizabeth, N. J,. 
Karl Ernest Mueller, Philadelphia, Pa.; William E. Nash, Brooklyn, 
N. Y.; John G. Post, New York, N. Y.; Arthur W. Prehm, Wausay, 
Wis.; William Archer Royall, Tazewell, Va.; William McKelvy Rutter, 
Reading, Pa.; John T. Ryan, Benton Harbor, Mich.; George Jaco 
Schafer, Pittsburgh, Pa.; Katherine M. Schammel, Baltimore, Md. 
Irving Schiff, Paterson, N. J.; Adolph K. Schwartz, St. Louis, Mo,: 
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B. Sloan, New York, N. Y.; James David Smith, Sioux Falls, S. D,, 
William Wallace Smith, Philadelphia, Pa.; Clarence I. Spencer, Des 
Moines, Ia.; Herbert Spiza, New York, N. Y.; Harry William Sten- 
brook, Philadelphia, Pa.; Irwin Harold Stickler, Chicago, Ill.; Archi- 
bald M. Suthon, New Orleans, La.; Emmett B. Taylor, Jamaica, N. Y.; 
William Byers Tiebout, 3rd, New York, N. Y.; Ralph A. Travisano, 
Harrison, N. J.; Gordon F. Udall, New York, N. Y.; Richard Alexander 
Vickery, Philadelphia, Pa.; Chester Warren Welch, Rochester, N. Y.. 
Gerald E, White, Grand Rapids, Mich.; Glen A. Wilkinson, Washing. 
ton, D. C.; Harry E. Wilmarth, Cedar Rapids, Ia.; and Bernard 
Youmans, Linden, N. J. 


OHIO VALLEY ADVISORY BOARD 

John W. Barriger, president, Chicago, Indianapolis & Louis- 
ville Railway, spoke on “Grooming the Iron Horse to Win,” at 
the June 10 meeting of the Ohio Valley Transportation Ad- 
visory Board, in the Lincoln Hotel, Indianapolis. Mr. Barriger 
was introduced by Howard C. Greer, vice-president, Kingan & 
Co., Indianapolis. The luncheon was sponsored jointly by the 
Indiana State Chamber of Commerce, and the Indianapolis 
Traffic Club, Chamber of Commerce, and Board of Trade. 

The board forecast that carloadings for the third quarter 
of 1947 would total 1,146,803, a decrease of 0.7 from the 1,154- 
649 carloads handled in the third quarter last year. 

The coal and coke committee assumed in its forecast that 
their would be no coal strike in the third quarter and that a 
new miners’ contract would provide for a shorter work-day 
and work-week. Predicting that maximum car requirements 
would agan take place in order to meet continued maximum 
demand for coal, the committee forecast loadings of 900,000 
cars in the coming quarter, 1.4 per cent less than the 913,324 
loaded in the same period a year ago. Decreases of 3.9 per 
cent in loadings of canned goods, and of 2.9 per cent in live 
stock, were predicted by the board. 

Among the commodities for which increased loadings were 
forecast are the followng: Vehicle parts, 6.2 per cent; chen- 
icals and explosives, 5.9 per cent; iron and steel, 4.2 per cent; 
agricultural implements, 4.7 per cent; and petroleum and 
products, 3.7 per cent. 

J. W. Deininger reported on the April perfect shipping 
campaign. C. R. Megee reported on national transportation 
conditions. Meetings of the car efficency, railroad contact, loss 


and damage prevention, and less carload committees were 
held June 9. 



















WESTERN TRAFFIC CONFERENCE 


Arthur T. White, traffic manager of Milliron’s, Los Angeles, 
was elected president of the Western Traffic Conference, em- 
bracing retail establishments on the Pacific coast, at the recent 
annual meeting in Seattle, Wash. Others elected are: 

Vice-president, Paul S. Riley, traffic manager, Raphael Weil Co. 
secretary-treasurer, Fred W. Ashton, San Gabriel, Calif.; board of 
directors: Chairman, H. F. Alvin, traffic manager, Montgomery Wari 
& Co., Oakland; O. K. Hance, traffic manager, Lipman Wolfe & C0. 
Portland; Guy E. Kelly, traffic manager, Sears, Roebuck & Co., Seattle; 
Alex Findley, traffic manager, Dohrman Commercial Co., San Fral- 
cisco; and Henry M. Doll, Jr., traffic manager, Desmond’s, Los Angeles. 


The conference was initiated by Mr. White in 1922, t 
sponsor pertinent legislation and otherwise protect the interests 
of retail establishments on the coast, involving rates and mer: 
chandise service. The group will hold its 1948 annual meeting 
in Los Angeles next May. 





STATE COMMISSION PERSONNEL CHARGES 

In Missouri, Chairman Morris E. Osburn and Commissione! 
Kyle D. Williams have each been reappointed to the Publit 
Service Commission for a six-year term, according to Frederick 
G. Hamley, general solicitor of the National Association of Rall: 
road and Utilities Commissioners. 

In Puerto Rico, Chairman Antonio R. Barcelo has resigned 
from the Public Service Commission. 
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Equality of Grain Routing Through 
Cincinnati Ordered 













1 N. J 

roadie Millers in southern Michigan and northeastern Indiana on 
Wausaul lines of the New York Central will have for the future through 
Rutter, ;outes on grain from Minneapolis and Duluth to Cincinnati not 
4 Bp longer than those maintained by the carriers by way of Chi- 
is, Mo... C280, Peoria, Indianapolis, or Greensburg, at rates not in excess 





of the joint rates maintained on similar traffic over routes by 
way of the Illinois and Indiana points mentioned, under a 
report and order of the Commission, division 3, in No. 29584, 
F. W. Stock & Sons et al. vs. Chicago, Milwaukee, St. Paul & 
Pacific Railroad Co. et al. The defendant railroads were re- 
quired to make the adjustment on or before September 9, 
on not less than 30 days’ notice. 

However, the division found a combination rate of 28.5 
cents on the traffic, because of the circuity of certain routes 
through complainants’ milling points, not shown unreasonable or 
unjustly discriminatory. It said because the only purpose of 
the establishment of through routes through the milling points 
at the proportional rate of 22 cents paid by the complainants’ 
competitors at Minneapolis, Chicago, Peoria, and Indianapolis 
and Greensburg, would be to afford complainants an opportunity 
to manufacture flour under transit arrangements and reship 
to points in the southeast at the lower rate from Minneapolis 
and Duluth to Cincinnati, such routes might not be found, on 
the present record, to be necessary or desirable in the public 
interest. It found the maintenance of higher rates over shorter 
routes through complainants’ milling points than over longer 
routes through Chicago, Peoria, Indianapolis and Greensburg 
was unduly prejudicial to the complainants and unduly prefer- 
ential of their competitors at those points. 

The division said as the New York Central, the only de- 
fendant serving complainants’ mills, did not participate in the 
22-cent rate from Duluth or Minneapolis to Cincinnati by way 
of Detroit, Toledo, or Fostoria, a finding that Complainants’ 
competitors at those points were unduly preferred was not 
warranted. 

The report said the complainants alleged the rates charged 
on grain from Duluth and Minneapolis, Minn., to Cincinnati, O., 
in carloads, originating at points in Minnesota, North Dakota, 
South Dakota, Montana, and Idaho, milled in transit into flour 
and other grain products at Hillsdale, Quincy, Clinton, Monroe, 
and Battle Creek, Mich., and Ligonier, Ind., the milled products 
reshipped to destinations in southeastern territory, were unrea- 
sonable, and that refusel of defendants to maintain and apply 
reasonable through routes and joint rates and charges, resulted 
in unreasonable charges, unjust discrimination, and undue 
prejudice to: complainants and undue preference of their com- 
petitors located at Chicago, Ill., Toledo and Fostoria, O., and 
other points in Illinois, Indiana, and Ohio. 

It said the Board of Trade of the City of Chicago, and the 
Indianapolis: Board of Trade, Inc., intervened in opposition to 
the complaint and that intervening millers of flour and mixed 
feeds at Circleville, O., and Lowell and Ionia, Mich., supported 
the complaint. As to the rate situation, the report said: 
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Grain produced in the states named in the complaint is bought by 
complainants principally in Minneapolis and Duluth, and occasionally 
at Chicago. Wheat is sold f.o.b. at eastern points, and when purchased 
at Chicago the price includes the freight charges from Minneapolis or 
Duluth to Chicago, Grain may be milled in transit at complainants’ 
mills and the products thereof may be shipped to destinations in trunk- 
line and New England territories on the same basis of rates that is 
available to competitors at Chicago and milling points in Ohio and 
Indiana, but to points in the southeast complainants are at a rate dis- 
advantage. The rate from Chicago to Cincinnati applicable on wheat 
Processed at their mills and the flour reshipped to points in the south- 
fast is 15.5 cents. On this traffic complainants pay a total combination 
tate from Minneapolis and Duluth to Cincinnati of 28.5 cents, while 
their competitors at Minneapolis, Chicago, Peoria, Ill., and Indianapolis 
and Greensburg, Ind., pay! a proportional rate of 22 cents from and to 
the same points, applicable on shipments originating beyond Minne- 
apolis and Duluth and destined to points in the southeast. 

Complainants seek the establishment of through routes for the 
transportation of wheat, in carloads, from Minneapolis and Duluth to 
Cincinnati by way of their milling points, with the privilege of milling 


in transit at those points, at the proportional rate of 22 cents available 
to their competitors, 


After describing the routes involved, and setting forth in a 
table the distances and degrees of circuity, compared with the 
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shortest tariff routes, and the revenues a car, a car-mile, and 
a ton-mile, based on the 28.5-cent rate, the report said most 
of complainants’ routes were longer than those through Indiana 
and Ohio, but that there were instances where, because of the 
use of circuitous lines or routes west of Chicago and Peoria, 
the routes through Indiana and Ohio were somewhat longer 
than the shortest routes through complainants’ milling points. 
It added that complainants sought establishment of other some- 
what shorter routes embracing the New York Central, or that 
line in connection with other carriers, through the milling 
points and various junctions other than Toledo. 

The issues in the proceeding, the report said, were like 
those in F. W. Stock & Sons, vs. A. T. & S. F. Ry. Co., 266 
I. C. C. 236, decided by division 2, August 28, 1946. The evi- 
dence in the instant case warranted conclusions similar to 
those reached in the cited case, it said. 

The findings of the division follow: 


We find that the combination rates assailed are not shown to be 
unreasonable or unjustly discriminatory. We further find that so long 
as defendants, or any of them’ that serve the mills of any of the com- 
plainants, maintain and apply joint rates to the transportation of grain 
from Duluth or Minneapolis (originating beyond) to Cincinnati (des- 
tined beyond to points in the Southeast) by way; of Chicago, Peoria, 
Indianapolis, or Greensburg, with transit at any of those points, it is, 
and for the future will be, unduly prejudicial to complainants, and 
unduly preferential of their competitors at Chicago, Peoria, Indian- 
apolis or Greensburg, for such defendants to fail and refuse (1) to 
maintain through routes from Minneapolis and Duluth to Cincinnati 
by way of Hillsdale, Quincy, Clinton, Battle Creek, Monroe, and 
Ligonier, where such routes would not be longer than the longest 
through route which they maintain, or hereafter may concurrently 
maintain or participate in, by way of Chicago, Peoria, Indianapolis, or 
Greensburg, and to fail and refuse (2) to apply to the movement of this 
traffic described, over such through routes by way of Hillsdale, Quincy, 
Clinton, Battle Creek, Monroe, and Ligonier, with transit at those 
points, rates not in excess of the joint rates which they maintain, or 
may hereafter concurrently maintain and apply, on similar traffic over 
said routes by way of Chicago, Peoria, Indianapolis, or Greensburg. 


Wisconsin Central Reorganization 
Plan Approved by I. C. C. 


The Commission, division 4, by a report and order in Fi- 
nance No. 14720, Wisconsin Central Railway Co. Reorganization, 
has approved a plan of reorganization reducing to about $46,- 
840,600 the present capitalization of $71,860,578. It said fixed- 
interest charges of $1,850,360 a year would be replaced with 
contingent-interest charges of $980,170 and sinking-fund charges 
of $115,748, in addition to $9,840 fixed-interest charges on 
Marshfield & South Eastern division first-mortgage bonds. 

According to a summary of the report issued by the Com- 
mission, equipment obligations and $246,000 of Marshfield & 
South Eastern first-mortgage 4 per cent bonds will be undis- 
turbed. The M. & S. E. bondholders will have the privilege of 
exchanging those bonds for new first-mortgage bonds, par for 
par. New securities will consist of $10,098,500 of first-mortgage 
4 per cent 50-year income bonds; $12,805,100 of general mort- 
gage 4% per cent 75-year income bonds, and $23,691,000 of 
common stock (236,910 shares) of no par value but with a 
stated value of $100 a share. 

The summary, in part, continued: 


The first-mortgage bonds (other than undisturbed Marshfield and 
South Eastern bonds) will bear contingent interest, which will be fully 
cumulative, The general mortgage bonds also will bear contingent in- 
terest, cumulative up to a maximum of 13% per cent. The common stock 
will be of no par value, but will have a stated value of $100 per share. 

The sinking fund for retirement of bonds will be payable out of 
available net income, after the payment of interest on the respective 
issues; in each instance the sinking-fund payment, when income is 
available, to be at the rate of one-half of 1 per cent of the maximum 
principal amount of bonds at any time outstanding. 

Property replacement funds, one for equipment and one for fixed 
property, will be created, so that the new company in the future can 
make property replacements out of earnings (charged out currently as 
depreciation), with cash earmarked for that purpose. 

Holders of the debtor’s first general mortgage bonds will receive 
cash for 19.36 per cent, new first-mortgage bonds for 40.32 per cent, and 
new general-mortgage bonds for 40.32 per cent of their total claims. 

Holders of Superior and Duluth bonds will receive new general- 
mortgage bonds for 8.29 per cent and new common stock for 46.96 per 
cent of their total claims; and the remainder thereof will not be 
satisfied. 
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Holders of the debtor’s first and refunding mortgage 4-per cent bonds 
will receive new general-mortgage bonds for 7.18 per cent and new 
common stock for 71.76 per cent of their total claims, and the remainder 
thereof will not be satisfied. Holders of the debtor’s first and refunding 
mortgage 5-per cent bonds will receive new general-mortgage bonds for 
6.29 per cent and new common stock for 72.33 per cent of their total 
claims, and the remainder thereof will not be satisfied. 


In addition to finding that the debtor’s preferred and com- 
mon stock had no value, the Commission also declared with 
value interests or equities of holders of claims against the 
debtor entitled to priority or preference over the claims of 
general creditors, but not over outstanding bonds secured by 
any one or more of the present mortgages, and of general 
creditors. 

Cash to be distributed to first-general-mortgage bondhold- 
ers in payment of all accrued and unpaid interest as of July 1 
will be $4,847,280. This payment, said the report, would leave 
a safe “but not unduly large” margin of cash in the debtor’s 
treasury. The Commission found no justification for making a 
cash distribution to any other bondholders. 

The road was in good physical condition, said the Commis- 
sion, and that a reasonable complement of equipment was now 
owned, so that all of the new securities to be issued would be 
available for distribution to present security holders in accord- 
ance with their respective rights. 

The order said claims of creditors should be capitalized in 
new securities as of July 1 unless, in the judgment of the re- 
organization managers, such date was too remote from the 
consummation date, in which event, it said, they might recom- 
pute the claims to the nearest practicable approximation of the 
consummation date, without increase in the approved capitaliza- 
tion, but cash allocation to be increased by interest accruals 
between July 1 and the consummation date less the interest 
paid in that period. The consummation date, it said, should be 
date as of which effect was given to the plan through convey- 
ance of the properties of the debtor by its trustees to the re- 
organization company. 


STRICKLAND LEASED RIGHTS AFFIRMED 

The Commission, division 4, by a report and order in MC 
F-2788, L. R. Strickland—Control; Strickland Transportation 
Co., Inc.—Lease—Dallas & Fort Worth Motor Freight Lines, 
Inc., and J. P. Tarry, on further hearing has affirmed findings in 
the prior report, 40 M. C. C. 327. In the earlier report the Com- 
mission authorized lease by Strickland Transportation Co., Inc., 
of Dallas, Tex., of the operating rights of Dallas & Fort Worth 
Motor Freight Lines, Inc., also of Dallas, and lease of certain 
operating rights and physical property and purchase of certain 
other physical property of J. P. Tarry, dba J. P. Tarry Co., of 
Wichita Falls, Tex., and acquisition of control of the rights and 
property of L. R. Strickland, in control of Strickland Transpor- 
tation. 

The division further found that public convenience and 
necessity required continuance by Strickland, as lessee, of serv- 
ice rendered by Tarry under the exemption of the second pro- 
viso of section 206(a) of the interstate commerce act. The 
report said further consideration was primarily concerned with 
continuance of that service without a certificate having been 
issued it. In the earlier report it said, and folowing earlier 
decisions, it was found that as the proposed lease involved a 
temporary unification only, the holding by Transportation of a 
certificate covering its continuance as lessee of the interstate 
rights Tarry had been conducting under the proviso was not 
necessary to the legality thereof. 

The instant report also contains a finding that Strickland 
will be entitled to a temporary certificate. 


D. & R. G. W. CERTIFICATE ISSUE HALTED 


On motion of the applicant, the Commission, division 4, has 
issued an order in Finance No. 15705, Denver & Rio Grande 
Western Railroad Co. Equipment Trust Certificates, dismissing, 
without prejudice, an application of that carrier, filed May 9, 
for authority to issue $1,530,000 of series “K” equipment trust 
certificates, to be sold through competitive bidding. The order 
said the applicant, in a motion filed May 29, stated that no 
satisfactory bid for the certificates was received. 


PAN-ATLANTIC AUTHORITY LIMITATION REFUSED 


The Commission, division 4, by an order in W-376, Sub. 
6TA, Pan-Atlantic Steamship Corporation Temporary Author- 
ity—Baltimore and Charleston, acting on a letter of the South- 
ern Steamship Co. requesting reopening of the proceeding, 
revocation of the temporary authority granted April 20, and 
assignment of the application for hearing, or in the alternative, 
that the temporary authority be amended so as not to authorize 
the transportation of shipments originating at or destined to 
Texas points, has denied the request. 

The order said applications under section 311(a) of the 
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interstate commerce act might, in the Commission’s discretion, 
be determined without hearing or other proceedings. It algo 
said the facts presented in the application constituted sufficient 
justification for grant of temporary authority between Baiftj- 
more, Md., and New Orleans, La., the points specified by South. 
ern in its letter; and that, in view of these facts and the pro. 
visions of the act, including the requirements of sections 1(4) 
and 305(b), the operating authority granted should not be 
limited against the transportation of shipments originating at 
or destined to interior points. 


NICKOLS WATER RIGHTS CERTIFICATE 


The parties in interest having consummated a transaction 
for transfer to John A. Peterson, Ellen R. Peterson, Arthur R. 
Peterson, and Lloyd Walter Vivell, a partnership, doing busi- 
ness as Nickols Transportation Co., of the second amended 
certificate issued May 9, 1946, to Henry Nickols, doing business 
as Nickols Transportation Co., in W-522, Nickols Transporta- 
tion Co., Common Carrier Application, which transfer was ap. 
proved in Finance No. 15471, the Commission, division 4, has 
issued a third amended certificate and order in W-522 super. 
seding and canceling the second amended certificate and order, 
effective on and after July 22. 

The third amended certificate and order authorizes the 
partnership to operate as a common carrier by self-propelled 
vessels and by non-self-propelled vessels, with the use of sep. 
arate towing vessels, in the transportation of commodities gen- 
erally between ports and points on the San Joaquin and Sacra- 
mento rivers and their tributary waterways below and including 
Stockton, Calif., and below Sacramento, Calif., above Antioch, 
Calif., and to and including the B. B. Ranch landing west of 
Collinsville, Calif., and between such ports and points, on the 
one hand, and, on the other, ports and points on San Francisco 
Bay and its tributary waterways. 


FORWARDER PERMIT TRANSFER 


The Commission, division 4, by an order in FF-179, Provi- 
dence-Philadelphia Dispatch, Inc., Permit Transfer, and FF-99, 
Providence Philadelphia Dispatch Application, has authorized 
transfer to Providence Philadelphia Dispatch, Inc., of the for- 
warder permit issued April 16, 1943, in FF-99, to Providence 
Philadelphia Dispatch, such transaction to be consummated on 
or before July 15. 


MERIDIAN & BIGBEE REORGANIZATION 


By an order and notice of hearing in Finance No. 10020, 
Meridian & Bigbee River Railway Co. Reorganization, the 
Commission, division 4, has assigned the proceeding for hearing 
under provisions of section 77 of the bankruptcy act, July 15, 
at 8:30 a.m., standard time (9:30 a.m., District of Columbia 
daylight saving time), at the Commission’s office in Washington 
before Examiner Harvey H. Wilkinson. -# 

It said the hearing would be for the purpose of receiving 
evidence in support of and in opposition to the plan and any 
other reorganization plan that might be filed at any time before 
or, with the consent of the presiding officer, in the hearing, by 
the debtor, or by or on behalf of not less than 10 per cent of 
any class of creditors or stockholders, or, with the consent of 
the Commission, by any party in interest. 9 

The division said the plan was filed with the Commission on 
May 23, by J. C. Floyd, trustee of the debtor. It said reorgani- 
zation proceeding was designated as No. 1388-B in the Missis- 
sippi southern district federal court, eastern division. 


C. OF N. J. REORGANIZATION INTERVENTIONS 


The City of Jersey City, N. J., and the Lehigh Coal & 
Navigation Co. have been permitted to intervene in Finance No. 
12620, Central Railroad Co. of New Jersey Reorganization by 
an order issued in that proceeding by the Commission, Commis- 
sioner Mahaffie. 

Jersey City said its interest in the proceeding involved the 
30 per cent it receives of the taxes paid the state, and the pro- 
posals in the plan of reorganization submitted by three groups 
of security holders that would give the state prior lien income 
mortgage bonds maturing in 50 years, at 4% per cent interest, 
but subject to reduction to 4 per cent, if the tax claims are 
found to have a lien prior to that of the company’s general 
mortgage; or, in the alternative, that if those claims are found 
not to have a prior lien, that the lien be found to be without 
value and no provision made for it in the plan of reorganization. 
The city said further it was interest in local taxes paid by the 
railroad, at present undetermined because of litigation. 

Lehigh Coal & Navigation Co. objected to proposals of the 
security holders to reduce the annual rental of lines leased by 
it to the Central of Pennsylvania, wholly-owned subsidiary of 
the C. of N. J., from $2,267,801 to $1,330,000 a year, and asked 
rejection of the lease. It said. the bankruptcy act provided for 


June 14, 





rejection. 
duction oO 
1). 


By a 
Ltd., Ter 
mission, 
a commo 
of one rc 
sengers 
return. 

The 
in W-277 
ity—Oly: 
as a con 
tation of 
to San 
Richmon 
Barbara 
mington. 
inadvert 
authoriz' 
rier.” It 
order of 





(An a 
be print 
qaraphec 
cation t 


No. 
Co., et : 
authori: 
detentic 
1946, of 
house ¢ 
extent 
the act 
holiday: 
report | 
charges 
in com] 
penalty 
release 
resulter 
release 
did not 
resente 


No 
of Min 
By the 
of 96 
switchi 
Junctic 
taining 
944, f 
applica 
based 
interm 
The re 
regard 
freque: 
partic 
cable 1 
level t 
were ¢ 
have t 











June 14, 1947 
YRLD 





rejection. of a lease in a reorganization plan, but not for re- 






retion, duction of rental without its consent (see Traffic World, June 
t alsofi7). 

Ticient nee 

Ballti- COMMISSION WATER ACTION 






South. 
e pro- 
Ss 1(4) 
10t be 
ing at 


By an order in W-963, Sub. 1TA, Northern Navigation Co., 
Ltd., Temporary Authority—Mackinac Island, Mich., the Com- 
mission, division 4, has authorized the applicant to operate as 
a common carrier, by self-propelled vessel, in the performance 
of one round-trip excursion cruise in the transportation of pas- 
sengers from Cleveland, O., to Mackinac Island, Mich., and 

turn. 
7 The Commission has issued a corrected order and notice 
in W-277, Sub. 5TA, Oliver J. Olson & Co., Temporary Author- 
ity—Olympia, Raymond, authorizing the applicant to operate 
as a contract carrier by self-propelled vessels, in the transpor- 
tation of lumber and lumber products from Raymond, Wash., 
to San Francisco, Alameda, Oakland, Vallejo, Mare Island, 
Richmond, Redwood City, Port San Luis, Monterey, Santa 
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as ap-™Barbara, Los Angeles Harbor, Long Beach, San Pedro, Wil- 
4, has@mington, and San Diego, Calif. The notice said that “through 
super-Minadvertence the first ordering paragraph (order of May 8) 
order Mauthorized operation as a common instead of a contract car- 
Brier.” It asked that the corrected order be substituted for the 
es theforder of May 8. 
opelled psa 
of sep- ss 
°S ger. Commission Reports 
Sacra- (An asterisk before the docket number means that the report will not 
-luding § pe printed in full in the permanent series of Commission reports. Mimeo- 
ntioch, § graphed copies of such reports in full may be obtained by prompt appli- 
vest of § cation to the Commission.) 
on the Demurrage Charges 
a No. 29655, Kroger Co. vs. Louisville & Nashville Railroad 
Co., et al. By the Commissioner Patterson. Waiver of charges 
authorized. Demurrage charges sought to be collected for 
_ Idetention at Nashville, Tenn., between January 15 and 25, 
Provi- 91946, of three refrigerator cars, by reason of a strike of ware- 
FF-99, Bhouse employes of complainant, found unreasonable to the 
1orized Bextent they had exceeded or exceeded $1.20 a car a day for 
ne for- Bthe actual period of detention, including Sundays and legal 
fidence Bholidays, and without free time for loading or unloading. The 
ted on Breport said defendants demanded payment of $583 demurrage 
charges, computed under the provisions of the tariff published 
in compliance with fourth revised service order No. 180. The 
penalty charges in the service order were designed to expedite 
10020, @telease of cars, said the report, and that when the charges 
n, the gtesulted in a penalty against a shipper who was powerless to 
rearing release the cars due to circumstances beyond his control, they: 
uly 15, did not accomplish their purpose and to the extent they rep- 
lumbia § tesented a penalty, were unreasonable. 
lington Syrup 
ceiving No. 29523, Railroad & Warehouse Commission of the State 
nd any of Minnesota et al. vs. Atlantic Coast Line Railroad Co. et al. 
before § By the Commission, Commissioner Mitchell. Dismissed. Rate 
ing, by of 96 cents a hundred pounds plus charge of $5 a car for 
cent of @SWitching service from Port Everglades to Port Everglades 
sent of g Junction, Fla., on four tank-carloads of imported syrup con- 
taining less than one per cent of flavoring, shipped in April, 
sion on § 1944, from Port Everglades to Minneapolis, Minn., found in- 
organi- § 2PPlicable. Found that the applicable freight charges should be 
Missis- @ 8sed on lowest aggregate available under an aggregate-of- 
intermediate-rates rule, $1.55, plus the $5 switching charge. 
The report said the movement of the four carloads must be 
regarded as sporadic in nature and that the Commission had 
Ss frequently held that on such movements the class rates were 
Soal & § particularly appropriate for application, adding that the appli- 
ice No. § cable rate under attack had been and was on a somewhat lower 
‘ion by level than the class basis. It said also apparently undercharges 
ommis- § Were outstanding and that the applicable rate was not shown to 
have been or to be unreasonable. 
yed the Sulph fA 2 
ne pro- ulphate o mmonia 
groups No. 29316, Pacific Chemical & Fertilizer Co. vs. Pennsylvania 
income § Railroad Co. et al. The Commission, by Chairman Aitchison. 
aterest, § Complaint dismissed. Found not shown unreasonable, applicable 
ms are §Tates on sulphate of ammonia, a coke by-product, shipped in 
zeneral § carloads between March 3 and 23, 1942, both inclusive, from 
: found § Clairton, Pa., and Minnequa, Colo., to Richmond, Calif., there 
without § Stored, and later reforwarded to Oakland and San Francisco, 
ization. § Calif., for export to Hawaii. Also found not unreasonable, ab- 
by the #Sence of provision for application on shipments made by 
complainant of export rates from points at which shipments 
of the § Uiginated. The report said that if the complainant had exer- 
ised by § Sec due diligence in arranging for the delivery and trans- 
iary of | Portation of the sulphate of ammonia, the shipments could 
| asked § Save been forwarded in circumstances that would have required 
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the application of the export rates or would have justified a 
finding that the absence of provision for the application of 
export rates was unreasonable. It said domestic rates of 74 
and 78 cents a 100 pounds on the shipments from Clairton, 
and 47 cents on those from Minnequa, were charged for the 
transportation to Richmond; that rates of 3.75 cents, prior to 
March 18, 1942, and four cents, on and after that date, were 
charged for the transportation from Richmond to San Fran- 
cisco and Oakland, and that these were the export rates. The 
report said the defendants collected charges based on the 
aforementioned rates plus a charge for unloading and reloading 
cars at Richmond. When the shipments moved, it said, export 
rates of 66 and 70 cents from Clairton to San Francisco and 
Oakland, and 36 cents from Minnequa to the same points, were 
in effect. It said that under a rule in the export. tariff, the 
shipments having left the possession of the rail carrier at 
Richmond before delivery to the ocean carrier, the export 
rates were inapplicable. 


Commission Motor Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be obtained 
by prompt application to the Commission.) 


*MC 95084, Sub. 8, Melford A. Hove, dba Hove Truck Line, 
Stanhope, la. Certificate granted. Specified commodities, in- 
cluding livestock, between designated points in Ia., Ind., Wyo., 
Ky., Colo., Mich., Mo., N. D., O., Pa., Ill., Minn., Neb., Kan., 
S. D., and Wis., over irregular routes. In a separate expres- 
sion, Commissioner Lee said, in his opinion, the transportation 
of ordinary livestock on vehicles on which no other property, 
or passengers, were transported for compensation at the same 
time fell within the partial exemption provided in section 
203(b)(6) of the act. It appeared, said he, that some of the 
proposed transportation fell within that exemption. Otherwise, 
he said he concurred in the findings of the majority. 

*MC 29647, Sub. 12, Chariton Bros. Transportation Co., 
Inc., Hagerstown, Md. Certificate granted. General commod- 
ities, with exceptions, between Frederick, Md., and Emmits- 
burg, Md., over U. S. highway 15, as an alternate route for 
operating convenience in connection with applicant’s otherwise 
authorized regular-route operations, subject to restrictions. 


*MC 106799, B & H Transfer & Storage Co., Lubbock, Tex. 
Certificate granted. Household goods between points in a speci- 
fied area in Tex., on the one hand, and, on the other, points 
in Ariz., Ark., Calif., Colo., Kan., La., Mo., N. M., Nev., Okla., 
and Utah, over irregular routes. 


*MC 73464, Sub. 22, Jack Cole Company, Inc., Birmingham, 
Ala. Certificate granted. General commodities, with exceptions, 
between points in Ala., on the one hand, and, on the other, 
points in New York, N. Y., and Philadelphia, Pa., commercial 
zones, Detroit, Mich., and points in Ill., Ind., and O., over 
irregular routes. 


*MC 61396, Sub. 18, Mabel C. Herman, dba Herman Oil 
Transport Co., Fremont, Neb. Certificate granted. Petroleum 
products, in bulk, in tank, trucks, from and to specified points 
or territories in Ia., Kan., Neb., and Mo., over irregular routes. 

*MC. 84580, Sub. 1, Harry Ablahadian, dba Shuttle Bus 
Line, Lakeville, Conn. Certificate granted. Passengers, bag- 
gage, mail, express and newspapers, over a regular route be- 
tween Millerton, N. Y., and Poughkeepsie, N. Y. 

*MC 106005, Sub. 1, Gene Adamski and Raymond Lewis, 
dba Adamski and Lewis, Buffalo, N. Y. Permit denied. Fresh 
meat in refrigerated trucks, from Buffalo, N. Y., to points in 
the New York, N. Y., commercial zone, over irregular routes. 

*MC 106387, Sub. 1, W. R. Schaefer, dba Schaefer Trans- 
port Service, Omaha, Neb. Certificate granted. Petroleum 
products, in bulk, in tank trucks, from Carter Lake, Ia., to 
points in specified Nebraska counties and from Omaha, Neb., 
and Carter Lake, to points in Ia., on and west of U. S. highway 
169, and rejected shipments on return to Omaha and Carter 
Lake, over irregular routes. The report said grant of authority 
would be subject to conditions for request for cancellation of 
applicant’s permit in MC 29650 and maintenance of separate 
accounting systems for his private and for-hire transportation. 


*MC 102020, Sub. 2, G. W. Sparrow, dba Sparrow Transit 
Lines, Inc., Lomax, IIl., embracing MC 103097, Sub. 4, Bee Line 
Transit, Inc., Cedar Rapids, la. Certificate granted in MC 
102020, Sub. 2, and denied in MC 103097, Sub. 4. Passengers, 
baggage, express, newspapers and mail, between specified points 
in Ill., and Ia., over regular routes. 

MC 105130, Sub. 1, Daniel Steinbrecker and William Be- 
dell, dba Steinbrecker and Bedell, Maspeth, L. I., N. Y. Permit 
granted. Ingredients of bakery products or confectionery, from 
New York, N. Y., to Newark and Paterson, N. J., and sirup 
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from New York, N. Y., to points in Bergen, Hudson, and Passaic 
counties, N. J., over irregular routes. 

*MC 11185, Sub. 50, Jack Cooper, Jr., and Thom Cooper, 
dba J. T. Transport Co., Kansas City, Mo. Permit granted. 
Airplanes, unassembled or dismantled, and airplane parts and 
equipment, over irregular routes, from Middletown and Van- 
dalia, O., and points within 5 miles of Vandalia, to points in 
U. S., from Alliance, O., and points within 5 miles thereof, to 
points in Mo., and from New York, N. Y., and points in N. Y., 
within 25 miles of New York City to points in Kan., Mo., and 
Neb., and damaged and rejected airplanes, airplane parts and 
equipment in the reverse direction. 

*MC 2392, Sub. 7, Paul Wheeler, Genoa, Neb. Certificate 
granted, subject to conditions for cancellation of permit in MC 
59021 and maintenance of separate accounting systems for pri- 
vate and for-hire transportation. Petroleum products, in bulk, 
in tank trucks, from Council Bluffs, Ia., and points in Ia., within 
10 miles of Council Bluffs and from refining and distributing 
points in Kan., to points in Boone, Merrick, Nance and Platte 
counties, Neb., and rejected shipments on return, over irregular 
routes. 

*MC 1641, Sub. 12, Ray Peake, dba Peake Transport Serv- 
ice, Chester, Neb., embracing MC 3361, Sub. 18, Tyson-Long 
Co., Herman, Neb., and MC 86655, Sub. 10, Ray Howerter, dba 
Howerter Transport Service, Cozad, Neb. Certificates granted, 
subject to conditions. Petroleum products, in bulk, in tank 
trucks, over irregular routes, from and to specified points or 
areas in Ia., Kan., and Neb., in MC 1641, Sub. 12, and MC 
86655, Sub. 10, and from and to specified points or areas in Ia., 
Kan., Mo., and Neb., in MC 3361, Sub. 18. Conditions imposed 
require request for cancellation of permit MC 29707, cancella- 
tion of certificates in MC 1641, Sub. Nos. 4 and 7, and elimina- 
tion of duplicating rights in MC 1641, under authority granted 
in MC 1641, Sub. 12; request for cancellation of permit in MC 
52895 and certificates MC 3361 and Sub. 1, under authority 
granted in MC 3361, Sub. 18; and request for cancellation of 
certificate MC 86655, Sub. 6, under authority granted in MC 
86655, Sub. 10, 

*MC 104812, Sub. 3, Charles F. Chaplin, Waterbury, Vt. 
Certificate granted. Lumber from Waterbury and other points 
in Vt., to East Providence, R. I., and specified points and areas 
in Mass., over irregular routes. 

*MC 106847, Dona J. Trudell, dba Trudell Transfer, Iron 
Mountain,: Mich. Certificate granted. General commodities, with 
exceptions, from Iron Mountain, Mich., to points in Marinette, 
Florence, and Forest counties, Wis., over irregular routes. 

*MC 330, Sub. 20, J. M. Stearn, dba Stearn’s Trucking 
Line, Harrisonburg, Va. Certificate granted. Dressed poultry 
and frozen foods, from specified points in Va., and W. Va., to 
ous in W. Va., Va. Bid., Del, Pa., Ne.J., N. ¥.;-N. C., 
S. C., Ky., Tenn., O., and D. C., over irregular routes. 

*MC 34975, Floyd W. Tredway, dba Tredways Boonton 
New York Express, Boonton, N. J. Certificate granted. Con- 
tinued operations, general commodities, with exceptions, be- 
tween New York, N. Y., and points in a described area of N. J., 
and between points in such N. J. area, over irregular routes. 

*MC 90315, Sub. 3, Anthony Caruso, Wilkes-Barre, Pa., 
embracing MC 96266, Sub. 2, Patrick J. Clune, Wilkes-Barre. 
Certificates denied. Household goods between Wilkes-Barre, 
Pa., and points within 15 miles thereof, on the one hand, and 
points in Md., Va., O., Mich., and D. C., on the other, over 
irregular routes, in MC 90315, Sub. 3; and between Wilkes- 
Barre and points within 15 miles thereof, on the one hand, and 
points in Del., Md., Va., O., Mich., and D. C., on the other, 
over irregular routes, in MC 96266, Sub. 2. 


*MC 102985, Sub. 1, D. H. Griffitts, dba Griffitts’ Refrig- 
erated Service, Portales, N. M. Certificate denied. Specified 
commodities from and to points in Ariz., Calif., N. M., and 
Tex., over regular routes. 

MC 28985, Sub. 4, Seashore Transportation Co., New Bern, 
N. C. Certificate granted. Passengers, baggage, express, mail 
and newspapers between specified points in N. C., over regular 
routes. Grant of authority is subject to withdrawal by appli- 
cant of its application in MC 28985 and its BMC 75 statements 
in MC 28985, Sub. Nos. 1, 2 and 3. 


*MC 4405, Sub. 150, Dealer’s Transport Co., Chicago, IIl., 
embracing MC 22454, Sub. 310, Nu-Car Carriers, Inc., Chester, 
Pa., MC 41136, Sub. 14, Fleet Carriers Corporation, New York, 
N. Y., MC 48846, Sub. 22, W. Curtis Keal, dba Keal Transport 
Co., Cleveland, O., and MC 4405, Sub. Nos. 151, 153 and 155, 
Dealer’s Transport Co. Certificates granted. New buses and 
bus chassis, in initial movements, in driveaway service, and 
new trailers other than those designed to be drawn by pas- 
senger vehicles, in initial movements, in truckaway service, 
from Philadelphia, Pa., to all points in U. S., and rejected 
shipments in the reverse direction, over irregular routes, in 
MC 4405, Sub. 150; new trucks and truck chassis, in 
initial movements, in driveaway service, from Hamburg, 
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Pa., to points in N. Y., N: J., Mass. O., Pa., Ill., Wis 
Calif., Wash., Md., Conn., R. I., Mich., Ind., Mo., Ky., Minn, 
Ore., Del., Me. N. H., Vt., Va, W. Va, N. C, S. @ 
Ga., Fla., Ala., Miss., Tenn., La., Ark., Ia., N. D., S. D., Neb, 
Kan., Okla., Tex., Colo., and D. C., and rejected shipments jp 
the reverse direction, over irregular routes, in MC 4405, Sub, 
151; new automotive vehicles, chassis, bodies, cabs, and auto. 
mobile show equipment, displays, and advertising matter when 
moving with those commodities, in initial movements, in drive. 
away and truckaway service, from points in St. Louis county, 
Mo., to points in Ill., Ind., Mo., Tenn., Ia., Ark., Okla., and 
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Kan., and rejected shipments in the reverse direction, over §,, a 
irregular routes, in MC 4405, Sub. 153; and new bus chassis, september 


in initial movements, in truckaway service, from Highland 
Park, Mich., to Union City, Ind., of buses, in secondary move. 
ments, in truckaway service, from Union City to Toledo, 0, 
and points in Wayne county, Mich., and rejected shipments in 
the reverse direction, over irregular routes, in MC 4405, Sub, 
155. New busses and bus chassis, in initial movements, in 
driveaway service, from Philadelphia, Pa., to all points in 
U. S., and rejected shipments in the reverse direction, over 
irregular routes, in MC 22454, Sub. 310, MC 41136, Sub. 14 
and MC 48846, Sub. 22. Dual operations by Dealer’s Trans- 
port Co. and W. R. Arthur & Co., Inc., authorized. 

MC 12312, Manhardt Storage Co., Milwaukee, Wis., em- 
bracing MC 12311, Bekins Moving & Storage Co. Brokerage 
licenses granted. Household goods between points in Wis., on 
the one hand, and all points in U. S., on the other, in MC 12312, 
on surrender by Chester E. Manhardt of license MC 24918: 
and household goods between points in U. S., in MC 12311, on 
surrender by Bekins Van Lines Co., of license MC 12208. 

*MC 546, Sub. 3, C. R. Mahoney and James C. Sprague, 
dba Mahoney Transfer, Marietta, O. Certificate granted. Gen- 
eral commodities, with exceptions, over specified regular routes 
between Parkersburg and Spencer, W. Va., and between Mac- 
farlan and Grantsville, W. Va. 

*MC 29250, Sub. 5, New England Transportation Co., Bos- 
ton, Mass. Certificate granted. General commodities, with ex- 
ceptions, between Danbury, Conn., and Maybrook, N. Y., over 
specified routes, serving intermediate points of Poughquag, 
Hopewell Junction (Hopewell), Poughkeepsie, Highland, Clin- 
tondale, Modena, Brewster, Fishkill, Glenham, Mattewan, and 
Beacon, N. Y., limited to service auxiliary to or supplemental 
of train service of the New York, New Haven & Hartford 
Railroad Co., with certain key point restrictions. 
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*MC 37473, Sub. 11, Detroit-Pittsburgh Motor Freight, Inc, BUNS. 
Canton, O. Certificate granted. Specified automotive vehicles, Jong mar 
in initial movements, by the driveaway and truckaway methods, § Lines, a 
over irregular routes, from specified points in Mich., to de- § Way Mo 
scribed territories in O., and W. Va., and rejected shipments fof said 1 
on return. diately t 

*MC 55236, Sub. 12, Olson Transportation Co., Green Bay, PF a 
Wis. Certificate granted. Petroleum products, in bulk, in tank fine. ap, 
trucks, from Green Bay, Wis., to points in a specified area § Freight 
in Mich., over irregular routes, with return of rejected ship- §the mot 
ments. Troy, N 

*MC 106558, Eugene Thomas Curry, dba Curry’s Hors ff, MC 
Van Service, Wheeling, W. Va. Certificate granted, subject to ey 

Bo - , y H. 
conditions. Horses, other than ordinary horses, and in the §o0a(p) 
same vehicle with such horses, of stable supplies and equip- § porary’ 
ment used in the care and exhibition of such horses, mascots, § Burch ( 
and the personal effects of their attendants, trainers, and § 40ing b 
exhibitors, between points in O., Pa., Md., Va., and W. Va, §, MC 
over irregular routes. Conditions imposed require that the Bias. 
authorized operation be conducted separately from applicant's  nessece 
other activities, that separate records therefor shall be main- § Rachel 
tained, and that applicant shall not transport as both a common §inc., of 
and private carrier at the same time in the same vehicle. land, G 

*MC 107143, Smoot Bros. Transfer, Baltimore, Md. Cer- J Moris 
tificate denied. Household goods, over irregular routes, be- fj cect, 
tween Baltimore, Md., on the one hand, and, on the othel, Bana cc 
points in Mass., R. I., Conn., N. Y., N. J., Pa., Del., Md., W. Va., Bf Yates ° 
N. C., S. C., Ga., Fla., O., and D. C. of Ring 

ee ae propert 
COMMISSION ORDERS laa 


1, & S. 5315, Routing soda ash from Baton Rouge, La. Petition of 
Meade Corporation, protestant, for reconsideration and rehearing as to 
legal rate on soda ash from Baton Rouge, La., to Nashville, Tenn., Re 


prior to October 31, 1946, accepted and filed of record in proceeding, § Co, st 
and replies may be filed on or before June 16. issue 1 

Finance 15685, Wheeling & Lake Erie Ry., control. A final report § 10,000 
shall be issued in this proceeding. the Co 

No. 29425, Richards Milling Co. vs. Erie et al. Order of March 3, § $1,000, 
further modified to become effective September 2, on not less than 30 @ year ¢ 
days’ notice, instead of July 9. . jurisdi 

No. 29028, Lakeville Creamery Co. vs. Railway Express Agency, § in cas} 
Inc., et al. Order of February 18, further modified to become effective J and to 
September 2, on not less than 30 days’ notice, instead of July 24. to be 


No. 29322, E, J. Stanton & Son vs. Un. Pac. Order of February 10, Re 
further modified to become effective July 22, instead of June 22. Weste 









June 14, 1947 













































































































Wis, No. 29341, West Coast Banana Distributors vs. Pacific Electric Ry., 
Minn, no. 29341, Sub. 1, W. W. Crenshaw Co., et al., vs. Pacific Electric Ry., 
3. C fit al., and No. 29341, Sub. 2, Blase Bros. & Co., et al., vs. same. Order 

Neb, of February 10, further modified to become effective September 2, on 

-’ Mnot less than 30 days’ notice, instead of July 25. 
nts in MC 4883, Sub. 6, Guyott Construction Co., Inc., extension of opera- 
» Sub, tions, fuel oil. Reopened for further hearing. 

auto- MC 107593, Joseph N. Hyman, common carrier application. Re- 
When Mopened for further hearing. 
drive. No. 29066, Rocky Mountain Association of Distributors vs. Un. Pac., 
ounty. get al. Order of March 27, modified to become effective August 7, on 

Y, not less than 30 days’ notice, instead of July 7. 
»» and No. 29354, Corporation Commission, State of Oklahoma, et al., vs. 
, OVer Bo, Pac., et al. Order of March 3, further modified to become effective 
hassis, September 2, on not less than 30 days’ notice, instead of July 31. 
rhland MC 70451, Sub. 48, Watson Bros. Transportation Co., Inc., exten- 
move.Msion, Alternate U. S. Highway 30. Report and order of July 1, 1946, 
lo, 0, modified so as to authorize issuance to applicant on compliance with 
nts in sections 215 and 217 of act and rules and regulations thereunder, of an 
, S amended certificate authorizing operation as a common carrier by motor 
/ ub. yehicle, in interstate or foreign commerce, of general commodities, 
its, in except commodities of unusual value, live stock, commodities in bulk, 
nts in and household goods as defined in Practices of Motor Common Carriers 
, Over Hof Household Goods, 17 M. C. C. 467, between junction of U. S. High- 
ib. 14 Bway 275 and Alternate U. S. Highway 30 (approximately 20 miles west 
Trans. of Omaha, Neb.), and junction of U. S. Highway 30 and Alternate U. S. 
Highway 30 (approximately 8 miles northeast of Central City, Neb.), 
over Alternate U. S, Highway 30, as an alternate route for operating 
+» €M- Bonvenience only in connection with otherwise authorized regular route 
kerage operations, serving no intermediate points. This order shall become 
is., on Mfeffective July 14, unless any-party-in-interest shall show cause, if any 
12312 @there be, in writing verified under oath, why report and order of July 
24918: 1. 1946, should not be modified in manner described above. 
11 ‘ Finance 15374, Gainesville Midland R. R., abandonment. Effective 
8 » On date of certificate of May 7, extended to June 30. 
. MOTOR FINANCE CASES 
en-f wc F-3355, H. J. Bischoff et al.—Control; Southern California 
routes Freight Lines, Ltd.—Control; Péoples Transfer, Inc.—Purchase—Bu- 
| Mae- Fiord S. Hodges and John C. Hodges. 
1. Purchase by Peoples Transfer, Inc., of Yuma, Ariz., of the 
., Bos- Boperating rights and certain property of Buford S. Hodges and John C. 
th ex- §Hodges, partners, doing business as Hodges Brothers Truck Line, also 
., over of Yuma, and acquisition of control of the operating rights and prop- 
h ua erty by Southern California Freight Lines, Ltd., Motor Service Cor- 

q ag, poration, H. J. Bischoff, and R. E. McConnell, through the purchase, 

, Clin- Bipproved and authorized, subject to condition. 
n, and 2. Southern California Freight Lines, Ltd., and Motor Service 
mental #Corporation subjected to specific provisions of part II of the Interstate 
irtford Commerce Act. 
MC F-3470, Lee Way Motor Freight, Inc.—Control—Sooner Freight 
t, Inc Lines. Application for authority under section 210a(b) of Lee Way 
hi 1 " BMotor Freight, Inc., of Oklahoma City, Okla., for temporary control 
CIES, Band management of the motor-carrier properties of Sooner Freight 
>thods, Lines, also of Oklahoma City, granted, provided within 30 days Lee 
to de- {Way Motor Freight, Inc., shall have assumed control and management 
yments Hof said properties and confirmed, in writing, to the Commission, imme- 
| diately thereafter, the date such control and management were assumed. 
n Ba MC F-3481, David Spector and Peter D. Serra—Control; Rand Ex- 
Y, press Freight Lines, Inc.—Purchase—Hudson Motor Freight Service, 
n tank § inc, Application for authority under section 210a(b) of Rand Express 
1 area Freight Lines, Inc., of New York, N. Y., for temporary operation of 
1 ship- §the motor-carrier rights of Hudson Motor Freight Service, Inc., of 
Troy, N. Y., granted with conditions. 

Horse MC F-3474, Major A.- Riddle—Control; Hancock Truck Lines, Inc.— 
ject to Purchase (Portion)—W. A. Burch (D. A. Winters, W. C. Cohen, and 
4 hi Jay H. McClure, Trustees): Application for authority under section 
in the Boi0a(b) of Hancock Truck Lines, Inc., of Evansville, Ind., for tem- 
equlp- @ porary’ operation of a. portion of the motor-carrier rights of W. A. 
ascots, @ Burch (D. A. Winters, W. C. Cohen, and Jay H. McClure, trustees), 
s, and @40ing business as Burch Truck Line, of Wichita, Kan., denied. 

V. Va., MC F-3351,:George T. Morris and Mrs. George T. Morris—Control; 
at the Service Coach Line, Inc.—Control—Neel Gap Bus Line, Inc., and MC 
li t’ F-3366, George T. Morris and T. M. Lambert—Control; Georgia-Ten- 
icantS Bnessee Coaches, Inc.—Purchase—William Terah Thomas (Mrs, Rudie 
_ Main- @ Rachel Yates Thomas, Executrix). 1. Acquisition by Service Coach Line, 
ommon iInc., of Dublin, Ga., of control of Neel Gap Bus Line, Inc., of Cleve- 
icle. land, Ga., through the purchase of capital stock, and by George T. 
. Cer- Morris and his wife through the acquisition by Service Coach Line, 
os. be- Inc., approved and authorized, subject to condition. 2. Purchase by 

’ Georgia-Tennessee Coaches, Inc., of Dalton, Ga., of the operating rights 

_other, and certain property of William Terah Thomas (Mrs. Rudie Rachel 

W. Va., Yates Thomas, executrix), doing business as W. T. Thomas Bus Line, 
of Ringgold, Ga., and acquisition of control of the operating rights and 
property by George T. Morris and T. M. Lambert through the purchase, 
approved and authorized, subject to condition. 

tition of PRC AS ee bee 

ig as to UNCONTESTED FINANCE CASES 

, Tenn., Report and order in F. D. No. 15716, Colorado & Wyoming Railway 

ceeding, Co. Stock, (1) authorizing the Colorado & Wyoming Railway Co. to 
issue not exceeding $1,000,000 of common capital stock, consisting of 

1 report § 10,000 shares of the par value of $100 each, to be delivered at par to 
the Colorado Fuel & Iron Corporation, or its nominee, in exchange for 

March 3, § $1,000,000 of the applicant’s outstanding first-mortgage 4 per cent 50- 

than 30 § year gold bonds, due March 1, 1953, and (2) dismissing for want of 
jurisdiction that part of the application which request authority to pay 

Agency, § in cash and discharge an additional $1,080,000 of such outstanding bonds 

effective § and to pay the interest accrued thereon and on the $1,000,000 of bonds 

24. to be retired through the issue of the proposed stock. Approved. 

uary 10, Report and order in F. D. No. 15651, Delaware, Lackawanna & 





Je 





Western Railroad Co. et al. Merger, authorizing merger of the prop- 
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erties of the Passaic & Delaware Extension Railroad Company and the 
Morris & Essex Extension Railroad Co., into the Delaware, Lackawanna 
& Western Railroad Co., for ownership and continued management and 
operation; conditions prescribed re protection of employees. Approved. 

Report and order in F. D. No. 15708, Missouri Pacific Railroad Co., 
Trustee Equipment Trust Certificates, granting authority to assume 
obligation and liability in respect of not exceeding $8,700,000 of Missouri 
Pacific Railroad equipment-trust certificates series HH, to be issued 
by the Mercantile Commerce Bank & Trust Co., as trustee, and sold 
at 99.161 per cent of par and accrued dividends in connection with the 
procurement of certain equipment. Approved. 

Report and order in F. D. No. 15715, the Davidson Transfer & 
Storage Co., Note, granting authority to issue a secured promissory 
note for not exceeding $45,000, to be delivered at part to the Guardian 
Life Insurance Co, of America to evidence a loan of a like amount, to 
provide a part of the funds for the purchase of terminal properties in 
New York, N. Y. Approved. 

Report and order in F, D. No. 15722, Baltimore & Ohio Railroad 
Co, Equipment Trust Certificates, granting authority to assume obliga- 
tion and liability, as guarantor, in respect of not exceeding $6,110,000 
of Baltimore & Ohio Railroad equipment-trust certificates, series U, to 
be issued by the Union Trust Co. of Maryland, as trustee, and sold at 
99.309 and accrued dividends, in connection. with the procurement of 
certain equipment. Approved. 


FINANCE APPLICATIONS 


MC F-3491, Gray Line New York Tours Corporation, of New York, 
N. Y., asks authority to purchase certain operating rights of Gray Line 
Motor Tours. Inc., also of New York, and temporarily to operate. 

MC F-3492, Royal Blue Tours of New York, Inc., New York, N. Y., 
asks authority to purchase the motor carrier certificate in MC 39259 
of Royal Blue Sightseeing Corporation, New York, N. Y., and tem- 
porarily to operate rights thereunder. 


PETITIONS FOR REHEARING, ETC. 


MC F-3488, Malone Freight Lines, Inc., purchase, North Alabama 
Motor Express, Inc. Malone Freight Lines, Inc., asks for authority 
temporarily to operate motor carrier properties of North Alabama 
Motor Express, Inc. 

No. 29066, Rocky Mountain Association of Distributors vs. Un. Pac. 
et al. Defendants ask for amendment and postponement of effective 
date of order of March 27. 

Finance 14161, Chicago, Burlington & Quincy R. R. to abandon 
branch line from Humeston to. Clearfield and from Merle Junction to 
Clarinda, Ia. Brotherhood of Railroad Trainmen ask for reopening and 
reconsideration for purpose of prescribing conditions for protection 
of employees. : 

Il. & S. 5315, Routing Soda Ash from Baton Rouge, La. Mead Cor- 

poration, protestant, ask for reconsideration and rehearing as to legal 
rate on soda ash from Baton Rouge, La., to Nashville, Tenn., prior 
to October 31, 1946. 

MC F-1602, Wess Clark, dba Santa Fe Trailways, lease, Santa Fe 
Trail Transportation Co. Wess Clark, applicant, asks for extension of 
term of lease for two years from June 26. 

MC F-3297, B. D. Kramer and C. J. Villeneuve, control; I. & S. 
Trailways, Inc., control, and merger, Victory Coach Lines, Inc., and 
Empire Trails, Inc. Southeastern Greyhound Lines, Inc., ask Commis- 
sion to stay report and order of Division 4. 

No, 13535, et al., Consolidated Southwestern Cases. Defendant car- 
riers operating in Southwestern territory ask for modification of find- 
ings and orders in 123 I. C. C. 203, et seq., by eliminating therefrom 
platforms or skids, warehousing or shipping, wooden, set up, carloads. 

No. 29473, Colgate-Palmolive-Peet Co. vs. Alton Railroad, et al. 
Southern defendants ask for oral argument before and reconsideration 
by entire Commission of Report of Division 2, of April 17. 

No. 29670, Increased per diem charge on freight cars. Secretary’ of 
Agriculture of United States asks Commission to consolidate record 
with No. 29587, Alabama, Tennessee, and Northern Railroad Co., et al., 
vs, Aberdeen and Rockfish, et al., and No. 29751, Atchison, Topeka, and 
Santa Fe Railway Co., et al., vs. Aberdeen and Rockfish, et al. 

Ex Parte 155, Ownership of stock in freight forwarders. Fisher G. 
Dorsey, et al., asks for an extension of time within which Fisher G. 
Dorsey may effect sale or transfer of stock held in Lone Star Package 
Car Co., Bluebonnet Freight Forwarding Co., Patrick Transfer & Stor- 
age Co., and Union Transfer & Storage Co. 

1. & S. 5495, Forwarder Rates, Official territory of Texas. Respond- 
ent, J. R. Kelly, d/b/a Texas Shippers Association, asks Commission 
for vacation of suspension of his I. C. C. F. F. 5. 

Finance 14931, (3rd supplemental application), Gulf, Mobile and 
Ohio R. R. Co., purchase, securities, etc. Protesting railroads, inter- 
veners, ask for reopening and reconsideration by entire Commission. 


1. Cc. C. ACCIDENT REPORTS 


A Southern Pacific passenger derailment resulting in the 
injury of 73 passengers, three employes and one person carried 
under contract, at Guasti, Calif., April 27, was caused by a 
broken switch rail, according to a report of the Commission, 
by Commissioner Patterson, in investigation No. 3100. It said 
the switch rail involved was examined at different times in 
April but no defects were found. The report said the switch 
rail was placed in service in 1937 and that, according to the 
carrier’s estimate, 266.4 million tons had passed over it since 
that time, a minimum of 320 million tons being permitted by 
the carrier’s specifications before replacement of such a switch. 
Said the report: 


Prior to the time of the accident, the engine and cars had been 
riding smoothly, and there was no indication of defective equipment 
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or track, nor of any obstruction having been on the track. The first 
that any member of the crew was aware of anything wrong was when 
the engineer observed a gradual break-pipe reduction, which was 
followed by a severe surge. Then the brakes became applied in 
emergency and the general derailment occurred. 


Derailment of a passenger train on the Illinois Central 
near Champaign, Ill., on April 19, 1947, which resulted in the 
death of two train-service employes, and the injury of 95 pas- 
sengers, eight dining-car employes, two coach attendants and 
three train-service employes, was caused by a train entering a 
crossover at a high rate of speed, as a result of approach and 
home signals of an interlocking displaying false proceed indi- 
cations, according to a report by the Commission, written by 


Commissioner Patterson, on investigation of the accident, No. 
3097. 


Railroad Abandonments 


Midland Valley 


In a proposed report in No. 14345, Midland Valley Railroad 
Co. Abandonment, Examiner Lucian Jordan has recommended 
that the Commission, division 4, modify its certificate issued 
October 29, 1943, in this proceeding, authorizing abandonment 
by the carrier of its branch line extending from Excelsior to 
Hartford Junction, approximately 16.7 miles, in Sebastian 
county, Ark., so as to attach conditions for protection of ad- 
versely affected employes, the same as prescribed in Chicago, 
Burlington & Quincy Railroad Co., 257 I. C. C. 700. As the 
result of the abandonment involved in this proceeding, the 
examiner said the division should find that the employes had 
suffered adverse effects for which they were entitled to relief. 


Texas & Pacific 


The Commission, division 4, at the request of the peti- 
tioner, has issued an order in Finance No. 13319, Texas & Pa- 
cific Railway Co. Abandonment, dismissing a petition filed by 
the Railway Labor Executives Association, March 10, for re- 
opening, reconsideration, and further hearing in the proceeding 
and imposition of conditions for the protection of employes of 
the railroad. 


c.& N. W. 


Subject to conditions for protection of employes, the Com- 
mission, division 4, has issued a report and certificate in Finance 
No. 15614, Chicago & North Western Railway Co. Abandon- 
ment, permitting abandonment by the carrier of its branch 
line of railroad in Langlade, Oneida, and Lincoln counties, 


Wis., extending approximately 6.18 miles from Parrish Junc- 
tion to Harrison. 


Southern Pacific 


The Commission, division 4, by a report and certificate in 
Finance No. 15660, Southern Pacific Co. Abandonment, has 
permitted abandonment, subject to conditions, of the portion 
of the carrier’s branch line of railroad in Polk county, Ore., 
extending from Wigrich Junction to Wigrich, 2.5 miles. 


& 8. & L. 


The American National Red Cross, in Finance No. 15738, 
has asked the Commission for authority to abandon the entire 
line of the Rochester, Hornellsville & Lackawanna Railroad, 
willed to it in 1934 by Clara A. H. H. Smith, widow of Frank 
Sullivan Smith, who was a director of the Pittsburg, Shawmut 
& Northern, which leased the railroad for many years until it 
abandoned all operations in March, under authority of the 
Commission in Finance No. 15530 (see Traffic World, Jan. 11, 
p. 87). The line to be abandoned extends from Moraine, N. Y., 
to Hornell, N. Y., about 9.31 miles. The railroad said the Erie 
Railroad had agreed to purchase for $32,000 all facilities and 
structures located in Hornell and vicinity, to continue service 
to industries at that point. 


Oo. R. & L. 


By a report and certificate in Finance No. 15493, Oahu 
Railway & Land Co. Abandonment, the Commission, division 4, 
has permitted abandonment. by the carrier of approximately 
81.28 miles of its rail lines in the city and county of Honolulu, 
Island of Oahu, Territory of Hawaii (see Traffic World, Oc- 
tober 26, 1946, p. 1090). 


BUS FARE HEARINGS POSTPONED 


Hearings in MC C-550, Investigation of Bus Fares, assigned 
for July 11, in Washington, and July 14, in Boston, have been 
postponed to July 18, at 9 a.m. standard time (10 a.m., District 
of Columbia daylight saving time), at the Commission’s office 
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in Washington, and to July 21, 10 a.m., standard time (or 4 
a.m., local daylight saving time, if that time is observed), at 
the new post office building, Boston, according to an order in the 
proceeding by the Commission, Commissioner Lee. 

The investigation, instituted on the Commission’s own mo. 
tion, involves the reasonableness and lawfulness of passenger 
fares and charges of all Class I motor common carriers of pas. 
sengers subject to the interstate commerce act (see Traffic 
World, July 27, 1946, p. 240). z 








Exan 
DIGEST OF Fully 
* Ex: 
report 
O rules it 
India, | 
fendant 
extent 
No. 29§ 
No. 29756, Mobile Paint Manufacturing Co., Mobile, Ala., vs. A. G. 5, et al., i 
et al. ‘8 more 
Rates, charges and minimum, carload shipment of asphaltum, Th 
received January 23, 1946, from Craig, Colo., to Mobile, Ala., stopped and re 
for partial unloading at Chattanooga, Tenn., in violation of sections K s 
1, 2, 3 and 6. Asks cease and desist order, reasonable rate and r+. = 
minimum weight and reparation. (David Knapp, Jr., P. O. Box 17 that tk 
Mobile 1, Ala.) '§ tion ct 
No. 29757, C. A. Tillman and A. E. Levenson, dba Tillman & Levenson, York, 
Birmingham, Ala., vs. L, & N., et al. Savan! 
Rates and charges on carload shipments of steel foot lockers,™ termin 
used, purchased from U. S. Government, allegedly entitled to furni- said tl 
ture list rates, moved September 14, 1945, from Ft. Benning (Co- fy 
lumbus, Ga.) to Birmingham, Ala., in violation of sections 1, 2, 3 chargé 
_ and 6. Asks damages or reparation. (C. Eugene Fowler, 941-947 b 
American Life Bldg., Birmingham 3, Ala.) “ = 
No. 29758, W. J. Jones & Son, Inc., Portland, Ore., vs. Great Northern. ‘ Pep 
Alleges demurrage charges assessed on two carloads of coal at wr 
Bend, Ore., from September 11 to September 23, 1946, originating should 
in Utah and Wyoming and billed to Terminal No. 4, Portland, Ore. @ from | 
allegedly detained by reason of a longshoremen strike at Pacific and I 
coast ports which began September 5 and ended September 2, pound 
1946, not at the instance or request of complainant, in violation 1945 
of sections 1 and 6. Asks a cease and desist order and refund of crease 
charges exacted. (William C. McCulloch, Spalding Bldg., Portland T 
4, Ore.) 
No. 29759, Armstrong Tire and Rubber Co., Natchez, Miss., vs. G. M. oy 
& O., et al. ” . 
Rates and charges, reclaimed (shoddy) rubber, carloads, from CePt V 
East St. Louis, Ill., to Natchez, Miss., in the period May 29 to They 
July 11, 1945, in violation of section 1. Asks reparation. (L. V.f| waive 
Brandt, 1811 S. Prairie Ave., Chicago 16, Ill.) view 
MC C-898, Freight Transportation Engineers, Inc., Chicago, IIl., et al., servic 
vs. C. & D. Motor Delivery Co., et al. No. 1 


Allege rates On numerous shipments of scale parts and rough 
iron castings, from Dayton, O., to Louisville, Ky., of steel stamp- 
ings in the rough, and of scale parts, and iron castings in the rough T 
from Louisville to Greenville, O., in violation of section 217(b). Ask 


administrative determination and invocation of powers under penalty mn 
provisions of section 222. (L. V. Brandt, 1811 S. Prairie Ave., Chi- of nu 
cago 16, Ill.) parti 
No, 29727, Sub. 1, Armour & Co., Chicago, Ill., vs. C. & N. W., et al. prem: 
Rates on cattle, hogs, and sheep, carloads, from points in Ne riers, 
braska and Colorado to Los Angeles, Calif., in the two years prior not k 

to filing of complaint, in violation of section 1. Asks cease and term: 
desist order, rates, and reparation of $5,000. (Paul E. Blanchard, : : 
4301 S. Racine Ave., Chicago 9, III.) ing © 
No. 29755, Simmons Machine Tool Corporation, Albany, N. Y., et al. rates 
vs. D. & H., et al. carlo 


Allege rates on used machine parts and machinery, for remanv- 
facture, in violation of sections 1, 2, 3, and 6. Ask cease and desist ra 


order, rates, and reparation of $10,000. (Earle H. Bogardus, 19 Vine Policic 
St., Scotia, N. Y.) signm 
No. 29760, Procter & Gamble Co., Cincinnati, O., vs. P. R. R. Co. total 
Charges, carload shipments of copra, from Norfolk, Va., (0 cars v 
Ivorydale, Cincinnati, O., delivered between March 17 and April requil 
1, 1945, in violation of section 1. Asks a cease and desist order and loades 
reparation. (W. E. Willey, P. O, Box 599, Cincinnati 1, O.) light}; 
No. 29762, Allowances for Pick Up and Delivery at Kansas City. Ir 
Investigation instituted by the Commission, on its own motion, 293 ci 
into compensation paid and allowances made to persons performing loade 
pick-up and delivery service or transporting less-carload and less which 
truckload shipments at the terminal area of Kansas City, Mo., and were 
Kansas City, Kan., between freight stations of common carriers by so lo 
railroad and motor vehicle, and freight forwarders, on the one the n 
hand, and other points in said terminal area, on the other. 
No. 29763, Allowances for Pick Up and Delivery at The Twin Cities. f 
Similar investigation as to No. 29762, related to the terminal end 
areas of Minneapolis and St. Paul, Minn. Visik 
No. 29764, Allowances for Pick Up and Delivery at Seattle. orde 
Similar investigation as to No. 29762, with respect to the Seattle and 
terminal area. tota 
No. 29765, Allowances for Pick ‘Up and Delivery at Portland. justi 
Similar investigation as to No. 29762, with respect to the Port 
land terminal area. I 
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Examiners Find Rails’ Failure 
Fully to Load Cars Unreasonable 


Examiners M. Witters and John H. Colgren, in a proposed 
report in two proceedings involving application of carloading 
rules in wartime to shipments of kyanite ore imported from 
India, have recommended that the Commission find the de- 
fendant railroads’ transportation charges unreasonable, to the 
extent indicated in their report. The report was issued in 
No. 29576, Chas. Taylor Sons Co. vs. Alabama Great Southern 
et al., including also No. 29175, Chas. Taylor Sons Co. vs. Balti- 
more & Ohio et al. 

The examiners said the complainant, operating fire-brick 
and refractory products plants in Cincinnati, O., and Taylor, 
Ky., imported kyanite ore from India in wartime and alleged 
that the defendants sought to collect unreasonable transporta- 
tion charges on the product, unground, in carloads, from New 
York, N. Y., Philadelphia, Pa., Baltimore, Md., Norfolk, Va., 
Savannah, Ga., and New Orleans, La., or points within the 
terminal limits of those ports, to Cincinnati and Taylor. They 
said the evidence related only to shipments to Taylor. 

The Commission, said the examiners, should find the 
charges to Taylor, had been, were, and for the future would 
be unreasonable to the extent that they exceeded charges on 
the actual weights in each car, except one remnant car for 
each consignment on which a minimum weight of 10,000 pounds 
should be charged for, at rates of $4.29 a ton of 2,000 pounds 
from New York, $3.89 from Philadelphia, $3.69 from Baltimore 
and Norfolk, $5.69 from New Orleans, and 35 cents a 100 
pounds, minimum weight 60,000 pounds until October 31, 
1945, and $4.38 subsequently, from Savannah, plus such in- 
creases as might have been authorized in Ex Parte 148 and 162. 

The examiners said the Commission should find unreason- 
able the defendants’ failure to load to the marked capacity 
of the cars, the consignments of the imported kyanite ore, ex- 
cept where remnants thereof were insufficient for such loading. 
They recommended an order ‘authorizing the defendants to 
waive collection of outstanding undercharges and said that in 
view of the proposed findings and the temporary nature of 
service order No. 68 and Office of Defense Transportation order 
No. 18-A, no order for the future was deemed necessary. 


Charges on Cars Partially Loaded 


The complainant, said the examiners, sought relief from 
claims of the carriers for charges based on the marked capacity 
of numerous cars that were forwarded by the railroads only 
partially loaded. They said the complainant’s contentions were 
premised on the improper loading of the cars by the rail car- 
riers, and that they alleged further that the defendants should 
not be permitted to profit from their direct disregard of the 
terms of service order No. 68, suspending the permissive load- 
ing of cars to less than applicable minimum weight at carload 
rates, and.O. D. T. order No. 18-A, relating to loading of 
carload freight. Said the examiners: 





























































































































Prior to the war and the extreme necessity for car conservation 
Policies, import rates on bulk commodities had been applied on a con- 
signment basis, that is, carload rates had been charged against the 
total weight of a single consignment without regard to the number of 
cars used in transporting it. This in one sense ignores minimum weight 
requirements, but is based on the natural assumption that cars will be 
loaded to their carrying capacity and that the result will be but one 
lightly loaded car in any one series... . 

In an exhibit showing 42 shipments received from India, a total of 
293 cars were used for rail transportation. Of these cars 131 were not 
loaded to marked capacity. Allowing a remnant car for each shipment, 
which is not always necessary, it develops that 30 per cent of the cars 
were not loaded to the marked capacity although they could have been 
so loaded, Charges were billed against the 131 lightly loaded cars at 
the marked capacity of the cars used. 


The examiners said that the effect of maintaining the de- 
fendants’ stand that the cars in issue were loaded to “full 
visible capacity” would be to remove the application of service 
order No. 68 under the provisions of amendment No. 5 thereto, 
and bring into effect the application of the load rates on a 
total consignment weight basis, and that there would be no 
Justification for the charges sought to be collected. They added: 


_ But here we find an unusual situation in that complainant has 
introduced conclusive evidence in the form of photographs taken of 








































































































ears at ports and again on arrival at the plant, by witnesses who viewed 
the cars on arrival at the plant and other means, that the cars were not 
loaded to ‘‘full visible capacity’’ and that the cars are easily capable of 
being loaded to their marked capacity. . . 


The examiners said the Commission should find that the 
origin rail carriers by their own actions and customs through 
the years have assumed the responsibility for the proper loading 
of imported kyanite ore at the ports and had estopped them- 
selves from denying this duty to the shipper. They said the 
Commission had already reached this conclusion as evidenced 
by amendment No. 8 to service order No. 68. 

The examiners said the origin carriers attributed the 
failure to load cars to their capacities, other than those that 
contained remnant lots entirely or in part, to varying density 
of the ore and the sizes and irregular shapes of the lumps or 
boulders. The examiners added: 


As a consequence, they: contend, their agents, while endeavoring to 
avoid underloading as well as overloading, were unable at the time of 
loading to determine the weight of the ore and over-estimated that 
loaded into some of the cars; and that other cars, although deficient 
as to weight were loaded to full visible capacity or to the limit of 
safety. . 


The examiners said it should be pointed out that if the 
carriers were sincere in their protestations that the cars were 
handled to the best of their ability in the last several critical 
years, then it was their further duty to publish rates on kyanite 
ore based on a minimum weight that would be reasonable 
under those circumstances. 

“Not having done so,” continued the examiners, “they 
should not now be heard to say that their own disabilities 
should be the basis for excessive charges against the shipper.” 


Expansion of Pan-Atlantic 
Services Is Suggested 


Against opposition of rail carriers in official and southern 
territories and certain certificated water crariers, Examiners 
C. B. Gray and W. J. Sweeney, Jr., in a report in W-376, 
Sub. 1, Pan-Atlantic Steamship Corporation, Extension—Port 
St. Joe, Fla, embracing W-376, Sub. 2, Same, Extension— 
Miami, Fla., have recommended that the Commission issue an 
amended certificate and order authorizing extension of opera- 
tion by Pan-Atlantic as a common carrier by water, by self- 
propelled vessels, in the transportation of passengers and com- 
modities generally between Port St. Joe and Miami, Fla., and 
the ports of Boston, New York Harbor, Philadelphia, George- 
town, New Orleans, Mobile, Panama City, and Tampa. 


Service between the aforementioned Atlantic and Gulf ports, 
other than Port St. Joe and Miami, was authorized by division 
4, under a certificate issued in 250 I. C. C. 321, according to the 
report, and temporary authority to serve Port St. Joe and 
Miami, until June 30, was given by the division by order of 
March 11 in W-376, Sub. 4 TA. 


The report said that port authorities, chambers of com- 
merce, civic bodies, commercial interests, and individuals at a 
number of the affected ports favored grant of Pan-Atlantic’s 
applications for extension of its services. Agwilines, Inc. (Clyde- 
Mallory Lines) and Bull Steamship Line, it said, opposed au- 
thorization for extension of service between north Atlantic 
ports and Port St. Joe and Miami. They contended, the report 
said, that it was impossible for applicant or any other water 
carrier to presently operate in coastwise service at a profit and 
that thus the question involved in the applications was far 
broader than whether or not Port St. Joe and Miami were 
entitled to service; that instead of establishing any public need 
for the proposed service the evidence convincingly demonstrated 
a complete lack of such need; and that the Commission had 
no right to issue authority to any applicant that could not 
operate on a sound financial basis, and that doing so would be 
in violation of the declared policy of Congress because it would 
confuse and delay plans of authorized water carriers in resum- 
ing coastwise operations. 


“Such contentions are not persuasive in view of the reluc- 
tance with which these authorized carriers look upon resumption 
of private operation,” said the examiners, adding that it ap- 
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peared that the proposed service was consistent with the public 
interest and the national transportation policy. ; 

The opposing rail carriers, the report said, contended that 
institution of the proposed service would be detrimental to the 
public interest because it would effect a further division of 
traffic and necessitate a greater need for revenue by authorized 
carriers to permit their continued operation. The report said 
there was some doubt as to whether the present rail service 
to Port St. Joe and Miami was adequate in view of the length 
of time required for delivery, and as to Port St. Joe there was 
the further fact that only one short-line rail carrier served it. 
However, it added, even if the present rail service be considered 
adequate it did not present a bar to the issuance of a certificate 
to a water carrier as the national transportation policy specified 
that the inherent advantages of each mode of transportation 
should be recognized and preserved. 


In the absence of applicant’s proposed service there would 
be no coastwise service between the Atlantic and Gulf ports 
and the ports of Miami and Port St. Joe, said the report. Con- 
sidered in the light of expressions in War Shipping Adminis- 
tration T. A. Application, 260 I. C. C. 589, at pages 591 and 593, 
as to the dependency of ports and coastal areas on the existence 
of water transportation, the examiners said the evidence in 
the instant proceeding that the Maritime Commission had 
discontinued its coastwise operations and that the protestant 
water carriers had no plans for resuming their former services 
“clearly establishes the existence of a present public necessity 
for such additional service as is proposed by the sole authorized 
carrier actively engaged in the coastwise trade, namely, the 
applicant herein.” 


S. A. L. Passenger Segregation 


In a proposed report in No. 29660, Luther P. Jackson vs. 
Seaboard Air Line Railway Co., L. R. Powell, Jr., and Henry W. 
Anderson, Receivers, Et Al., Examiners C. W. Berry and A. L. 
Corbin have recommended that the Commission find failure of 
the defendant to furnish dining car service to complainant, a 
member of the Negro race, in connection with a journey made 
by complainant on December 6, 1944, from Petersburg, Va., to 
Atlanta, Ga., and a journey on December 7, 1944, from Atlanta 
to Petersburg, to have subjected complainant to undue and un- 
reasonable prejudice and disadvantage. 


The report said the complaint also alleged violation of the 
14th amendment of the Constitution. This, it said, opened a 
wide field of legal questions that the Commission had no author- 
ity to determine. The examiners said the evidence showed com- 
plainant was refused service solely because he was a member 
of the Negro race when there were vacant seats available in 
the dining car. They cited Henderson vs. United States, 63 Fed. 
Sup. 906, saying the court held that if white passengers are 
seated at tables reserved for colored passengers, equality of 
treatment requires that colored passengers subsequently apply- 
ing for service should be seated at any available vacant seat in 
the dining car, either in the compartment reserved for colored 
passengers or, if none there, elsewhere in the dining car. 


The examiners also reviewed changes in the defendant’s 
dining car regulations, but observed that they applied only be- 
tween Hamlet, N. C., and Birmingham, Ala. They said those 
regulations appeared to be adequate for the future but that the 
regulations in effect north of Hamlet should be changed in order 
to remove the present undue and unreasonable prejudice shown 
colored passengers. 


The Commission should further find, said the examiners, 


that no basis for an award of reparation of damage had been 
shown. 


Denial of West Coast Petition for 
Water Rights Modification Proposed 


: Examiners L. Way and L. E. Bartoo, in a proposed report 
in W-584, Hubble Towing Co. Applications, have recommended, 
on hearing and further consideration, that the Commission 
should find that a petition for modification of the applicant’s 
certificate to permit freighting should be denied without preju- 
dice to the filing of an application under the public convenience 
and necessity provisions of the interstate commerce act and 
that the findings of the prior report should be affirmed. 

The examiners said the original report, 250 I. C. C. 628, 
found Hubble Towing Co. entitled to a certificate to continue 
operations by towing vessels in the performance of general 
towing between ports and points along the Pacific coast and 
tributary waterways, including the Columbia and Willamette 
Rivers from Portland, Ore., to the mouth of the Columbia River, 
from Washington to California, inclusive, and that an applica- 
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tion “eg exemption under section 303(e) of the act was dis. 
missed. 

: Hubble Towing Co. was dissolved, said the examiners, add- 
ing that in a report on reconsideration, decided May 12, 1944 
the prior certificate and order were vacated and Allman-Hubble 
Tug Boat Co. was substituted in lieu of Hubble Towing Co. and 
found entitled to continue operations by towing vessels in the 
performance of general towage between ports and points along 
the Pacific coast and inland waterways in California, Oregon, 
and Washington, except the Willamette River above Portland, 
and the Columbia River above the mouth of the Willamette. 
They said a certificate was issued and became effective August 
2, 1944. The examiners added: 


Under the authority thus granted applicant is not authorized to 
engage in the transportation of commodities by non-self-propelleq 
vessels with the use of separate towing vessels—sometimes referred to 
as freighting. 


The examiners said it had been shown that the applicant or 
its predecessor was in bona fide operation on January 1, 1940, 
as a common carrier by non-self-propelled vessels with the use 
of separate towing vessels. They said no freighting had been 
shown since 1940. 


PENNSY R. R. NEW TRUCK POLICY 


In a proceeding which the examiners said was the first 
step taken by the Pennsylvania Railroad to carry out its policy 
of limiting the service of its motor carrier subsidiaries to that 
auxiliary to or supplemental of rail service, with some excep- 
tions, Examiners Philip N. Crowley and Levi M. Pettis, have 
recommended approval of the proposed sale of motor carrier 
rights, with conditions. 

Their proposed report was issued in MC F-3332, Saul C. 
Hofberger et al.—Control; Merchants Terminal Corporation— 
Control; Baltimore Transfer Co. of Baltimore City—Control; 
Motor Freight Express—Purchase (Portion) Alko Express 
Lines. They recommended approval of purchase by Motor 
Freight Express, of York, Pa., of certain interstate and intra- 
state rights of Alko Express Lines, of Philadelphia, Pa. The 
examiners said 30 per cent of the stock of Baltimore Transfer 
was owned by American Contract & Trust Co., of Philadelphia, 
a wholly-controlled subsidiary of the railroad. 

The examiners also proposed that, in connection with the 
transaction authorized, Motor Freight be authorized to per- 
form transportation service between Chambersburg and Pitts- 
burgh, Pa., over U. S. highway 30; between Harrisburg and 
Pittsburgh, over U. S. highway 11, Pennsylvania Turnpike, and 
U. S. highway 30; and between Blue Mountain Toll Gate and 
Chambersburg, Pa., over Pennsylvania highways 944, 433, and 
33, serving Harrisburg and Pittsburgh, but without serving 
Chambersburg or any other point intermediate to Harrisburg 
and Pittsburgh. 


REVOCATION CASE DISMISSAL PROPOSED 


By a proposed report in MC C-808, Florence Lane—Revoca- 
tion of Permit, joint board No. 90 has recommended that the 
Commission dismiss that proceeding involving an investigation 
into the motor-carrier operations of Florence Lane, of Enid, 
Okla., who holds a permit in MC 86647 for transportation of 
nonintoxicating beverages from New Orleans, La., to Oklahoma 
City, Okla., and empty containers in the reverse direction. 

The board said it found the respondent had shown sufficient 
cause why an order should not be entered requiring her to 
comply with the requirements of section 215 of the interstate 
commerce act and the Commission’s rules and regulations in 
connection with her permit. Said the board: 


Until comparatively recently respondent was under a misapprehen- 
sion concerning the requirements surrounding the suspension of operat- 
ing authority during the war period. Upon enlightenment in the matter, 
she filed a petition seeking suspension of her authority but before the 
petition could be acted upon, the second war powers act expired. There 
fore, there exists at this time no statutory authority to grant the 
desired suspension. 


Proposed Reports 


Phosphate Rock 


No. 29451, International Minerals & Chemical Corporation 
vs. Atlantic Coast Line Railroad Co. et al., embracing No. 29452, 
Davison Chemical Corporation vs. Same; No. 29475, Swift & 
Co. vs. Albany & Northern et al.; No. 29475, Sub. 1, Armour 
& Co. vs. Same; No. 29492, Tennessee Valley Authority vs. 
A. C. L. et al., and No. 29703, Monsanto Chemical Co., vs. 
Same. Recommends findings*rates on phosphate rock, carloads, 
from producing points in Florida to certain destinations in 
Georgia, South Carolina, Alabama and Tennessee unreasonable 
for the future, but not in the past. Recommends following 
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rates, 75 per cent of the fertilizer rates in the south, for the 
future: To Tifton, $3.65; to Albany, $3.78; to Americus, $4.08; 
to Columbus, $4.34; to August and LaGrange, $4.52; to Mont- 
gomery, $4.62; to East Point and Atlanta, $4.67; to Hartsville, 
$4.76; to Lancaster, $4.85; to Spartanburg, $4.95; to Florence 
and Sheffield, $5.60; and to Nashville, $5.88, minimum weight 
100,000 pounds, or marked capacity of car, if less. The ex- 
aminer said there was not sufficient evidence of record on which 
to predicate a finding as to the reasonableness of the rate 
from the Florida origins to Siglo. As to reparation, he said 
in a proceeding involving a widespread territorial revision in 
rates, including increases as well as reductions, the Commis- 
sion had consistently declined to award reparation. Careful 
consideration of all the facts of record led to the conclusion 
that similar action was warranted in these proceedings, he said. 


Trailer Axles 


No. 29608, Winter Weiss Co. vs. Union Pacific et al. By 
Examiner L. E. Bartoo. Dismissal proposed. Rates of $1.90 a 
100 pounds charged or sought to be collected on eight carload 
shipments of trailer axles to Denver, Colo., from East Portland, 
Ore., and Oakland, Calif.. moved between September 14 and 
December 5, 1944, proposed to be found applicable and not 
shown to have been unreasonable or otherwise unlawful. The 
report said the theory of the complainant was that trailer axles 
were subject to the rates on automobile parts. It said automo- 
bile parts, machinery and canned goods, were not shown to 
have transportation characteristics similar to those of trailer 
axles, and rejected a claim that the axles were included in the 
term “all other automobile parts,” which, it said, was not broad 
enough to include trailer axles. 






























Motor Proposed Reports ° 


(Recommended orders in proposed motor reports, at expiration of 20 
days from date of service of reports (unless otherwise stated), become 
effective unless exceptions have been filed within the 20-day period or 
exceptions have been seasonably filed by other parties, or the order has 
been stayed or postponed by the Commission. State in which applicant 
has home office is shown in “black face” type, with name of town or 
city following.) 


Tennessee (Memphis) — MC 108220, Lambert-Marks Ex- 
press, Inc. Certificate proposed. General commodities, with 
exceptions, between Memphis, Tenn., and Lambert, Miss., and 
between Memphis and junction of Miss. highway 6 and U. S. 
highway 61, over described routes serving specified interme- 
diate points. 

New Jersey (Bellmawr Park) — MC 108221, Walter D. 
Harker. Permit proposed. Foodstuffs, except frozen foods, 
under individual contracts or agreements, from Camden, N. J., 
to points in Del., and Pa., within 65 miles of Camden, over 
irregular routes, with return of empty containers and rejected 
shipments. 

New York (New York)—MC 108081, Abraham H. Ostrov. 
Permit proposed. Uncrated metal cabinets, sinks, refrigerators, 
chairs, tables, toys, and enamel ware, from Port Chester, N. Y., 
to points in N. Y., N. J., Pa., and Conn., within 125 miles of 
Port Chester, over irregular routes, with rejected shipments 
and raw materials used in the manufacture of such commodi- 
ties, in the reverse direction. F 

New Jersey (Skillman)—-MC 108041, Douglas W. Wilson, 
dba Wilson Short Lines. Certificate proposed. Fertilizer, in- 
s¢cticides, deodorants, disinfectants, metal polish, sprayers, and 
metal garden and lawn equipment from Skillman, N. J., to 
points in N. Y., Pa., Conn., Del., Md., R. IL, Mass., and D. C., 
fertilizer, fertilizer material, seeds, and feeds from Wilming- 
ton, Del., Philadelphia, Pa., and New York, N. Y., to Penning- 
ton, N. J., and damaged or rejected shipments on return to 
respective origins, over irregular routes. 

Texas (Texas City)—MC 107965, Sub. 2, F. L. Stokes. 
Permit proposed. Tin bullion, from Texas City, Tex., and the 
Site of the Longhorn tin smelter, Tex. (approximately three 


miles from Texas City) to Galveston, Tex., over irregular 
routes. 


New York (Lindenhurst) —MC 107955, Sub. 1, Ira C. 
Weeks, dba Weeks Boat Transfer. Denial of certificate pro- 
posed. Boats, between points in Me., N. H., Mass., R. I., Conn., 
N. J., N. ¥., Pa., Del., Md., Va., N. C., S. C., Ga., Fla., Miss., 
Ala., La., and D. C., over irregular routes. 

Texas (Eagle Pass)—-MC 107819, Felix Cerna, dba Trans- 
ports Internacionales. Certificate proposed. Passengers and 
baggage between Eagle Pass, Tex., and the international bound- 
a — between Mexico and the U. S. at Eagle Pass, over city 
streets. 

Texas (Port Arthur)—-MC 107742, James B. Covington, 
dba Covington Transfer & Storage Co. Certificate proposed. 
Household goods, over irregular routes, between points in 
Orange county, Tex., and those in Jefferson county, Tex., ex- 
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cept Beaumont, on the one hand, and, on the other, points in 
La., Ark., Miss., and Okla. 

Texas (Bandera)—MC 107529, Sub. 1, M. A. Fuglaar, dba 
Bandera Truck Line. Certificate proposed. General commodi- 
ties, with exceptions, between San Antonio, and Bluff, Tex., 
over a specified regular route, serving all intermediate points 
and off-route points of Tarpley and Lima, Tex. 

Colorado (Denver)—-MC 107024, Ralph Yockey, dba 
Yockey Truck Co., embracing MC 107595, Mark Yockey, dba 
Yockey Bros., of Fort Collins, Colo. Denial of certificates pro- 
posed on finding the involved operations to be within the ex- 
emption provisions of section 203(b)(8) of the act, for which 
authority to continue services is not required. Livestock, in- 
cluding breeding, racing, show, and other special use livestock, 
over irregular routes, between points in Colo., Kan., Neb., 
N. M., Okla., Utah, and Wyo., except between points in Moffat, 
Garfield, Rio Blanco, Routt and Mesa counties, Colo., and 
Sweetwater and Uinta counties, Wyo., on the one hand, and, 
on the other, points in Utah. 

Massachusetts (Dalton)—-MC 66341, Sub. 2, Albert W. 
Culverwell. Certificate proposed. Fresh and frozen fish and 
shellfish, over irregular routes, from Boston and Gloucester, 
Mass., Albany, N. Y., and points in N. Y., within 15 miles 
thereof, and rejected shipments and containers in the reverse 
direction. 

Minnesota (Minneapolis)—-MC 35358, Sub. 4, Harold W. 
Berger, dba Berger Transfer & Storage Co. Certificate pro- 
posed. New and used furniture, crated and uncrated, from 
points in Ill., Mo., N. Y., Pa., and Wis., to points in Minn., and 
N. D., over irregular routes, traversing N. J., O., Ind., Ia., and 
S. D., for operating convenience, and damaged or rejected ship- 
ments in the reverse direction. 

New Jersey (Paterson)—-MC 24677, Sandy Hill Trucking 
Co., Inc. Certificate proposed. General. commodities, with ex- 
ceptions, over irregular routes, between New York, N. Y., on 
the one hand, and, on the other, points in Passaic, Bergen, 
Essex, and Hudson counties, N. J. 

New York (New York)—MC 23625, Sub. 1, Eastern Trans- 
portation Co., Inc. Permit proposed. Household refrigerators, 
ranges, and deep freeze units, uncrated, from New York, N. Y., 
to points in Orange, Rockland, Sullivan, and Ulster counties, 
N. Y., over irregular routes, traversing N. J., for operating con- 
venience, with return or damaged or rejected shipments. 

Ohio (Youngstown)—-MC 7792, Sub. 21, Ohio Greyhound 
Lines, Inc. Certificate proposed. Passengers, baggage, express 
and newspapers, between Massillon, O., and Columbus, O., over 
a specified regular route. 

Maryland (Baltimore)—-MC 2185, Sub. 2, James F. Black, 
dba Parkville Trucking Co. Permit proposed. Sulphuric acid, 
in bulk, in tank trucks, between Baltimore, Md., on the one 
hand, and, on the other, New York, N. Y., points on Long Island, 
N. Y., and points in N. J., and glass sand, in bulk, from Gras- 
selli, N. J., to Baltimore, Md., over irregular routes, traversing 
Del., and Pa., for operating convenience. 

Texas (Seminole)—-MC 654, Sub. 2, J. B. Moser. Certifi- 
cate proposed, subject to elimination of duplicating authority. 
Houses, except knocked down houses, overir regular routes 
between points in Tex., N. M., Okla., and that part of Kan., west 
of U. S. highway 283 and south of U. S. highway 50 and 50S. 

Maine (Biddeford)—-MC 108303, Arthur Brunelle. Certifi- 
cate proposed. Rough lumber from points in Oxford, York, 
Cumberland, Kennebec, and Androscoggin counties, Me., to 
North Walpole, N. H., and from points in N. H., to Biddeford, 
Me., over irregular routes. 

New York (New York)—MC 108174, Abelardo Gonzalez, 
Jr. Denial of application for certificate proposed for want 
of prosecution. Passengers and baggage between New York, 
N. Y., and Newark airport, Newark, N. J., over a regular 
route. 


Idaho (Lapwai)—-MC 108087, M. D. Wilson. Denial of cer- 
tificate proposed. Mortarless building blocks between points in 
Nez Perce, Lewis, and Clearwater counties, Ida., on the one 
hand, and, on the other, points in Asotin, Garfield, Columbia, 
and Whitman counties, Wash., over irregular routes. 


Idaho (Lewiston)—-MC 107311, Louis Alley. Certificate 
proposed. General commodities, except dangerous explosives, 
between Lewiston, Ida., and Troy, Ore., over a specified route. 

Pennsylvania (Apollo)—-MC 88299, Sub. 4, W. C. McQuaide. 
Permit proposed. Sheet steel and culvert pipe, over irregular 
routes, from Apollo, Pa., to Chicago, Cicero, Harvey, Aurora, 
and Naperville, Ill., through O., and Ind., for operating con- 
venience. 


Pennsylvania (Philadelphia)—-MC 10083, Sub. 5, Louis H. 
Somerson and Milton Goldner; dba Melville Storage Co. Cer- 
tificate proposed. Uncrated new furniture and new office and 
store furnishings, between points in the Philadelphia, Pa., com- 
mercial zone, on the one hand, and, on the other, points in 
Me., N. HL, Vt., Mass., R. I., Conn., N. Y., N. J., Del., Md., 
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Pa., Mo., Kan., Ark., Tex., La., Miss., Ala., Fla., Ga., S. C., 
N. C., Tenn., Ky., W. Va., Va., and D. C., and vending machines 
and show cases between points in Philadelphia, Pa., commer- 
cial zone, on the one hand, and points in O., on the other, all 
over irregular routes, traversing Ill., Ind., and Okla., for 
operating convenience. 

North Carolina (Charlotte)—-MC 61599, Sub. 83, Queen 
City Coach Co. Certificate proposed. Passengers, baggage, ex- 
press, mail and newspapers over a regular route between Clark- 
ton and Bolton, N. C. 

New York (New York)—MC 52579, Sub. 8, Gilbert Carrier 
Corporation. Certificate proposed. Garments and wearing ap- 
parel on hangers, and hangers, between New York, N. Y., and 
Chicago, Ill., on the one hand, and, on the other, St. Louis, Mo., 
over irregular routes. 

lowa (Fort Dodge)—MC 52110, Sub. 42, Brady Transfer & 
Storage Co. Certificate proposed. General commodities, with 
exceptions, in substituted motor for rail service of the Minne- 
apolis & St. Louis Railroad Co., between Fort Dodge, Ia., and 
Des Moines, Ia., and between Fort Dodge and Albert Lea, 
Minn., over specified regular routes. The recommended author- 
ity is subject to conditions normally imposed to limit the 
service to be performed to that which is auxiliary to, or sup- 
plemental of, rail service. 

Virginia (Norfolk)—-MC 108064, Sub. 3, Savage Truck 
Line, Inc. Certificate proposed. (1) Peanuts, candy, peanut 
butter, peanut oil, and salted nuts from Suffolk, Va., and points 
within 35 miles of Suffolk, to Jacksonville, Miami, and Tampa, 
Fla., and (2) peanuts from points in Ga. to Suffolk, Va., and 
points within 35 miles of Suffolk, all over irregular routes. 

Indiana (Fort Wayne)—MC 107906, Sub. 3, Transport Mo- 
tor Express, Inc. Certificate proposed. (1) Commodities classi- 
fied as dairy products, and frozen eggs and canned condensed 
milk, from Fort Wayne, Ind., to Akron and Lima, O.; Sharon, 
Farrell, Philadelphia, Harrisburg, and Pittsburgh, Pa.; and to 
Wilmington, Del., and (2) empty containers from the afore- 
mentioned destination points to Fort Wayne, Ind., all over 
irregular routes. 

West Virginia (Triadelphia)—-MC 107825, Woodrow Knol- 
linger, dba Middle Creek Garage. Certificate proposed. Over 
irregular routes, wrecked and disabled automobiles, between 
points in Ohio county, W. Va., on the one hand, and points in 
O. and Pa. within 50 miles of Triadelphia (Ohio county), 
W. Va., on the other. 

South Carolina (Mt. Croghan)—-MC 103988, Sub. 4, A. B. 
Huneycutt. Certificate proposed. Passengers and their bag- 
gage, between Mt. Croghan, S. C., and Cordova, N. C. over a 
described route, serving Mt. Croghan and Cordova and the 
intermediate points ,of Ruby and Chesterfield, S. C., service 
over the described route to be restricted to traffic originating 
or destined to the site of the plant of the Steele Manufacturing 
Corporation at Cordova. 

North Carolina (Tyner)—MC 94189, Sub. 3, Elliott Luther 
Belch, dba Belch Motor Express. Certificate proposed. Peanuts, 
agricultural commodities, except tobacco, and fish, including 
shell fish, from Hampstead, Plymouth, and Williamston, N. C., 
and points in four N. C. counties, to Suffolk, Norfolk, Rich- 
mond, and Lynchburg, Va., Washington, D. C., Baltimore, Md., 
Philadelphia, Lancaster, and Pittsburgh, Pa., Passaic, Newark, 
and Irvington, N. J., and points in the New York, N. Y., com- 
mercial zone, and fish, including shell fish, from Mackeys, 
N. C., to the aforementioned destinations, over irregular routes, 
traversing Del. for operating convenience only. 


IMinois (Elgin)—-MC 60649, Sub. 4, Fred A. Hanson, dba 
Parkway Transfer. Certificate proposed. Over irregular routes, 
(1) portable coal elevators each weighing not in excess of 2,000 
pounds, from Watertown, Wis., to points in Ill.; (2) liquid gas 
storage tanks, from Elgin, Ill., to points in IIll., Ind., Ia., Ky., 
Mich., Minn., Mo., O., Pa., Tenn., and Wis.; (3) chairs and 
portable grandstand with or without equipment such as rail- 
ings, stringers, or supports, between Elgin, on the one hand, 
and, on the other, points in Ind.,.O., and Wis., and (4) returned 
or rejected shipments of the commodities specified in (1) and 
(2), in the reverse direction, to their respective origins. 

Pennsylvania (Philadelphia)—-MC 61427, Sub. 13, Meyer 
Levinson, dba Victory Storage Co. Denial of certificate pro- 
posed. Household goods and specified uncrated and unboxed 
articles and parts thereof requiring packing and handling sim- 
ilar to household goods, between points in 10 states and Wash- 
ington, D. C.; and between points in the aforementioned states, 
on the one hand, and, on the other, points in 22 states, over 
irregular routes. 


New York (Rochester)—MC 52633, Sub. 27, Howard G. 
Mathews, dba Mathews Trucking Co. Certificate proposed. 
Over irregular routes, commodities classified as meats, meat 
products, and meat-by-products, and as dairy products, and 
frozen foods, from points on the lower Mich. peninsula to points 
in O., Pa., W. Va., Md., Va., and Washington, D. C.; (2) frozen 
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foods from Pittsburgh, Pa., to Detroit, Mich.; (3) fresh ang 
processed fruits and vegetables from points in the lower Mich, 
peninsula to points in O.; (4) fresh and frozen seafood from 
Crisfield, Md., to points in the lower Mich. peninsula; and. (5) 
rejected shipments of the aforementioned commodities on re. 
turn to their respective destinations. The report said the sup- 
porting shippers were of the opinion motor service was needed 
in addition to rail service in order to obtain a more expeditious 
service that was necessary to meet competition. 

Ohio (Akron)—MC 48268, Sub. 29, C. B. Fischbach, dba 
Fischbach Trucking Co. Permit proposed. Over irregular 
routes, machinery used in the manufacture of rubber products, 
between Kent, O., on the one hand, and, on the other, Knox- 
ville, Chattanooga, and Nashville, Tenn., and points in Ala, 
and Ga., Jackson, Laurel, Meridian and Columbus, Miss., and 
Clarksville, Tenn., Chicago Heights, Ill., and points in the Chi- 
cago, Ill., commercial zone, points in Mass., Conn., N. J., R. L, 
and points in described area of N. Y. and Pa.; and service from 
and to points in the Akron, O., commercial zone in the trans- 
portation of the commodities from and to the points and to the 
same extent as applicant is now authorized to serve Akron in 
permits Nos. MC 48268, Same, Sub. 3, and MC 39132. 

Virginia (Callao)—-MC 44054, Sub. 2, Thomas Fereol Neale, 
dba T. F. Neale. Certificate proposed. General commodities, 
with exceptions, serving all points in Westmoreland and King 
George counties, Va., as intermediate and off-route points in 
connection with applicant’s authorized regular routes between 
Warsaw, Va., and Baltimore, Md., and Washington, D. C., as 
contained in certificate No. MC 44054, Sub. 1. 

Mexico (Mexico City)—-MC 108362, Linea de Coches Salon 
del Norte, S. C. L. Certificate proposed. Passengers and their 
baggage between the U. S.-Mexican boundary line (Laredo, 
Tex.) and Laredo, Tex., over city streets. 

Missduri (Hopkins)—-MC 108331, Sub. 1, John D. Fine. 
Certificate proposed. Agricultural lime and crushed rock, from 
points in Nodaway county, Mo., to points in Taylor and Page 
counties, Ia., over irregular routes. 

North Carolina (High Point)—-MC 107934, Sub. 1, M. L. 
Byrd, dba Byrd Motor Lines. Recommended that proposed 
operations be found those of a common carrier. Certificate 
proposed. New furniture from High Point, N. C., and points 
within 10 miles of High Point, to points in 20 states and Wash- 
ington, D. C., over irregular routes, and rejected shipments of 
the aforementioned commodities on return. 

Texas (Fort Worth)—MC 107586, Sub. 4, Continental Bus 
System, Inc. Certificate proposed. Passengers and their bag- 
gage, and express, mail and newspapers in the same vehicle, 
between Waco and Abilene, Tex., serving all intermediate 
points, from Waco over U. S. highway 84 to Gatesville, Tex., 
thence over Tex. highway 36 to Abilene, and return. 

Maryland (Baltimore)—-MC 107559, William Joseph Mer- 
son. Denial of permit for want of prosecution proposed. New 
and used furniture, and materials and parts used in the manu- 
facture of furniture, (1) between Baltimore, Md., and Martins- 
burg, W. Va., and return, over a described route; (2) between 
Baltimore and New York, N. Y., and return, over a described 
route; and (3) between Baltimore and Washington, D. C., over 


U. S. highway 1, serving no intermediate points on any of the 
routes. 


Oregon (Hood River)—-MC 106301, Sub. 4, Ferris B. McCoy, 
dba Ferris McCoy Truck Service. Certificate proposed. Box 
shooks, box tops, and box material, wooden, or wood and wire 
combined, from points in Hood River county, Ore., to points 
in Yakima, Douglas, Chelan, and Okanogan counties, Wash., 
subject to the condition that the aforementioned authority 
and that. heretofore granted, to the extent they duplicate, shall 
not be construed as granting more than one operating right. 

New York (New York)—MC 66562, Sub. 785, Railway Ex- 
press Agency, Inc. Certificate proposed. General commodities 
moving in express service, between Trenton, N. J., and Fort 
Dix, N. J., over a described route, and return over the same 
route, serving no intermediate points, subject to restrictions, 
including one that the service to be performed shall be limited 
to that which is auxiliary to, or supplemental of, express service. 

Pennsylvania (Clearfield) —-MC 21567, Sub. 3, Krebs Bros. 
Transfer Co. Certificate proposed. Over irregular routes, gen- 
eral commodities, with exceptions, from Clearfield, Du Bois, 
and Philipsburg, Pa., to points in Clearfield, Centre, and Jeffer- 
son counties, Pa., and to Tyrone, Pa., with damaged, refused, 
or rejected shipments of the aforementioned commodities in 
the reverse direction. 

Maryland (Hagerstown)—-MC 17020, Sub. 5, Blue Ridge 
Transportation Co. Certificate proposed. Passengers and their 
baggage, and newspapers, mail, and express in the same vehicle, 
between junction U. S. highway 40, and new highway known 
as “dual highway” approximately two miles west of Frederick, 
Md., and Hagerstown, Md., over a described regular route, 
and return over the same route, serving all intermediate points. 
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lowa (Newton)—MC 59317, Sub. 2, E. C. Bisom. Certifi- 
cate proposed. (1) Washing marchines and parts, when in the 
same shipment with machines of which they are a part, from 
Newton, Ia., to points in Neb., S. D., and Wis., and (2) washing- 
machine parts, from Milwaukee, Wis., to Newton, Ia., over ir- 
regular routes. 

Colorado (Buena Vista)—-MC 57701, Sub. 3, Everready 
Freight Service. Certificate proposed. Over irregular routes, 
(1) general commodities, with exceptions, (a) between points 
and places in Chaffee and Park counties, Colo., except Alma 
and points in Park county within 20 miles of Alma, and (b) 
petween the points aforementioned in (a), on the one hand, and, 
on the other, points in Colorado; (2) livestock, between Denver, 
Colo., and points in five Colo. counties, and (b) between points 
in the aforementioned five counties, on the one hand, and, on 
the other, points in N. M.; and (3) ore and ore concentrates, 
mining machinery, and mining supplies, and household goods, 
between points in four Colo. counties, on the one hand, and, on 
the other, points in five N. M. counties. 

Massachusetts (Newburyport)—-MC 15821, Sub. 5, Fred W. 
Graf and Henry Graf, Jr., dba Graf Brothers. Certificate pro- 
posed. Boats, from Amesbury, Mass., and points within 15 miles 
thereof to points in Me., N. H., Vt., R. I., and Conn., and points 
in described areas of N. Y., and N. J., and rejected shipments 
of boats in the reverse direction, over irregular routes. 

lowa (Mason City)—-MC 13087, Sub. 4, Fred J. Stockberger, 
dba Veech Transfer & Storage. Denial of certificate proposed. 
Petroleum products, in bulk, from Clear Lake, Ia., and points 
within 10 miles thereof to points in a described Minn. area, and 
rejected shipments on return, also from Spring Valley, and 
points within 10 miles thereof to points in a described Ia. area, 
and rejected shipments on return, over irregular routes. 


I. C. C. Will Investigate P. & D. 
Allowances at Various Areas 


_ The Commission has issued orders in four proceedings, in- 
stituting investigations, on its own motion, into allowances for 
pick up and delivery at the terminal areas of Kansas City, 
Mo., and Kansas City, Kan., Minneapolis and St. Paul, Minn., 
Seattle, Wash., and Portland, Ore. 

The proceedings were instituted in No. 29762, Allowances 
for Pick Up and Delivery at Kansas City, No. 29763, Allow- 
ances for Pick Up and Delivery at the Twin Cities, No. 29764, 
Allowances for Pick Up and Delivery at Seattle, and No. 29765, 
Allowances for Pick Up and Delivery at Portland. Each has 
been assigned for hearing before Examiner Burton Fuller, the 
first mentioned on July 14 at the Hotel President, Kansas 
City, Mo., the second, on July 23 at the U. S. Court House, 
Marquette Ave., and 43rd St., Minneapolis, Minn., the third, on 
August 4, at the Olympic Hotel, Seattle, Wash., and the re- 
maining proceeding, on August 11, at the Hotel Multnomah, 
Portland, Ore. 

The investigations concern the payment of compensation 
and allowances made to warehousemen, pool-car distributors, 
shippers, consignors, and consignees, or their representatives, 
and the practices pertaining thereto, for transportation in in- 
terstate and foreign commerce of less-carload and less-truck- 
load shipments between freight stations of common carriers 
by railroad and motor vehicle, and freight forwarders, in the 
aforementioned terminal .areas, on the one hand, and other 
points in such areas, on the other. 


The orders noted that such compensation was paid and 
allowances were made in connection with a substantial volume 
of freight moving by the carriers and forwarders, and said the 
Commission’s investigations would be with a view to deter- 
mining whether such carriers and forwarders were paying 
compensation or making allowances to warehousemen and 
others in excess of the amounts provided in their tariffs as 
allowances to shippers, consignors, and consignees “which 
elect to perform their own pick-up and delivery service, in 
Violation of sections 6(7), 15(13), 217(b) and (d), 225, 405(c) 
and (e), and 415 of the interstate commerce act,” and to mak- 
ing such findings and entering such orders, or taking such 


other action, as might be warranted by the record in each 
proceeding. 



























































G. F. & A. Reorganization Is Set 
.for Further Hearing 


The Commission, division 4, has assigned Finance No. 
14636, Georgia, Florida & Alabama Railroad Co. Reorganiza- 
tion, for further hearing on July 15, in Washington, before 
Examiner C. A. Bernhard. 

The hearing, a notice by Secretary Bartel said, would be 
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for the purpose of receiving further evidence in support of and 
in opposition to the plans of reorganization heretofore filed 
with the Commission and evidence in support of and in oppo- 
sition to any other plan of reorganization that might be filed 
at any time before or, with the consent of the presiding officer, 
in the hearing, by the debtor, by the debtor’s trustee, or by 
or on behalf of not less than 10 per cent in amount of any 
class of creditors or stockholders, or, with the consent of the 
Commission, by any party in interest. Evidence would also be 
received with respect to a fair and equitable formula or basis 
of operations and accounting between the Seaboard Air Line 
Railroad Co., and the debtor’s trustee for the operation of the 
debtor’s property from August 1, 1946, to the consummation 
of the reorganization of the debtor, as provided in the order of 
May 20, 1946, entered by the federal court for the middle dis- 
trict of Georgia, Thomasville division, said the notice, adding: 


Any party who desires to propose a plan at or before such hearing 
is requested to transmit 30 copies to the Commission and to deliver 
copies to all parties not later than 7 days in advance of such hearing. 
All parties to the proceeding who may desire to present exhibits at 
such hearing are requested to forward three copies to the Commission 
(retaining the original copy for introduction in evidence at the hearing) 
and to serve copies on all parties te the proceeding not later than 
July 9, 1947. 

Receipt of this notice and the accompanying order does not con- 
stitute permission to participate in the proceeding. Parties, other than 
the debtor and its trustee, who expect to participate should file with 
the Commission, prior to hearing, or present as a motion paper at the 
hearing, a petition of intervention, unless permission to intervene has 
been given heretofore. 


Simultaneous with the issuance of the notice and order, 
the Commission issued a separate order granting intervention 
in the proceeding by Edward W. G. Borer and Fred L. Fuller, 
representing a group composed of B. R. O’Neall, W. D. Simp- 
son, M.D., W. H. B. Simpson, John W. Cunningham for the 
trustees of Davidson College, by W. G. Borer as the holder 
of the debtor’s first preferred stock, and by Fred L. Fuller as 
holder of the debtor’s second preferred stock. 


Senate Committee Approves 
Extension of O. D. T. 


The Senate interstate and foreign commerce committee on 
June 12 ordered favorably reported to the Senate, with an 
amendment, S. 1297, a bill the effect of which would be to 
extend the life of the Office of Defense Transportation beyond 
June 30, its present expiration date. 

As introduced on May 15, by Senator Reed, of Kansas, the 
bill provided for a one-year extension of the O. D. T., until 
June 30, 1948, but the committee amended the bill so as to 
make January 31, 1948, the expiration date. Senator Reed said 
that the Congress would be in session at that time and indicated 
that provision for prolonging the life of the O. D. T. beyond 
January 31 might then be made if found necessary. 

By its terms, the bill would keep in effect until the desig- 
nated deadline Title III of the second war powers act of 1942 
“for the purpose of allocating the use of transportation equip- 
ment and facilities.” 


oO. D. T. PERSONNEL CURTAILED 


Director Johnson, of the Office of Defense Transportation, 
said, June 11, that he had called a conference with O. D. T. 
personnel for Saturday, June 14, “‘to find out what will be left 
Monday morning.” — 

Present funds of the O. D. T. were scheduled to finance 
operations until June 30. At the request of President Truman, 
Director Johnson recently prepared a budget for operations 
beyond that date. As no action had been taken by Congress, 
the O. D. T. head said the agency would be handicapped until 
it knew “what we are going to do.” He added that 40 service 
agents in the field were on leave, and that other members of 
the staff might be required to work “on their own volition” or 
might also have to take leave, following the June 14 confer- 
ence. 


I. C. C. Amends Service Order 68; 
Follow-Lot Rule Suspension Modified 


By amendment No. 14 to service order No. 68, the Com- 
mission, division 3, has vacated all prior effective amendments 
and modified suspension of the follow-lot rule and the two-for- 
one rule by substituting provisions of the instant amendment 
in lieu of amendments Nos. 9 to 13 inclusive. 

The amendment will expire December 31. It applies to 
intrastate, interstate and foreign commerce, and orders rail- 





1874 


roads to announce the partial vacation of the order, restoring 


the tariff provisions affected and publishing the provisions of 
the amendment. 


At the Commission it was explained that the effect of the 
order, under paragraph 3(b) (iii) was to relieve the shipper of 
payment for extra cars where carriers had not loaded the cars 
used to the minimum required. 


The pertinent portions of the order follow: 


Section 95.15, Suspension of follow-lot rule and two-for-one rule, 
of Service Order No. 68, as amended, be, and it is hereby, further 
amended by substituting the following provisions in lieu of Amend- 
ments Nos, 9 to 13 inclusive: 

(a) Overloaded Cars. When part of the contents (hereinafter 
termed the excess) of an overloaded car of carload freight is trans- 
ferred to another car and both cars forwarded without other freight 
therein the following shall govern: 

Freight charges. All common carriers by railroad subject to the 
interstate commerce act shall: 

(1) On the original car assess and collect freight charges, origin to 
final destination in effect at time of shipment, based upon the actual 
weight of freight left in that car after the excess has been removed, 
but not less than the tariff minimum weight for such car; 

(2) On the car loaded with the excess freight assess and collect 
freight charges at the carload fate, applicable on the commodity as 
originally shipped, from transfer point to final destination in effect at 
time of original shipment, based on the actual weight of such excess 
freight subject to the following minima: 

(i) When the tariff minimum weight depends on the length of the 
ear, 50 per cent of the minimum weight applicable to a car 40 feet 6 
inches in length; or 

(ii) When the tariff minimum weight depends on capacity of the 
ear, 50 per cent of 80,000 pounds; or 

(iii) When the tariff minimum weight does not depend on the length 
or capacity of a car, 50 per cent of the minimum weight applicable to 
the shipment as originally billed. 

(3) But in no instance shall the charges be less than the charges 
which would have applied on the same shipment transported without 
transfer of the excess freight to another car. 

(b) Exemptions. This order shall not apply (i) to shipments of live 
stock, (ii) to shipments of any commodity on flat cars, when the car 
furnished and used is longer than that ordered by the shipper, and 
(iii) paragraphs 1, 2 and 3 of the original order shall not apply to 
shipments of any commodity loaded by carriers. 

(c) Loading by Carriers. All cars loaded by carriers shall be loaded 
full or to their safe loading limit, except that when a single consign- 
ment requires more than one car the second or final car of the con- 
signment need not be so loaded. 


ASBESTOS EXPORT CONTROLS REMOVED 

Export controls on asbestos cement sheets, plumbers’ brass 
goods, and roofing asbestos were being removed effective June 
11, the Office of International Trade, Department of Commerce, 
announced today. 

Said these commodities had been under export control be- 
cause of the urgancy of the domestic housing program. De- 
control was now possible without danger of undue drain on the 
domestic supply and without interfering with the domestic 
housing program, O. I. T. said. 





Western Rail Group Asks I, C. C. 
to Probe Per Diem Charge 


A group of six western railroads who recently registered a 
complaint with the Commission against other railroads as to 
the inadequacy of per diem charges for use of their cars, have 
now petitioned the Commission to institute a general investiga- 
tion into the reasonableness of the per diem charge for the 
interchange of freight cars between all carriers in the United 
States, both in periods of car shortage and in normal periods, 
to remove any question as to the Commission’s jurisdiction 
over per diem charges. 


At the time of its filing, docketed with the Commission as 
No. 29751, the complaint assailed the charge of $1.15 a car a 
day which was then in effect, but which since, effective June 1, 
was increased to $1.25 as announced by the Association of Amer- 
ican Railroads (see Traffic World, May 17, p. 1553, and May 31, 
p. 1717). 

The petition, filed on behalf of the Santa Fe, Burlington, 
Illinois Central, Denver & Rio Grande Western, Great North- 
ern and the Northern Pacific, referred to several proceedings 
now pending before the Commission as to car service and per 
diem and said it was desirable that the per diem charge for the 
use of freight cars be uniform throughout the country and in 
connection with the interchange between all lines of railroad. 
There was at least a possibility of a contention that in the pro- 
ceeding involving them, No. 29751, said the petitioning roads, 
that the Commission would be limited in its jurisdiction to fix 
a reasonable charge to be paid for the use of their cars by 
other railroads, and in order to remove any possible doubt or 
question as to the Commission’s jurisdiction to fix a uniform, 
reasonable and compensatory per diem charge applicable 
throughout the country and to the interchange of freight cars 
between all lines, and in order to avoid any possibility of vexa- 
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tious and delaying litigation following the entry of any order 
by the Commission, the petitioners said they requested the gen. 
eral investigation. 

The establishment of a just and reasonable charge for use 
of railroad freight cars of one company by another was of 
great importance not only to the carriers involved but to the 
general public and the country as a whole, the petitioning roads 
declared, “in that the establishment of such reasonable charge 
would constitute an inducement for greater car ownership and 
resultant assurance against recurring periods of car shortage.” 


A. T. A. Group Asks I. C. C. Inquiry 
Into Local P. & D. Services 


The Local Cartage National Conference of the American 
Trucking Associations, Inc., has filed a petition with the Com. 
mission asking it to institute an investigation into practices of 
rail, motor and local cartage carriers in performing free pick-up 
and delivery services, and to define and prescribe regulations to 
govern lawful contractual practices of such carriers, as ‘‘in the 
case of household goods carriers.” 

The conference said the free flow of interstate commerce 
was now greatly impeded as a result of conflicting court de. 
cisions and interpretations thereunder. 

On May 14, 1946, it said, the federal court at Tulsa, Okla. 
handed down a decision (Civil 1692) that had been variously 
construed in such manner as to disrupt greatly the free flow of 
interstate commerce as applied to pick-up and delivery services 
rendered by local cartage operators. The federal court at Bir- 
mingham, Ala., on March 31, 1947, it said, handed down a de- 
cision (No. 5953-54-55) directly involving the same type of serv- 
ices, in which the court considered the Tulsa case and decided 
contrary to that case as to the status of such pick-up and de- 
livery carriers. 

The conference said the Commission should “forthwith take 
cognizance of this demoralizing condition,” because interpre- 
tations issued under the Tulsa decision were so confused and 
erroneous as to destroy the inherent advantages of a large 
number of carriers engaged in one type of the industry; ade- 
quate, economical and efficient service had been disrupted; 
sound economic conditions had been destroyed; and discrimina- 
tion had been practiced as to types of carriers. 

Further, the conference said, the Commission should take 
cognizance of the plight of the carriers in that since the Tulsa 
decision, neither rail, motor or cartage could, in a multitude 
of instance, carry on operations in pick-up and delivery service 
“without harassment and threat of prosecution under the inter- 
pretations issued since that decision and not revised in accord- 
ance with the Birmingham decision.” It added that the Com- 
mission should also recognize “the long standing practices of 
rails and motor carriers (since approximately 1933) in render- 
ing or performance of an orderly, economical and efficient serv- 
ice to shippers in free pick-up and delivery service.” 


Inland Denies Need for 
Application Hearing 


The Inland Waterways Corporation, operating the Federal 
Barge Lines, has filed a motion with the Commission for can- 
cellation of the hearing assigned for July 7 at Omaha before 
Examiner L. H. Dishman, on its application in W-381, Sub. 2 
Inland Waterways Corporation, Extension—Omaha, for au- 
thority to extend service on the Missouri River from Kansas 
City, Mo., to Omaha, and to issue its report and order grant- 
ing the certificate applied for “without further formality or 
hearing.” 

The barge line said its application presented no issue as to 
which a hearing was appropriate or desirable and based its 
motion on section 3 of the Inland Waterways Corporation act 
and the decision of the Commission in Procedure Under Barge 
Line Act, 148 I. C. C. 129. 

It quoted section 3 of the act to the effect that when the 
Chief of Engineers of the U. S. Army certified to the Secretary 
of Commerce the completion of a safe channel, and the Secre- 
tary of Commerce surveyed the waterway to ascertain the 
amount of traffic, terminal facilities and arrangements with 
connecting carriers that would probably be available, he might 
extend the Inland’s service. Such certification had been made 
and authority granted December 18, 1946, Inland said. j 

It also said the Commission’s aforementioned decision, 
which held a hearing unnecessary in connection with through 
routes and joint rates via rail-barge applied to the present 
case. Therefore, it said, no issue was presented for hearing 
and neither the Commission nor the applicant should be put 
to that expense. It added that the certificate for which it had 
applied might now properly be denied “in view of the terms 
of the statute.” 
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964 Railroads Named in New 
Department of Justice Complaint 


Rates on airplanes and airplane parts since January 1, 
1942, alleged to be unreasonable. Department asks 
reparation and rates for the future, generally in rela- 
tion to those on new automobiles and automobile 
parts. No estimate of reparation made, but department 
says hundreds of thousands of carloads were shipped 


The Department of Justice has filed with the Commission 
another in a series of complaints dealing with wartime rates. 
The latest complaint names 964 railroads and alleges rates 
charged on shipments of airplanes and airplane parts since 
January 1, 1942, were unreasonable. 

The complaint says railroads in all territories applied 
ratings of 1% times first class, based on a carload minimum 
weight of 10,000 pounds. It also complained against the com- 
modity rates on trans-continental shipments. It asks the Com- 
mission to award reparation on past shipments, and to require 
rates for the future, in open cars not larger than 41 ft. 6 in. 
or closed cars not longer than 40 ft. 7 in., to be based on 85 
per cent of first class, minimum weight 10,000 pounds, 50 per 
cent of first class, minimum weight 20,000 pounds; and 55 per 
cent of first class, minimum weight 30,000 pounds. In open 
and closed cars longer than the aforementioned measurements, 
it asks rates made 85 per cent of first class, minimum 15,000 
pounds; 70 per cent of first class, minimum weight 30,000 
—: and 55 per cent of first class, minimum weight 40,000 
pounds. 

The complaint said the ratings, rates and charges assailed 
had been and were now generally higher than those maintained 
on other commodities, with not more favorable transportation 
characteristics, such as passenger automobiles and automobile 
parts. In consideration of the volume of movement, car-mile 
and ton-mile earnings, and other relevant factors, it said, “this 
complainant’s shipments of airplanes and airplane parts were, 
and are, entitled to ratings and rates substantially lower than 
the rates applied by the defendants. 


Rates Requested 


The assailed ratings, rates and charges assailed were al- 
leged to have been, to be, and for the future to be unjust and 
unreasonable, contrary to section 1 of the interstate commerce 
act, to the extent they had exceeded, exceeded, and continue to 
exceed, the following rates, deemed by “this complainant” to 
be just and reasonable: 


Airplanes or airplane parts as named in List 1, in boxes, crates, 
or specially constructed shipping containers, or braced or racked in or 
on cars, in straight or mixed carloads, or in mixed carloads with other 
articles named in List 2. (See notes 1 and 2.) 


In Cars of Length Specified (Inside Measurement) 


Open cars not longer than 41 ft. 6 in. Closed cars not longer than 
40 ft. 7 in. Carload minimum weight: (A) 10,000 lbs., (B) 20,000 Ibs., 
(C) 30,000 lbs. 

Open cars longer than 41 ft. 6 in. 
7 in. Carload minimum weight: 
40,000 lbs. 


Ratings—Other Than Trans-Continental Rates—Per Cent of ist Class 
(A) 85 per cent; (B) 70 per cent; (C) 55 per cent. 


Ratings—Trans-Continental 


Closed cars longer than 40 ft. 
(A) 15,000 lbs., (B) 30,000 lbs., (C) 


Rates—Domestic 


(A) (B) 
| eee ee $5.00 DR satsscidmohe usage dorSels 4 Grates Sis ean $2.09 
EE aihahaieddhnnniewsnate kare 4,25 TEES a aw kg 5.00.0.650.08 0 4 0i0 0 1.98 
| SER errr rere 4.75 
ES ee eer errr 4.50 (C) 
D-E-F-G-H-I-J ............... 4.25 ee en ee ee 2.02 

(B) PE ars dare bate RGreps SA eee ers ieee 1.67 
6 eS ae eee 2.64 OD aes ste iois sae arse Rae mn «aR 1.85 
_ aR A ae ee arya 2.20 BENE cin. soa Miata lorena earl ae 1.76 
. SSR nee ee ee 2.42 LOO LE ECO EC OOTE NE 1.67 
CLS | Se ee eee ne 2.31 EE Peer ee er ee ae ee 1.67 
CEES Sete er a rere 2.20 ME aloo: 0 boss yoda ec craters 1.61 

Export 
1—(A) $3.47; (B) $1.32; (C) $0.99. 2-3-3A-4-5-6-7-8-9-10-11—(A) 
$3.30; (B) $1.32; (C) $0.99. 
List 1 


Airplanes 


; Cowles 
Airplane Parts, NOIBN Elevators 
Beaching Gear, Airplane Fuselages 
Blisters, domes, noses or turrets, Gliders 


NOIBN, cellulose derivative plas- 
tic, glass, or synthetic resin, or 
cellulose derivative plastic, glass 
or synthetic resin and metal 
combined 


Boats or Pontoons 
Chairs and seats—Airplane 


Glider Kits 

Indicators, Turn and Bank 
Nacelles 

Rudders or Stabilizers 


Wing Panels or Sections 
Wings 


List 

Aluminum Angles or Tees 

Aluminum Articles, NOIBN 

Aluminum Beams 

Aluminum Blanks, 
Unfinished Shapes 

Aluminum Castings or Forgings 

Aluminum Channels 

Aluminum Floor Plates 

Aluminum Bolts, Nuts, Rivets, 
Screws, Washers 

Aluminum Moldings 

Aluminum Structural Forms, NOI- 
BN, Fabricated from Bars, Plates 
or Shapes, # inch or thicker 

Axles, Airplane Landing Gear 

Bars, Towing 

Bases, Chair, or Stool, Iron 

Bearings, Ball or Roller, or other 
than Ball or Roller 

Blanks, Wooden (Unfinished 
Shapes), NOIBN 

Bomb Racks 

Boxes, Switch or Junction 

Brakes, or brake parts, 
Airplane 

Brass, Bronze or Copper Articles, 
NOIBN 

Brass, Bronze or Copper Bolts, 
Nuts, Rivets, Screws, or Wash- 
ers 

Bumpers or Springs, Rubber or 
Rubber and Steel combined 

Cable, Electric, Aluminum 

Bushings 

Cases, Map 

Castings or Forgings, 
Steel, Brass, Bronze, Copper, 
Zine, Zine Alloy, White Metal 
Alloy, or Aluminum 

Cellulose Derivative Plastic Arti- 
cles, NOIBN 

Cement, Rubber 

Chains, Belting or Sprocket, Ma- 
chine Finished, Steel 

Chairs or Seats, Aircraft 

Channels, Iron or Steel, NOIBN 

Circuit Breakers or Switches 

Clamps, Hose, Iron or Steel, or 
Metal, NOIBN 

Clips, Spring 

Collars, Shaft 

Conduit or Conduit Connections, 
Flexible for other than Under- 
ground Work 

Controllers or Controller Parts, 
NOIBN, Electric 

Cordage viz.: Rope or Twin, NOI- 
BN Cotter Pins or Spring Cot- 
ters (Spring Keys), Metal 

Covers or Boots, Gun Engine, Pro- 
peller Cockpit, Wing Butt or 


Stampings or 


NOIBN, 


Iron or 


Dust, Cloth, Artificial Leather 
or Rubber 

Cushions 

Dies, Models or Moulds 

Doors 


Door or Window Frames 

Door Hangers, Rails or Track 

Electrical Appliances or Instru- 
ments, NOIBN 

Engine, Steam or Internal Com- 
bustion 

Exhaust Pipe Heads, 
Sheet Steel 

Fasteners, Slide 

Fibre, Chemically Hardened, Flex- 
ible or Hard, in Forms, Shapes, 
Sheets or Tubes 

Fittings, Pipe 

Fixtures, Lamp 

Forms or Shapes, Insulating 

Gages, Air, Gasoline, Oil, Pressure, 
Steam or Vacuum 

Generators or Motors, Electric or 
Parts thereof 

Glass, Laminated or Plate 


Plate or 


2 


Handles, Composition 

Handles, Iron or Steel 4 

Hardware (Airplane NOIBN) 

Hinges 

Holders, Drinking Cup 

Hooks 

Horns or Signals, Sound Warning, 
NOIBN 

Hose 

Insulating Material 

Iron or Steel Bolts, Nuts, Rivets, 
Screws or Washers 

Jigs or Jig Fixtures 

Landing Gears, Retractable or 
Landing Gear Legs (Struts) 

Landing Gears, not retractable 

Locks or Lock Sets 

Machinery or Machinery Parts, 
NOIBN 

Magnesium Angles, Bars, Castings 
or Forgings 

Meters, Plow, NOIBN 

Mounts for Sighting or Photog- 
raphy Equipment 

Mounts, Gun or Parts 

Ordnance Stores, NOIBN 

Packing, Rubber or Gum Com- 
pounds 

Packing Devices, Forms or Shapes, 
NOIBN 

Paulins or Tarpaulins 

Pipe or Tubing, Aluminum 

Pipe or Tubing, Copper, Brass, 
Bronze 

Pipe or Tubing, Iron or Steel 

Plate, Armor or Deck, Iron or 
Steel 

Plates, Name 

Propeller Hubs 

Propellers or Propeller Blades 

Pulleys or Sheaves 

Pumps, Power, NOIBN 

Pressure Regulators or Pressure 
Reducing or Relief Valves 

Radiators, Air Heating or Engine 
Cooling 

Rubber Goods, NOIBN 

Shackles 

Shades, Window 

Sheet Steel Ware, NOIBN 

Speed Indicators or Speed Indica- 
tor Heads 

Speed Indicator Connections 

Springs, NOIBN, Steel 

Stools 

Synthetic Gum or Resin Articles, 
NOIBN 

Tanks, Aluminum 

Tanks, Fuel or Oil Cells, Rubber 
or Fabric, Separate or Combined 
with or without Wood or Metal 
Supports or Fittings 

Tanks, Plywood or Pressed Wood, 
Chemically Impregnated 

Templets 

Tires, Pneumatic as described in 
Items 39755 and 39760 of Consoli- 
dated Freight Classification No. 
14 

Tools, Electric or Pneumatic, NOI- 
BN, or parts, NOIBN 

Tools, Mechanics’ Hand, NOIBN 

Pumps, Circulating or Fuel Inter- 
nal Combustion Engine 

Turnbuckles or Sleeve Nuts, 
Threaded, not Insulated, Iron 
or Steel 

Turrets, Airplane, Gun or Parts, 
NOIBN 

Weatherstrips 

Wheels, Airplane, with or without 
Tires 

Wheel Blanks, Cog, Gear, Pinion 
or Sprocket 

Wire Rope or Strand 

Wire Rope Fittings 


Note 1. If a single shipment is loaded in or on more than one car, 
the aggregate minimum weight for the series of cars shall be that ob- 
tained by adding together the minimum weights prescribed for each 
individual car, subject to the aggregate actual weight, if greater. 


Note 2. 


If the charges accruing under Rule 10 of the Consolidated 


Freight Classification or Exceptions to that rule are lower than the 
charges accruing under this item, such lower charges will apply. 


Unsuccessful Adjustment Efforts 
Throughout the period covered by the complaint, said the 


department, the government had sought a “voluntary and satis- 
factory adjustment” by the railroads, but said it had been 
unsuccessful, The government had been damaged in a sum of 
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money, the exact amount of which was not presently ascertain- 
able, said the complaint. 

It asked the Commission to require each of the railroads 
named to answer the charges, and to find the rates assailed to 
have been unjust and unreasonable to the extent alleged or, 
in the alternative, the extent to which they were unjust and 
unreasonable during the period since January 1, 1942. It also 
asked the Commission to find the assailed rates unjust and 
unreasonable for the future to the extent alleged and that the 
Commission issue a cease and desist order requiring the rat- 
ings, rates and charges proposed or those fhe Commission might 
deem just and reasonable for the future; and that the Commis- 
sion award “this complainant” whatever reparation might be 
authorized by law under the circumstances alleged. 

In a press release made public at the time the complaint 
was filed, Attorney General Clark was quoted as saying air- 
planes and airplane parts moved in tremendous volume during 
the war at rates generally 1% times the first class rate while 
similar articles, such as new automobiles and similar parts used 
in the manufacture and production of automobiles, were charged 
85 per cent of the first class rate. He added that “comparable 
articles should pay the same freight rate, and this rate should 
not be based upon the final use of the product.” 

Assistant Attorney General John F. Sonnett, chief of the 
antitrust division, was quoted as saying several hundred thou- 
sands carloads of airplanes and airplane parts were transported 
in World War II by the railroads, and that “neither the aircraft 
industry nor the government has been able to secure equitable 
rates on these commodities, although competing products con- 
taining the same articles take a much lower rate.” 

He was further quoted as saying that success in obtaining 
the adjustment in rates sought by the government would further 
development of the aircraft industry and would “redound to 
the benefit of the government, which is a large shipper of air- 
planes and airplane parts.” He compared the rates on those 
commodities with the rates on automobiles and automobile 
parts, furniture, aluminum and other articles, all of which, he 
said, took rates as low as or lower than the rates proposed 
in the complaint. 

According to the department, the complaint was prepared 
by David O. Mathews and W. D. McFarlane, special assistants 
to the attorney general, and John P. Monahan, transportation 
analyst of the transportation rate unit, under the general super- 
vision of James E. Kilday, chief of the transportation section 
of the antitrust division. 


S. M. C. R. C. Protests New 
All-Freight Rate to South 


The Southern Motor Carriers Rate Conference has asked 
the Commission to suspend items 4140 through 4170, supple- 
ment 5 to R. H. Hoke’s I. C. C. 1073, effective June 30. It said: 


In September, 1940, certain railroads caused to be published all- 
rail rates on freight of all kinds generally referred to as all commodity 
rates from New York, Philadelphia and Baltimore to Chattanooga, 
Atlanta and Birmingham and intermediate points. The carload minimum 
weight was 40,000 pounds, later reduced to 30,000 pounds. 

The rail and water lines published all-commodity any-quantity rates 
of 65 per cent of first class from New York, Philadelphia and Baltimore 
to Chattanooga, Atlanta and Birmingham, and other points. 


These rates, said the S. M. C. R. C., were suspended in I. 
and S. 4827, and the rates, both all-rail and rail-water, were 
condemned by division 3. It cited All-Freight from Eastern 
Ports to the South, 245 I. C. C. 207. The conference said the 
decision was upheld on reconsideration by the Commission as 
a whole (251 I. C. C. 361). Later, it said, the same railroads 
led by the Southern Railway Co., published through rates a 
few cents higher between the same points. It said the rail and 
water lines filed the same rates, condemned in I. and S. 4827. 
The Commission, it said, suspended both the all-rail rates and 
the rail-water rates in I. and S. M-5283. The conference added: 


This time the publication was designated as ‘‘Motor & Water Com- 
petition,’’ but this was said to be an error, and the rates were supposed 
to have been published for the benefit of the War Department. This 
reasoning failed, and the freight forwarders were again shown to be 
the beneficiaries. Hearings were held, briefs filed and oral argument 
set. At the request of the Southern Railway Co., the oral argument 
set for January 10, 1945, before division 3 was cancelled, the suspended 
schedules withdrawn, the case discontinued. 


The conference said the Southern Railway Co. tried a 
different method of publication and that the Commission had 
approved all commodity rates from Chicago and Ohio River 
crossings to the south. The conference cited All Freight Rates 
to Points in Southern Territory, 223 I. C. C. 623. It continued: 


Therefore, they published only rates on the 30,000 pounds 40 per 
cent of first class from Newport News, Norfolk and Richmond, Va., 
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and Washington, D. C., to points in the south. In spite of the state 
ment of the Commission as to the purpose of such rates in I. and §, 
4827 . . ., the Southern Railway Co. stated that its purpose was the 
same as was found in the all-freight rates to points in Southern Ter. 
THOEG. «5: sc : 


The conference said the Commission was well aware of 
the several decisions on this question and that it knew the 
situation between the east and the south was entirely different 
than the situation between Central Territory and the south. 
These rates, it said, were suspended in I. and S. 5349. It was 
perfectly obvious, said the conference, that the rail carriers 
intended to use the rates then suspended in connection with 
certain rates applying between New York and Philadelphia, 
on the one hand, and Washington, D. C., on the other, for the 
purpose of making combination of rates from these points to 
the points in the south. These same rates, it said, although 
slightly increased, were in effect today in Pennsylvania rail- 
road tariff No. 1622 L, I. C. C. 2763. 

The conference said the Commission set I. and S. 5349 was 
hearing and that after two postponements the case was indefi- 
nitely postponed at the request of the Southern Railway Co. 
It said that these rates remained in the tariff until May 27, 
1947, when they were cancelled, under special permission No, 
33376 of May 9, 1947. The conference added: 


Apparently, the only difference between the rates involved in that 
case and the rates involved in this case is the fact that they are now 
publishing rates 75 per tent of first class with a minimum of 12,000 
pounds whereas no such rate was involved in the prior case. Other than 
that, apparently, the only difference is the change made necessary by 
the general increase. 


Fla. Citrus Commission Protests 
Increased Rates to New York 


The Florida Citrus Commission and the Growers and Ship- 
pers League of Florida have asked the Commission to suspend 
proposed increased rates and charges of Refrigerated Steam- 
ship Line, Inc., on fresh citrus from Fort Pierce, Fla., Jack- 
sonville, Fla., and Port Everglades, Fla., to New York (piers 
2 and 3, North River). (See Traffic World, May 24, p. 1650.) 

The petitioners said the items protested were Refrigerated 
Steamship Line, Inc., citrus fruit tariff No. RSL-9, effective 
June 21, all-water I. C. C. No. 2, cancelling S. B. No. 11 and 
publishing rates on citrus fruit from Fort Pierce, Fla., and 
Port Everglades, Fla., to New York in section No. 1 (items 
55, 60, 65, 70, 75, 80 and 85) and from Jacksonville, Fla., to 
New York in section 2 (items 90, 95, 100, 105, 110, 115 and 120). 

The Florida petitioners said that while the maximum 
increase authorized in Ex Parte 162 was 20 per cent subject 
to a maximum of 13 cents a 100 pounds, yet the smallest in- 
crease proposed by Refrigerated Steamship Line was 32.6 per 
cent (15 cents a package of grapefruit in a 1-3/5 bushel wire- 
bound crate) and the proposed increases varied up to 70 per 
cent (or seven cents a quarter standard box from Jackson- 
ville), 70.9 per cent (or 8.3 cents a lime box from Fort Pierce 
or Port Everglades), and 73.1 per cent (or 7.6 cents a 2/5 
bushel wirebound box from Fort Pierce or Port Everglades). 
Said the petitioners: 

The proposed increased rates and charges for the transportation 
by water are higher than consistent with the reasonable cost of such 
service and exceed the value of such service. They will impede the 
movement of citrus fruit by the carrier proposing the increased rates 
and charges. They will be in excess of the rail rates for the same 
transportation—the currently effective all-rail rate from Jacksonville, 
Fla., to New York, N. Y., being 55 cents per 100 pounds, and from 
Fort Pierce, Fla., to New York, 65 cents per 100 pounds. 


BULL OPPOSES PAN-ATLANTIC AUTHORITY 


The Bull Steamship Line has filed a petition with the 
Commission asking it to set aside its orders in W-376, Sub. 4 
TA, Pan-Atlantic Steamship Corporation, Temporary Authority 
—Miami and Port St. Joe, and W-376, Sub. 6 TA, Pan-Atlantic 
Steamship Corporation, Temporary Authority—Baltimore and 
Charleston, to the extent they grant the steamship line author- 
ity to conduct operations in the coastwise trade between Balti- 
more, Md., on the one hand, and Miami and Tampa, Fla., on 
the other, effective June 20. 

On June 20, the Bull line said it would reinstitute its 
coastwise service between Baltimore and Miami/Tampa with 
a sailing from Baltimore, under permanent authority granted 
in W-521. It added that it had chartered two vessels suitable 
for use in this operation from the Maritime Commission, and 
would provide weekly sailings after June 20 from Baltimore 
serving Miami and Tampa, and thence returning directly to 
Baltimore. The petitioner said its service would serve every 
need of shippers and consignees for transportation in this trade, 
and declared it should not be subjected to loss of traffic due 
to competition from “a totally unnecessary additional service. 
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June 14, 1947 


Competitive Water-Rail Rate 


Hearing Concluded in Washington 


Water carriers offer rebuttal testimony. Shippers offer 
testimony in opposition to increased rail rates as re- 
quested by the water carriers. Water carriers agree 
to increase certain iron and steel items on interim basis 
to same extent as transcontinental railroads. Argument 
to follow 


Shippers and water carriers completed their case in pro- 
ceedings involving competitive transcontinental rail and water 
rates in Washington, June 11, after previous hearings in that 
city and in San Francisco, Calif. (See Traffic World, June 7, 
p. 1790.) The proceedings are No. 29663, Transcontinental Rail 
Rates; No. 29664, Intercoastal Water Rates; and-No. 29708, 
All-Water, Water-Rail, and Rail-Water Rates Between Pacific 
Coast Ports and Interior Points. 

Before the water carriers in the intercoastal case offered 
their rebuttal testimony, the Maritime Commission, through 
R. R. Doyle, introduced a statement of estimated financial 
operating results of round voyages begun after January 1, 1947, 
based on reports received for terminations to April 30. The 
statement covered 10. voyages and showed an average profit of 
$1,873 a voyage, although it showed losses incurred on half of 
the voyages. The witness said the vessels had been “pretty 
full” although. not filled to capacity, and that the 16,251 long 
cargo tons averaged a voyage were about 5,000 tons above the 
pre-war average. 

Questioning the witness as to a statement that there would 
be a loss of $80,000 on the voyages under private operation, 
Harry C. Barron, for the railroads, asked if officials of the ship 
lines had been approached to determine whether the figures 
would hold good from “a practical operating point of view.” 
Mr. Doyle replied in the negative, and also said he could not 
say how much of an increase in rates would be required to 
wipe out the “alleged deficit.” He said the $80,000 figure would 
include taxes and other items not included in the M. C. operat- 
ing figures and said he did not know how much taxes would 
amount to under private operation. 

Commissioner Alldredge asked if terminal expenses were 
running about one-half of the total costs, and the witness 
agreed to that figure. 

Spencer H. Reed, chief, labor research section, Maritime 
Commission, offered a statement that was accepted as an ex- 
hibit covering changes in wages and overtime for coastwise 
and intercoastal shipping, September 1, 1938, to June 1, 1947. 
In 1938 and 1939, he said, wages of seamen were stable. He 
then traced increases granted in 1940 and 1941, and said that 
in the period 1942-44 only slight changes were made in base 
wages, adding that the principal change was that licensed offi- 
— rates were made uniform as between coasts in June, 

Since the end of the war, he said, wage rates had changed 
considerably. A table showed that, in June, 1947, compared 
with September, 1938, basic monthly wage of first mates had 
increased 100 per cent; second mate wages, 88.6 per cent; able 
seamen’s wages 152.2 per cent, and messmen’s wages, 165 per 
cent. The overtime rate an hour in those four classifications 
had increased 60 per cent, 60 per cent, 51.4 per cent and 51.4 
per cent, respectively, he said. His exhibit also showed in- 
creases in longshoremen’s basic wage rates from 90 cents an 
hour on coastwise cargoes and $1.05 on intercoastal cargoes to 
$1.50 in the last quarter of 1945, and $1.65 in the first quarter 
of 1947. In 1938, he showed stevedoring and other cargo ex- 
pense, “per payable tone,” as $3.02, increased to $6.26 in the 
period October, 1945, through July, 1946, and to $8.31 in the 
period January 1, 1947, through April 30, 1947. 

James K. Knudson, for the Department of Agriculture, in 
an attempt to develop whether present wages were fair and 
equitable, after the witness had said there was nothing with 





























































































































testimony of Harry Bridges, president, C. I. O. International 
Longshoremen and Warehousemen’s Union, offered at San 
Francisco, and on objections by counsel for the water carriers, 
Mr. Knudson withdrew the question. 


Water Carrier Rebuttal 


Harry S. Brown, chairman, Intercoastal Steamship Freight 
Association, in addition to presenting a prepared statement, 
accepted into the record without being read by him, offered 
testimony to the effect that the average hourly rate of rail 
Workers in 1933 was 63 cents; in 1939, 75 cents; and in 1945, 
97 cents. Also, he said, using 1933 as the base year, unit costs 
of railway equipment and supplies had risen to 132 in 1939 and 
to 1946 in 1946. 


In cross-examination by Mr. Barron, Mr. Brown, asked why 
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the water carriers didn’t publish the rates they thought neces- 
sary for their operation and allow the railroads to take care 
of their own rates, said it was because the rail rates were so 
low they could be raised with no loss of traffic, but that if 
water carrier rates were raised, they would lose what traffic 
they had. 

Mr. Brown also took the occasion to reply to a letter he 
said he had received from the Transcontinental Freight Bureau 
as to what position the water carriers would take on the com- 
modities listed in exhibit 33 of the bureau. In answer to a 
question from the presiding commissioner, Mr. Brown said the 
involved commodities were included in the investigation at the 
request of shippers and that they were iron and steel articles 
other than the basic iron and steel items. 

He said he had told the railroads the water carriers were 
prepared to make the same increases, cent-for-cent, that the 
railroads made in their items listed in exhibit No. 33. He gave 
the rail tariff items and the comparable water items, as follows: 


Rail Water 
so ooo 0.8 aicne.oce his Galle Sa ee 5095 1655 
PERG DORUETEg 5 one vn wince Sensesru 5265 1705 
Iron and steel baskets, bins, etc....5585 1935-36 
Iron and steel cylinders............. 5685 2011 
Iron and steel houses................ 5760 2075 
NI sacs Per ocr 5762 1935-36 (no specific item) 
Be I nse esaoin cmnlets aub sgeweee 5830 1635 
SENET MIOITD node save n srh ce cea ad se 5865 2405 
I Nk 0s naa wre wb no 5.0k bk ote 8130 3720-3655-3656 
oe cece EPR ee ae ere 8135 3695 


He said the water carriers would publish, as interim in- 
creases, the same increases in cents a hundred pounds as the 
rails showed they were ready to publish from group A in 
exhibit No. 33. 


Nature of Comparisons 


In his prepared statement, Mr. Brown said there appeared 
to be some misunderstanding as to the purpose of the various 
comparisons the intercoastal carriers had made between the 
transcontinental rates and rates for the United States as a 
whole. Because of the distances involved, he said, the trans- 
continental rates could not be compared with anything ap- 
proaching equivalent distances elsewhere and had used various 
“competitive devices.’”’ Those devices, he said, were not designed 
to prove any particular rate. the only just and reasonable rate 
the railroads could establish, but that the water carriers had 
tried to show the transcontinental rates under attack were 
relatively very much lower than on the same commodities 
throughout the country and to set up “guide posts” they hoped 
the Commission would follow in reaching its conclusion as to 
what rates the railroads should put into effect. 


Discussing rates for long hauls vs. short hauls, he asserted 
that the contention that lower ton-mile revenue was justified 
for longer hauls because terminal costs were divided by a larger 
number of miles lost much of its force when “it is recognized 
that a transcontinental haul from San Francisco to New York 
... not only involves the use of two terminals which are recog- 
nized as more expensive than the average, but also involves a 
great deal of expensive switchifig movements along the way. 
Transcontinental freight does not move ordinarily in solid train- 
loads all the way from San Francisco to New York. The trains 
are broken up at numerous points, particularly at junction 
points between the different participating railroads, for taking 
out some freight cars and adding others.” 

Referring to cross-examination by counsel for the railroads 
at the first Washington hearing, he said the questions implied 
that the average ton-mile earnings were based on the rate for 
an average haul. Since rates were not the same for equal dis- 
tances nor progressed uniformly according to distance, he said 
this was not the case, adding that he “would like to have the 
record show the fact that the average haul will vary depending 
upon the relative volume carried at each distance whereas the 
average ton-mile earnings for the country will fluctuate accord- 
ing to the volume carried for each level of ton-mile earnings.” 

Mr. Brown offered calculations made on the premises 
aforementioned, also one to show, he said, what had happened 
to rates on most of the transcontinental items involved, saying 
that in the face of statements by the Commission in various 
rate increase cases as to so-called competitively compelled rates, 
the transcontinental railroads, instead of increasing those rates, 
against most of which, he said, no maximum rate orders ex- 
isted, had “proceeded to reduce them.” 


Shipper Testimony 


Shipper testimony in opposition to increased rail rates was 
offered by T. C. Burwell, vice-president, A. E. Staley -Manufac- 
turing Co., Decatur, Ill.; Arthur J. Coburn, general traffic man- 
ager, Penick & Ford, Ltd., Inc., Cedar Rapids, Ia.; and L. E. 
Galaspie, assistant general traffic manager, Reynolds Metals Co., 
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Richmond, Va., and John F. Coyle, assistant to the general traf- 
fic manager, Eastman Kodak Co., Rochester, N. Y. 

Mr. Burwell and Mr. Coburn addressed their attention to 
proposed increases on corn starch (dextrine) and corn syrup un- 
mixed (glucose). Mr. Burwell said it was immaterial to his 
company what rates the intercoastal ship lines published be- 
cause, for the last 20 years, it had not moved either of those 
commodities to Pacific Coast destinations by water. He added 
that “there appears to be no reason why intercoastal steamship 
lines should attempt to force an all-rail rate increase on a non- 
user of intercoastal services.” 

Mr. Coburn said, similarly, that the commodities were man- 
ufactured only at industries located in a limited territory in 
the midwest, adding that ‘“‘we have never moved any shipment 
of these commodities via steamers to the Pacific Coast, but all 
shipments have moved via the all-rail routes.” He said he could 
see no reason why the rail rates should be increased since the 
commodities did not move by water prior to the war. 

Mr. Galaspie said, among other things, that the aluminum 
industry was young, that it now ranked second to iron and steel, 
that its price had been reduced from 20 cents a pound in 1939 
to 14 cents at present, for aluminum pig, and that aluminum 
was one of the very few commodities that “went down during 
the war” and had no rise since, notwithstanding sharp increases 
in wages and materials costs. It was his company’s position, he 
said, that no increases were justified in the present aluminum 
rates and that the present rail rates from transcontinental 
groups were not depressed or subnormal, but were abnormally 
high. Increased rates, he said, would deprive both rail and water 
carriers of revenue and traffic and would make it impossible for 
eastern producers to compete with west coast producers in the 
latter market. 

Mr. Coyle said his company found it necessary to oppose the 
increase and challenged the propriety and necessity of an in- 
crease in the all-rail rate on chemicals at this time. He con- 
tended that the present rate of $2.19 on mixed chemicals, 
n. 0. i. b. n., and the resulting earnings a car of $1,245, produced 
for the rail carriers compensatory revenue, which, he said, 
was substantially in excess of average carload earnings gen- 
erally on similar and analogous processed products subject to 
comparable values and other transportation characteristics, 
transported from group A to the west coast. He said it was the 
company’s belief that the basic port-to-port rate of $1.40 rep- 
resented a reasonable and compensatory rate considering the 
character of the service and the type of commodities involved, 
adding that the differential existing between the all-rail and 
intercoastal rate would under normal conditions permit the 
intercoastal lines to handle a reasonable share of the traffic. 


Group Rates Involved 


H. W. Prickett, transportation consultant, Department of 


Publicity and Industrial Development, State of Utah, offered an 
exhibit which he said resulted from queries addressed to him 
at the San Francisco hearing. It showed present and rail pro- 
posed westbound rates on certain commodities and data with 
respect to eastbound rates on canned goods and dried beans. 
Under cross-examination by Mr. Barron, the witness said 
at one point that group 2 ratesywere not involved. Toward the 
end of the hearing Mr. Barron said he wanted the record clearly 


to show that Groups 1, 2, 3, and 4 rates were included in the 
proceeding. 


Water Carrier Case Completed 


In order to expedite the hearing, because argument was to 
begin the following day, statements by William M. Carney, vice- 
chairman of the Intercoastal Steamship Freight Association; a 
verified statement by C. Y. Roberts, secretary, Gulf Intercoastal 
Conference; and a statement in explanation of an exhibit offered 
by Odell Kominers for the Gulf conference, were accepted into 


the record without oral presentation, with some exclusions in 
Mr. Kominer’s statement. 


Mr. Carney offered a corrected page 9 of his exhibit No. 
42, dealing with brass, bronze or copper rods, castings, etc., 
transcontinental item 3600, intercoastal item 480, making a 
correction suggested by James L. Briggs, general traffic man- 
ager of Revere Copper & Brass, Inc. His statement was in 
explanation of the rate schedule of Cambeis Trucking Co., Inc., 
of Brooklyn, for movements from Manhattan and Brooklyn 
piers; and a statement showing rates in effect on canned goods 
and the extent of change since March 27, 1938. 

Mr. Roberts’ statement furnished information requested at 
the earlier Washington hearing. Based on records of Lucken- 
bach Gulf Steamship Co., he showed an average car detention 
of 3.79 cars, including in the computation as whole days the 
day or arrival and day on which the car was unloaded to the 
dock. He deducted a half-day because he said it did not appear 
proper to include the entire day of arrival and day of unload- 
ing, leaving an average detention of 3.29 days. He also showed 
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distances and transit times, Atlantic-intercoastal versus Gulf- 
intercoastal trips, saying that, although the distances were only 
slightly different, the time in transit in the Gulf-intercoastal 
trade was normally about eight days longer than in the 
Atlantic-intercoastal trade, the longer Gulf trip arising from 
more ports of call in the Gulf trade than in the Atlantic. He 
also showed the “carryings,” westbound and eastbound, of the 
most recent 10 Gulf-intercoastal voyages. 


A 37-page exhibit, and a 13-page explanation of it were 
put in evidence by Mr. Kominers. The exhibit contained 14 
statements concerning the production and packs of canned 
fruits, vegetables and fish, business and economic forecasts by 
canned goods interests, commodity price trends, aluminum mar- 
keting prospects for 1947, wholesale prices of window glass, 
1939-1947, comparative profits of representative glass manv- 
facturing companies, 1945 versus 1946, and excerpts from Com- 
mission decisions admonishing railroads to increase depressed 
rates and “indicating typical depressed water-competitive 
transcontinental rates.” 

The bench ordered stricken from the exhibit a three page 
statement on “Cling Peach Campaign Is Started by Market 
Survey,” issued by the Cling Peach Advisory Board of San 
Francisco. 


Verified Statements Filed 


Verified statements were filed by Judson A. Thompson, 
peas and beans division, grain branch, production and market- 
ing administration, Department of Agriculture, and by Harry 
C. Burnett, agricultural transportation specialist, transporta- 
tion rates and services division, marketing facilities branch, 
production and marketing administration, Department of Agri- 
culture; by Kendall Refining Co., Bradford, Pa.; American 
Glassware Association, New York, N. Y.; American Potash & 
Chemical Corporation, Trona, Calif. 


Ship Brokers Oppose Regulation 
of Now-Exempt Water Transport 


“Respectfully” submitting that some of the difficulties that 
had confronted railroads had been due to the ‘“‘fallibility of the 
members of the Commission,” and saying that, in the field of 
shipping “with which the Commission has had no experience, 
the probability of error is proportionately greater,” the Associa- 
tion of Ship Brokers and Agents has asked the Commission to 
take no action on the recommendations of C. S. Morgan, chief 
carrier research analyst, Bureau of Transport Economics and 
Statistics, in Ex Parte No. 165, Problems in the Regulation of 
Domestic Transportation by Water. 


Specifically excepting to the recommendations in the report 
that section 303(b) and (d) of the interstate commerce act 
be changed so that bulk cargoes would no longer be exempt 
from regulation, the association asserted that regulation could 
only bring about higher rates. 


Among other things, it said whether or not the country 
was committed to regulation need not be answered because the 
“matter now before the Commission does not go that deeply.” 
It said the Commission must determine simply ‘‘whether there 
will be regulation merely for the sake of regulation.” Regula- 
tion had always been in the best interest of shipper and con- 
sumer, it continued, adding “we think it highly significant that 
neither of these are objecting to the absence of regulation and 
indeed they never will, for it can only bring about one result; 
higher cost to both.’”’ Necessary regulation to correct evils was 
costly at best, it said, but that to “pay the price to wipe out 
an evil which is not even imaginary is both foolish and fool- 
hardy.” 

In developing its assertion that regulation could only 
bring about higher rates, the association said the cost of setting 
up regulatory machinery, the cost of keeping data, filing re- 
ports, employing counsel and fighting controversies would lead 
to an “inestimable increase in costs of service.” Forcing the 
rates of railroads and water carriers closer together would 
remove the one advantage of water transportation, i. e., lower 
cost, said the association. The “obvious and unquestionable 
result,” it said, would be “bankruptcy of the water carriers.’ 

As to its assertion of probability of error in water regula- 
tion by the Commission, the association said: 


The highly technical problem of regulating shipping should not fall 
upon a body who has had no experience in the field. It is respectfully 
submitted that some of the difficulties which have confronted railroads, 
a field in which the Commission has been active for over forty years, 
have been due to the fallibility of the members of the Commission. In 
the field of shipping with which this:\Commission has had no experience, 
the probability of error is proportionately greater. Dr. Morgan’s report, 
itself, is an example of this unfamiliarity with the problems at issué 
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June 14, 1947 


Railroads Support Express Agency 
Request for Increased Rates 


Hearings on proposed increases in Ex Parte No. 163, In- 
creased Express Rates and Charges, 1946, in which the Com- 
mission, in November, authorized certain increased rates and 
charges to be made by the Railway Express Agency, Inc., for a 
period of one year, the agency to furnish the results of a stated 
test period under the increased rates, got under way in Wash- 
ington before Commission Splawn, June 10. 

Sitting with the Commissioner were Examiners Leonard 
Way and G. L. Shinn, and a committee of representatives of 
state commissions composed of: William P. Brooks, of the 
Arizona Corporation Commission; Commissioner J. C. Darby, 
of the Public Service Commission of South Carolina; and R. L. 
Reed, for the Iowa State Commerce Commission. 

In support of the agency request for increased rates and 
charges the following committee of counsel representing Class I 
railroads were in attendance: Walter McFarland, assistant 
general counsel, Burlington Lines; F. W. Gwathmey, Atlantic 
Coast Line, and other east coast roads; Charles Clark, general 
attorney, Southern Railway System; Guernsey Orcutt, general 
attorney, Pennsylvania Railroad; R. S. Outlaw, general at- 
torney, Santa Fe; T. P. Healy, general counsel, New York Cen- 
tral; Toll R. Ware, general attorney and commerce counsel, 
Missouri Pacific; F. E. Baukhages, general solicitor, Baltimore 
& Ohio. 

For the Railway Express Agency, appearances were en- 
tered for W. M. Nold, H. S. Marx, W. H. Waldrop, Jr., and for 
J. H. Mooers.. Other appearances were: A. H. Valenting Inter- 
state Bakeries Corporation, Los Angeles, Calif.; Frank P. Augh- 
nay, and Neal E. Williams, for Public Service Commission of 
North Dakota and attorney general of that state; E. L. Hart, 
Atlantic Freight Bureau; Leonard Mongeon, National Retail 
Dry Goods Association; and John S. Burchmore, National Indus- 
trial Traffic League. 


. Express Agency Estimates 


The testimony of W. A. Benson, vice-president—accounting, 
Railway Express Agency developed that, as a result of the 
sampling of shipments as required by the Commission’s order, 
in the period January 18 to February 28, it was shown that for 
all shipments, under the “interim” rates that went into effect 
last December, the average charge a shipment increased 32 
cents, or 20 per cent over the previous rates. He said the sam- 
pling was about one per cent of all shipments handled. 

As part of an exhibit, Mr. Benson offered estimates of ex- 
press operations for 1947, based on handling 200,000,000 1. c. 1. 
shipments under the interim rates. That volume of business he 
said, represented the judgment of the traffic department of the 
Agency as to the probably 1. c. 1. traffic that would be handled 
in 1947, adding that it was supported by actual performance thus 
far in the year. 

Using an average charge of $2.0007 a shipment, shown for 
the first four months of 1947, and defining payments for express 
privileges as the balances remaining after deducting from the 
estimated revenue, income and credits, the estimated operating 
expenses, express taxes and other deductions and debits, he 
continued: 

“The total estimated payments to railroads and other car- 
riers not including airlines amount to $122,801,800, apportioned 
to contract.groups as shown in the statement, $38,146,421 to the 
eastern group, $20,668,226 to the southern group, and $63,987,- 
153 to the western and mountain Pacific groups combined. The 
express privileges ratio for the 1. c. 1. traffic for the system is 
28.65 per cent, for the eastern group 17.72 per cent, for the 
southern group 32.46 per cent and for the western and mountain 
Pacific groups combined 42.63 per cent.” 

In his exhibit, Mr. Benson then showed the results esti- 
mated for the handling of 180,000,000 1. c. 1. express shipments 
under the proposed rates, that volume representing the judg- 
ment of the agency’s traffic department of the volume that 
would be carried under the proposed rates in “a prospective 
year.” Total estimated payments to railroads and other car- 
riers, not including airlines, were shown as $8,160,000 on car- 
load traffic and $165,583,800 on 1. c. 1 traffic, a total of $183,- 
459,000, as compared with the $122,801,800 estimated for han- 
dling 200,000,000 1. c. 1. shipments under the interim increases. 


Dr. Parmelee Testifies 


Summarizing his testimony and an exhiibt offered by him, 
Dr. J. H. Parmelee, a vice-president and director of the Bureau 
of Railway Economics of the Association of American Railroads, 
Said the railroads this year seemed likely to handle the greatest 
freight traffic volume in any peacetime year in their history. 
Their passenger traffic, he said, would “apparently” be the 
Second-best in any peace-time year, surpassed only by the 
1946 volume. He continued: 


1879 






“Their operating revenues should far exceed those of any 
prior peacetime year. Despite these favorable factors, their 
net earnings seem likely to produce a return on net investment 
of not more than 3% per cent, which is inadequate from any 
point of view, and is certainly inadequate when measured 
against the background of the heavy traffic volumes anticipated 
for the balance of the year. If no greater rate can be earned 
on these volumes, what will the almost certainly smaller 
volumes of the future produce?” 


He added that the prospective situation was‘not promising, 
when considered from the viewpoint of railroad traffic and 
earnings as a whole, and even less so in relation to passenger 
service, including passenger, mail, express and other related 
operations. Here, he said, a large operating deficit after taxes 
was indicated for 1947, perhaps the greatest in history. He 
said all the prospects he referred to were predicated on the 
assumption that no further increases were to be experienced 
by the railroads this year “in the already existing high levels 
of wage rates and material prices.” 


Earlier in his testimony, Dr. Parmelee said railroad net 
investment at the end of 1946 totaled $22,603,000,000 and that 
an annual return of 6 per cent on that investment, or a net 
railway operating income of $1,356,000,000, was “the minimum 
required by the industry to establish and maintain its credit 
and to modernize and maintain its physical properties in keep- 
ing with postwar transportation demands, and in the public 
interest.” 


On cross-examination, Mr. Burchmore observed that cars 
and locomotives in trains bore plates saying they were owned 
by the Chase National Bank of New York, trustee and lessor. 
He asked how the equipment obligations covering such equip- 
ment “got into the investment account” on which the 3% per 
cent return would be earned, and Dr. Parmelee said such obliga- 
tions, amounting to the total original cost of the equipment, 
were carried in the equipment account. 


In answer to a series of questions, Dr. Parmelee said the 
dividends paid holders of equipment certificates was about 
2 per cent, and that the interest being paid railroad bondholders 
was about 4.4 per cent. Mr. Burchmore asked if it was true 
that today the value of money in terms of interest rates was 
much lower than it was 25 years ago. Dr. Parmelee said it 
was true temporarily, perhaps, adding that it had been the 
policy of the government to hold interest rates down. The 
witness said “I certainly do” in answer to a question as to 
whether or not he regarded 3% per cent return on railroad 
investment totally inadequate. He also said, in answer to a 
further question, that total bonded debt of Class I, II, and III 
railroads at the end of 1945 was $9,258,000,000, and that equip- 
yg — amounted to $593,000,000, or about 6 per cent 
O e total. 


“Hearing Examiners” Provisions Waived 


‘At the beginning of the afternoon session of the first day 
of the hearing in Ex Parte No. 163, Commissioner Splawn 
asked if counsel for the various parties would waive the re- 
quirements of the new administrative procedural act so that 
Examiners Way and Shinn might continue to hear the case, 
if the presiding commissioner was forced to be absent, in spite 
of the fact that the Examiners might not, as required by 
the procedural act, be designated hearing examiners on June 11. 
On that date, administrative agencies such as the Commission, 
were required to designate hearing examiners to the Civil Serv- 
ice Commission. It was learned at the Commission that 
Examiners Way and Shinn had been so designated. Counsel 
agreed to waive the requirements of the act, if that should 
appear necessary. 


Rail Costs for Express Traffic 


J. P. Cole, assistant to the vice-president of the A. A. R. 
for the finance, accounting, taxation and valuation department, 
made a detailed analysis of a study of the costs to the rail- 
roads for transporting Railway Express Agency traffic, and the 
methods followed in making that study. He referred to an 
exhibit which showed $185,486,601 as the total operating ex- 
penses, net rents and taxes other than federal income taxes 
allocated to express service for 1946, equated to 1947 and price 
levels. For “total computed costs,” which included, in addition 
to operating expenses, included return on investment (express 
portion of passenger) of $32,803,471, $12,846,718, and income 
tax adjustment (express portion of passenger) of $12,846,719, 
he showed $231,136,791. 

In another exhibit, Mr. Cole showed a shortage of revenues 
for Class I railroads in 1946 to cover rail costs of express serv- 
ice amounting to $126,721,332. If, in 1947, the railroads handled 
200,000,000 shipments at the interim rates, Mr. Cole showed 
there would be a shortage of revenues to cover costs of $103,- 
689,714. If the railroads handled in a “prospective year” 
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180,000,000 shipments at the proposed rates, he said there 
would be a shortage of $42,539,088. 

In cross-examination by Mr. Burchmore, the witness com- 
puted car repair costs as between two and three cents a car 
mile, but said he did not have information, for comparison pur- 
poses, of the car-mile repair costs on 758 refrigerator cars 
owned by the Agency. 

Addressing the bench, Mr. Burchmore read from the de- 
cision of the Supreme Court of the United States in the class 
rate case (see Traffic World, May 17, p. 1559), to the effect 
that the determination of transportation costs and their alloca- 
tion among various types of traffic was not a mere mathemat- 
ical exercise and was too subtle for the uninitiate. Mr. Burch- 
more then asked if the cost studies might not be submitted to 
“intense examination” by the Commission’s experts before 
they were accepted or entered into the final determination of 
the Commission. He added that, without asking for a reply to 
that question, there might be some questions he would like to 
ask after opportunity to study the showing. The witness was 
excused until the following day. 


Eastern Carriers’ Returns 


H. J. Ward, deputy comptroller of the Pennsylvania Rail- 
road, introduced four exhibits, showing the distribution of 
transportation revenue by districts on express traffic. His com- 
ment on each exhibit, however, was confined to the eastern 
group. He called attention to figures showing that, in 1921, 
41.31 per cent of the payments to carriers for express service 
went to carriers in the eastern group, while, in 1946, 14.67 per 
cent went to those carriers. Those payments, his next exhibit 
showed, had been 32.17 per cent of revenue in 1921, and was 
7.46 per cent in 1946. 

His remaining two exhibits showed the same decline as to 
payments made to the eastern group, with carload shipments 
excluded, and an increase of from 67.70 per cent in 1921 to 
92.93 per cent in 1946 of the percentage relationship of costs 
to gross income, in that group. 

Mr. Burchmore objected to the relevancy of these exhibits, 
but the exhibits were admitted, subject to his observation. In 
cross-examination, Mr. Burchmore said the Pennsylvania re- 
ceived each year the “lion’s share” of the express revenues in 
the eastern group, developing the fact that it ran about 24 per 
cent of the total payments to the roads in that group. 

In cross-examination of Mr. Benson, Mr. Burchmore re- 
ceived replies to the effect that the average weight of ship- 
ments in the January-February sampling period was 52 
pounds, compared with 41 pounds in 1939, and that the aver- 
age weight of first-class shipments was 41 pounds in the test 
period and 28 pounds in 1939. The witness was unable to say 
whether the average length of haul had decreased. He attrib- 
uted a falling off from 18,170,000 shipments in January, 1946, 
to 16,208,000 in 1946, and from 77,000,000 shipments in the first 
four months of 1946 to 66,000,000 in the first four months of 
1947, to a general decline in economic conditions throughout 
the country. In the earlier period, he said, shelves of retailers 
were being filled, and there was a large volume of personnel 
shipments of “returnees,” which traffic was no longer in evi- 
dence in the 1947 months. 

Mr. Burchmore wanted to know to what extent the de- 
creased number of shipments might reflect the quality of the 
service, and the witness said the service had been improved 
materially. Mr. Burchmore asked if the witness did not know 
that shippers regarded the service as “supremely bad” now, 
and the witness said he was the vice-president in charge of 
accounts and did not get out very much. He said some of the 
agents had told him there was some diversion when the in- 
crease was made effective in December, but that, a month 
afterward, the traffic that had been diverted to parcel post 
had returned to express service. 


In a series of questions dealing with average weight and 
length of haul, Mr. Burchmore asked if the Agency had lost 
the small package business, capable of being transported by 
parcel post, because of a reversal of 1939 policies. Mr. Benson 
said he did not think that could be deduced from the traffic 
test and said 50.5 per cent of the shipments in the test period 
weighed 5 pounds or less. He admitted there had been a very 
much larger proportion of small shipments in October, 1939, 
than in the 1947 sampling period. He added “we have lost the 
traffic on which we were losing money,” and Mr. Burchmore 
said that “you are trying to slough off the small shipments for 
which you were formed.” The witness said he would rather 
say that, in 1938, the Agency had a great capacity that was 
not used and that it had put in very low rates to attract 
traffic. Under those low rates, he said, traffic increased sub- 
stantially. Under present high costs, he continued, “we can 
no longer continue handlng those small shipments at the low 
charges which were made effective in 1939.” 

The witness said he had made no computation to show 
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lessened efficiency of employes, but that some reduction in 
efficiency might be shown. 


Further Hearing July 8 


At the close of the second day of hearing in Ex Parte No. 
163, Mr. Burchmore, after some cross-examination of Mr. Cole, 
referred to his quotation from the decision of the Supreme 
Court on the first day, and asked that the cost studies be made 
the subject of study by the Commission’s staff. Commissioner 
Splawn ruled that, after conferences between members of the 
staff and Mr. Coles, Mr. Benson, and K. N. Merritt, vice-presi- 
dent—ttraffic, Railway Express Agency, and the railroads, a 
further hearing would be held on July 8. 

In making his request, Mr. Burchmore said the figures 
introduced by Mr. Coles and Mr. Benson were used as a basis 
for great increases in the express charges. The figures, he said, 
ought to stand “an acid test” within the Commission and that, 
so far as the shippers for whom he spoke were concerned, it 
might be done between the Commission’s staff, the officials of 
the railroads and the express agency without participation by 
the shippers, to develop “the acceptability and correctness of 
those figures, and we strongly urge that you undertake that 
task.” He said his request went beyond the matter of the verity 
of the exhibits, and went to the validity of the assumptions and 
apportionments involved, and to all those matters the ‘Supreme 
Court had in mind when it spoke of cost ascertainment being 
not merely a mathematical exercise.” 

Referring to the test of traffic required by the Commission’s 
report in granting the interim increases, he quoted the require- 
ment that the permanent proposal was to give consideration to 
the graduation of rates with distance and to the elimination of 
inconsistencies. Mr. Burchmore said Mr. Merritt’s testimony 
showed no proposal of graduation or elimination of incon- 
sistencies. 


“In 1922 and previously this Commission spent thousands 
of man-hours of its staff in evolving a nationwide structure for 
the express agencies which at that time met with universal 
public acceptance and approval,’ said Mr. Burchmore. “To 
incorporate in the permanent rate structur@ of the express 
agency such a basis of rates as is here proposed today rather 
makes a joke of all the time and energy spent by the Commis- 
sion than in trying to devise a consistent rate structure. This 
is not acceptable within the terms of your decision as a proper 
permanent rate structure. I think they have not offered evi- 
dence under section 15(7) to sustain its legality.” 

Because of this situation, he said, the League had no testi- 
mony to offer. 


He also said there had been no showing by the agency con- 
cerning revenues from commodity rate traffic and. that the 
agency should be required to show it and its distribution to the 
railroads to satisfy the requirement of determining whether 
the revenue needs were properly distributed by the increases 
proposed confined to less-carload rates. 


Shipper Witnesses 


Grand Arnold, of the Detroit Board of Commerce; Charles 
Coy, for Eli-Lilly Co.; Frank Aughnay, for the Public Service 
Commission of North Dakota; and Leonard Mongeon, for Na- 
tional Retail Dry Goods Association, appeared in opposition to 
the increases, declaring that the present service was not now 
satisfactory. Mr. Coy said a large percentage of his company’s 
tonnage had been diverted to parcel post as a result of the 
interim increase, and that more would be diverted if there were 
further increases. 


Further Agency Testimony 


Mr. Merritt offered two exhibits, the first the proposed 
schedule of first and second class express rates, and a 21-page 
“book” tracing in tabular form the history of the express rates, 
and giving examples and comparisons of present and proposed 
rates and present and proposed parcel post rates, together with 
changes in the composition of first-class express traffic since the 
Commission express rate investigation in 1922. 

In an accompanying statement, Mr. Merritt said that, in 
the last 26 years, rates in the south and west had been in- 
creased very little over the 1920 rates and in a number of cases 
had been reduced. In that period, he continued, operating 
expenses had increased far above the increases in rates. He 
also said the proposed rates shown in the exhibit were lower 
than the October 13, 1920, rates in former zones 3 and 5 for 
distances beyond 1,300 miles, and in former zone 4, lower than 
the earlier rates beyond 350 miles. 

After examples of rates between points in the south and 
west, he said that, in formulating the eastern-southern scale, 
consideration had been givensto the present relative low level 
of rates in zone 1 which a map in his exhibit showed corre- 
sponding to Official Territory. He said it had been apparent 
for years that the level of rates in that zone, coupled with high 
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operating costs, could not produce sufficient net revenue ade- 
quately to compensate the railroads in the eastern group. For 
some time express privilege payments to eastern carriers showed 
need for a greater increase in zone 1 than in the other zones, 
he asserted. Accordingly, he continued, the new rates proposed 
imposed the greatest increase, except for very short distances, 
both in cents and percentagewise, in zone 1, with lesser in- 
creases in zone 2 (in the south) and still lower increases in 
zone 3 (in the west). He continued: 


Further study led to the conclusion that the scale of rates proposed 
for zone 1 if applied to zone 2 would produce a rate level in zone 2 
that would materially improve the financial returns from express service 
to railroads in that territory. It was, therefore, concluded that one 
common rate level applying to substantially all of the territory east 
of the Mississippi River should be adopted and that results in the scale 
now designated as the eastern-southern scale. 

The application of the eastern-southern scale within zone 3 would 
result in reductions in the present hundred pound rates for distances 
900 miles and beyond which would result in decreased revenues to 
the carriers in zone 3 territory, whereas the experience under the 
present rates indicates the need for more revenue for these carriers. 
The western scale was, therefore, constructed on a somewhat higher 
basis, reaching a maximum difference of 90 cents per 100 pounds for 
the longer hauls. The difference between the 100 pound rates under 
the two scales is materially reduced in the package charges which will 
be explained later on. The express rate structure consists principally 
of the schedule of first and second class express rates naming specific 
charges for each weight 1 to 100 pounds and approximately 80 per cent 
of all less-carload traffic is subject to rates and charges in this publi- 
cation. : 


He said the effect of the proposed new rates on zone 
relationships -was to eliminate entirely the present margin by 
which the rates in the southern territory, zone 2, exceeded 
rates in eastern territory, zone 1, and to place rates in both 
zones on a common level. They also had the effect of sub- 
stantially reducing the present margin by which rates west 
of the Mississippi River, zone 3, exceeded rates in the eastern 
territory, he said, adding that while the levels of rates had 
been changed in the zones, there had been no change in the 
Commission’s block and subblock system of stating and pub- 
lishing express rates. 


In a discussion of differences between express and parcel 
post rates, Mr. Merritt said the cost ascertainment report of 
the Post Office Department for the fiscal year 1946 showed the 
average weight of a parcel post shipment as 15 pounds. In 
this weight area, he said, there was a very wide spread in all 
parcel post zones between the parcel post charge and the ex- 
press charge, express being higher. He added that many 
shippers and receivers did not select their medium of trans- 
portation on the basis of charges alone, and, because of certain 
advantages they saw in express service, used that service 
notwithstanding the disparity in charges. This was shown by 
the traffic test, he said. He said the proposed express rates 
would further increase the spread between parcel post and 
express charges, but that it was not expected this would result 
in any substantial diversions to parcel post. He said shippers 
and receivers who routed their traffic strictly according to price 
had already changed over to lower priced services. 

After a discussion of the forecast of 180,000,000 shipments 
that was estimated to be handled in “a prospective year” under 
the increased rates, and calling the proposed rates “judgment 
rates,” representing the agency’s “best thinking at this time,” 
Mr. Merritt said the agency was seeking only to increase its 
first and second class rates, but requested that the interim 
increases in all other rates and charges authorized in the 
order of October 28, 1946, for a period of one year, be con- 
tinued without limitation. 


The Dakotas’ Position 


Mr. Aughnay offered an exhibit of 10 pages making various 
rate comparisons and mainly directed his attention to the 
increases proposed for shorter distances. He maintained that 
the present rates were too high. Referring to his exhibit, he 
said the proposed increase over present rates would be 53.5 
per cent at 12% miles, 48.9 per cent at 62% miles, 25.1 per 
cent at 250 miles and 12.1 per cent at 800 miles, reducing to 
one-half of one per cent at 2,850 miles. 

A verified statement was filed by C. A. Carr, rate expert 
for the South Dakota Public Utilities Commission, in charge 
of the traffic department, together with a four-page exhibit 
of rate comparisons from Minneapolis, Chicago, and Sioux 
City, Ia., to 10 representative South Dakota points. He said 
the average increase under the Commission’s October 28, 1946, 
order was 30 cents a package and that the increase now pro- 
Posed was an additional’ 20 cents a package for a 10-pound 
shipment, using the first-class rate. Typical of examples in 
his exhibit, he said, was a spread of 73 cents between the 
Proposed express charges and parcel post on a 10-pound ship- 
ment from Sioux City to Pierre. 
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Referring to spreads between express and freight and 
trucking rates shown in his exhibit, he said there was a con- 
tinuous increase in trucking to and from the state because 
of the more expedited service than by freight adding that 
“between the competing transportation agencies, the parcel 
post, freight and truck, we do not believe the express traffic 
will stand an increase as proposed. ...” He said it was the 
position of the state commission that the increases proposed 
would not result in additional revenue. 

A “protest” was also filed with the Commission on behalf 
of the Motion Picture Association of America, Inc. Distribu- 
tion of films, it said, was generally made from exchanges in 
32 shipping centers and to the centers from producing points, 
by the express agency. The individual shipment was less than 
100 pounds in weight, it said, and that a premium of about 
50 cents was to be placed on each shipment of this category. 
After referring to the rescinding of a 50 per cent reduction 
in express charges on return shipments, and a 10-cent fee 
imposed in the war period, the association said a careful 
analysis of express shipments had been made, adding that 
‘it was universally found that there had been a substantial 
increase in the time required for the delivery of shipments as 
compared with the Railway Express service which prevailed 
before the war,” the time lag varying from one day to “as 
many as twelve.” It said a small increase in rates would be 
justified if it was found such an increase would guarantee the 
standard of service heretofore established by the agency and 
that an increase without a substantial improvement afforded 
would be totally unjustified. If the increase allowed was large, 
it said, the motion picture companies would no doubt be 
compelled to use other means of transportation. 


Chicago Hearing in Three Cases 
Involving Revised Grain Rates 


A consolidated hearing in I. & S. No. 5465, Grain, W.T.L., 
S.W. and Official Territories, and I. & S. 5474, Grain, to Illi- 
nois and Ohio River Crossings, opened June 10 in the Hotel 
Sherman, Chicago, before Examiners Mackley and Hall. After 
conferring with participants, the examiners decided to hear 
separately the third grain case, I. & S. No. 5485, Grain, South- 
west to Kentucky and Tennessee, following the first two cases. 

The two consolidated cases propose revision of certain 
rates on grain, grain products and related commodities, in car- 
loads, in order to restore rate relationships disrupted by in- 
creases established under authority of Ex Parte 162. The rail- 
roads had.published proportional rates on grain, grain products 
and flaxseed which allegedly restored the rate relationships 
and market and gateway equalizations, effective January 1, 
1947, but a portion of such rates are now under suspension, on 
petition of the Department of Agriculture and of several ship- 
pers, including the corporation counsel, State of Oklahoma. 

The first two days of the hearing were devoted to testi- 
mony from carrier witnesses as to the methods used in reach- 
ing the new rates as increased by Ex Parte 162, the Commission 
in that case having authorized carriers to “readjust rates to 
restore rate relationships and market, gateway, and port equali- 
zations, to adhere to rate-break principles now in effect, such 
readjustment to reflect an average increase as closely equivalent 
to a 15 per cent increase in revenue as may be practicable.” 

As the hearing proceeded, it became apparent that western 
shippers were in general agreement with the railroads that the 
suspended rates should be reinstated, and that the Department 
of Agriculture constituted the chief opposition. 


At the start of the hearing, Frank B. Townsend, director 
of traffic, Minneapolis Traffic Association, announced that both 
carriers and shippers urged that the flax rates be set at 112 
per cent of whatever grain rates are set in the proceeding. 

The first witness was L. S. Hamilton, assistant general 
freight agent, Milwaukee Road, Chicago, who presented several 
exhibits for the western railroads, including a condensed state- 
ment of the percentages the proposed through combination rates 
are of the present rates from a number of western origin points 
to C.F.A., Trunk Line and New England territories, and also 
the percentages to the gateways. “The figures will establish 
the fact,” he said, “that although the individual increases to 
some of the destinations slightly exceed 15 per cent and in 
other cases (are) less than 15 per cent, on the whole the aver- 
age, as represented by 825 rates in this exhibit, is 115.7 per 
cent, which we believe to be in compliance with the Commis- 
sion’s order in Ex Parte 162. It is our position that the rates 
now under suspension conform to the Commission’s views. .. . 
The percentages shown are necessary to provide for equaliza- 
tion of the gateways and markets and to permit the rail carriers 
to secure revenues that the Commission authorized, having in 
mind that the railroads sought an increase of 25 per cent in 
the Ex Parte 162 proceedings.” 
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Mr. Townsend asked the witness if he were aware that a 
difference of one-half cent in the freight rate on grain would 
cost the grain producers in the northwest states millions of 
dollars annually. 

C. B. Bee, special counsel, Corporation Commission, State 
of Oklahoma, cross-examined Mr. Hamilton to bring out the 
point that in cases where the carriers could have reconstituted 
certain relationships by making just one increase, they instead 
took three increases to restore the relationships, a contention 
that was denied by railroad counsel. Mr. Bee was aided by 
C. J. Harris, traffic manager of the Enid, Okla., Board of Trade, 
and by Paul T. Jackson, Oklahoma Millers Association. Mr. 
Bee stated that the above exhibit by the witness showed that 
the carriers had taken a score of rate increases each amounting 
to more than one cent, but had taken only a few rate reductions, 
and in no case amounting to more than seven-tenths of a cent. 

Examiner Hall observed that apparently no testimony had 
been offered in Ex Parte 162 to guide the Commission in setting 
specific grain rates, to avoid questions such as those involved 
in the present proceedings. “Shippers should have realized 
that any percentage increase was bound to throw out of line 
certain gateways, and that the carriers would naturally solve 
the matter in a way advantageous to them,” he said. 

Hill for Official Territory Carriers 

The first witness the morning of June 11 was E. V. Hill, 
member of the auxiliary committee, C.F.A., Chicago, appearing 
on behalf of all Official Territory carriers. Mr. Hill was placed 
on the stand by F. H. Cole, assistant general attorney, Balti- 
more & Ohio Railroad, Cincinnati. The witness traced the 
history of grain rates from 1870 to the present for the purpose 
of showing that the railroads had observed the historically rec- 
ognized basis of relationships in arriving at the present rates 
and the rates under suspension, and that the proposed revision 
is well within the meaning of the Commission’s order in Ex 
Parte 162. 

He presented several exhibits, one of which showed the 
grain rates under suspension in Eastern Territory in I. & S. 
No. 5465. The first page of that exhibit, he said, showed that 
the suspended rates on grain from Chicago, Peoria, Ill., and 
East St. Louis, Ill., to base points in C.F.A., T.L.A. and N.E.F.A. 
territories, averaged 114.6 per cent of the rates in effect 
June 30, 1946— .4 per cent higher than the increase which 
would result from an automatic application of the 15 per cent 
increase, but still .4 per cent under 115 per cent. 

Mr. Hill added: 


Considering the present and suspended adjustment as a whole, my 
testimony shows that the rates which have been readjusted since 
January 1, 1947, to restore relationships have not been increased more 
than authorized by the Commission in Ex Parte 162 and that the same 
would be true of the proposed revision if permitted to become effective. 
The carriers which I.represent urge that the suspended rates be per- 
mitted to become effective, amended as may be necessary to correct 
clerical errors, so that the whole adjustment may again be in proper 
relationship as between its several parts. 


He presented exhibits showing clerical errors in certain 
rates under suspension and the rates that carriers propose to 
publish in lieu thereof to correct said errors. One exhibit 
showed that whereas the eastern carriers had proposed a rate 
of 18 cents a 100 pounds from East St. Louis to a number of 
points in Indiana and Michigan, the carriers now propose to 
publish a rate of 16.5 cents, and further propose to lower the 
rate from Cairo, Ill., to the same points, from 20.5 cents to 
19 cents. f ‘ 

“The present rates on grain from Chicago, including the 
Ex Parte 162 increases, are 98.7 per cent of the rates in effect 
September 28, 1921, approximately 26 years ago,” Said Mr. Hill. 

In cross-examination, the witness replied to Mr. Townsend 
that he had received no protests from any western shipper on 
the tariffs which were suspended. 


Asked by a representative of the Toledo Board of Trade 
if that organization had ever intimated to the carriers as to 
how the grain adjustments should be made in Ex Parte 162 
(as alleged by the Department of Agriculture in its petition 
for suspension), the witness stated, “No.” Mr. Hill said that 
if any of the grain rates proposed by the carriers had not been 
adjusted according to his descripton of the method used, the 
carriers would make the necessary adjustment. 


Cross-Examination by Matson 


The witness was questioned at length by Walter D. Matson, 
Washington, D. C., U. S. Department of Agriculture, who, to- 
gether with Howard D. Bergen, grain rate expert, represented 
the D.A. in the proceedings. Mr. Hill said that a total average 
increase in grain rates of 115.9 per cent over the rates in effect 
June 30, 1946, as proposed by the carriers, is “as close as you 
can get to the Commission’s order and still do a good job of 
maintaining all relationships.” 

If the carriers started with the present rates and made 
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the necessary adjustments downward to reach the proper re- 
lationships, they would wind up with average rates of 109 per 
cent of the June 30, 1946, rates, instead of 115 per cent ordered 
by the Commission, said Mr. Hill. Asked by Mr. Matson if 
he took into account that the rail carriers had sought an in- 
crease of 25 per cent in the Ex Parte 162 proceedings, the 
witness said, “No.” 

Examiner Mackley, observing that Mr. Matson had said 
there were no complaints from receivers in C.L.A. territory 
nor at the gateways to the rates under suspension, asked the 
latter exactly whom the Department of Agriculture represented 
in the proceedings. Mr. Matson said he represented the farm- 
ers and the consumers, and also represented the Commodity 
Credit Corporation of the Department, “the largest shipper of 
grain in the country.” 

A representative of the Chicago Board of Trade asked 
Mr. Hill if any board representative had sought to influence the 
carriers in their rate proposals, and upon the witness’ denial, 
moved that that part of the Department of Agriculture’s sus- 
pension petition be deleted, a motion denied by the examiners. 


Position of Southwestern Lines 


B. E. Thomas, member of the rate committee, Southwestern 
Freight Bureau, was the last carrier witness to take the stand. 
Mr. Thomas presented an exhibit showing rates as of June 30, 
1946, and January 1, 1947, on grain and grain products from 
interior Kansas origins to destinations in Texas and Louisiana 
Groups 1, 2 and 3. “The rates published by the southwestern 
lines and under suspension,” he asserted, “will restore the re- 
lationships, preserve the combination bases and the equaliza- 
tions prescribed by the Commission.” 

The southwestern carriers have been in session since the 
receipt of the order in Ex Parte 162 readjusting the rates 
within the territory, he said. The work has just been com- 
pleted and the tariffs will be filed as soon as they can be 
printed. “The southwestern lines here defend the suspended 
schedules as they did in their petition of April 21, 1947, with 
additional facts going to show that there is no other plan under 
which the order in Ex Parte 162 may be complied with 
under which the carriers would receive the increases the Com- 
mission granted in that case.” 

Whereas the Department of Agriculture had previously 
stated that while it is interested in the adjustment it is neutral 
as between the markets, said Mr. Thomas, it developed at a 
conference in Washington April 10 among the southwestern 
carriers, protesting: parties, and the Commission’s staff, that 
the Department of Agriculture was opposed to all advances 
in rates and in favor of all reductions. 


Veterans Meet 


About eighty industrial railroad and government traffic men 
and attorneys, styling themselves the Veterans of Docket 17000, 
Part VII, met at dinner the evening of June 11 and exchanged 
reminiscences. Among them were some twenty who had par- 
ticipated in the Hoch-Smith grain cases since their inception 
more than twenty years ago. 

Frank Townsend, “sergeant-major,” and head of the in- 
formal organization, made the arrangements and presided. Rob- 
ert J. Bayer, editor of the Traffic World, was toastmaster. 
There were brief talks by Examiners Mackley and Hall, A. B. 
Enoch, Toby Bee, Ed Byars, Frank Leffingwell, Hugh Driscoll, 
George Hoffelder, William T. McArthur and E. B. Smith. 


WEST-BOUND FORWARDER RIGHTS SOUGHT 


Merchants Shippers Association, Inc., by an application in 
FF-51, Sub. 1, has asked the Commission for a permit to insti- 
tute operation as a freight forwarder, through use of the 
facilities of railroad, express, water, air or motor carriers, in 
the transportation of general commodities from points in Ari- 
zona, California, Nevada, Utah, Oregon, Washington and Idaho 
to points in Louisiana, Arkansas, Missouri, Kansas, Nebraska, 
South Dakota, North Dakota, and points in the United States 
east of such states. 

According to the application, Merchants is now authorized 
to perform an east-bound operation and seeks to engage in 
freight forwarder service in both directions. 


LUNCHEON HONORS COULTER OF T. P. & W. 


A luncheon honoring Russel Coulter, president of the 
Toledo,: Peoria & Western Railroad, was held June 12 at the 
Pere Marquette Hotel, Peoria, Ill. A group of newspapermen 
and carrier officials later inspected the East Peoria yards of 
the railroad and made a brief trip over a section of the line, 
participating in a ceremony marking the rebirth of service on 
the railroad. Operations of the T. P. & W. were resumed 
April 21, following settlement: of an 18-month labor dispute 
(see Traffic World, April 26, p. 1336). 
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Industry Opposes Eastern Rail 
L. C. L. Increase Proposal 


The first of replies in opposition to the request of eastern 
railroads for leave to file tariff schedules proposing increased 
less-carload and any-quantity freight rates, for sixth section 
and fourth section relief, and for modification of outstanding 
orders, to be made effective July 20, after statutory notice (see 
Traffic World, June 7, p. 1781), have been filed with the Com- 
mission by the Chicago Association of Commerce and Industry, 
Automobile Manufacturers Association (Detroit, Mich.), Gard- 
ner (Mass.) Chamber of Commerce, and the Traffic Committee 
of the Screw Manufacturing Industry (New York, N. Y.) - 

The Chicago association asked the Commission to deny the 
petition insofar as it sought authority to permit rates to be- 
come effective without, it said, ‘full and complete opportunity 
for all interested parties to be heard,” and also afford an op- 
portunity to present evidence on the question of lawfulness and 
reasonableness of the proposal. 

Although it participated in the hearings held by the traffic 
executives at Chicago on May 9 and May 23, the association said 
it was impossible to make a full and complete reply within the 
limited time available, pointing out that it did not receive the 
railroads’ petition until June 6. But, it declared, the proposal 
represented a radical departure from past practices of rate mak- 
ing, and would provide a separate scale for the movement of 
less-carload and any-quantity shipments that was not in any 
way related to the scale of rates applicable on carload traffic ex- 
cept for hauls in excess of 580 miles, at which point the present 
scales were increased 10 per cent, and added: 


The proposed scale not only results in an increase in the spread 
between carload and less-carload, but provides a different relationship 
for different distances. Due to the high rate for short distances the 
difference between the carload and less-carload rate gradually decreases 
as the distance increases until at 580 miles a fixed relationship is 
reached wnich remains relatively the same for hauls of greater distances. 

Because of the substantial change in scale construction the effect 
upon distribution of traffic cannot be readily determined since it will 
vary depending upon the proportionate hauls from and to the distribu- 
tion point. The relationship between less-carload and carload rates is a 
matter of vital concern to shippers and an important factor in the 
determination of marketing areas. While there may be a need for some 
increase in the less-carload rates due to cost factors which are not 
present in the handling of carload traffic, nevertheless the proposed 
scale is such a radical departure from the rate scales previously applied 
and is, for the first time,.a departure from the practice of relating 
carload and less-carload rate scales that its establishment should not 
be permitted without a full and complete hearing and opportunity 
afforded the shipping public to determine the effect upon distribution 
and shipping practices. 


The association said that industries had spent thousands 
and thousands of dollars to establish marketing and distributing 
arrangements which might be seriously disrupted and invest- 
ments destroyed as a result of such an important departure in 
rate making. Referring to the General Class Rate Investigation, 
1939, 262 I. C. C. 477, in which it said the Commission consid- 
ered a request of the motor carriers to increase less-carload 
rates and declined such request with the comment that a 10 
per cent reduction in carload class rates in the south and west 
while the less-carload class rates were left unchanged, would 
unquestionably materially affect the competitive relations be- 
tween the shippers shipping in less-carload quantities and those 
Shipping in carloads, the association declared that the proposal 
of the eastern roads would result in disturbing the relationship 
far more than the 10 per cent referred to in that case. 


The proposal to apply the new scale between points within 
Official Classification territory without making similar adjust- 
ments on interterritorial traffic, or on intraterritorial traffic in 
western and southern territories, said the association, would 
result in unjust discrimination and undue prejudice to shippers 
located within official territory. It said the rates on commodi- 
ties that had been fixed by the Commission from points in 
southern territory to points in O. C. territory would be much 
lower than the rates between points within official territory, 
thus unduly penalizing northern manufacturers to the prefer- 


cond of southern manufacturers. For example, the association 
Stated: 






In State of Alabama, et al., versus New York Central Railroad Co., 
et al., 235 I. C. C. 255, the Commission fixed rates on stoves from the 
south to the north on a basis of rates comparable to those applicable 
between points within official territory. As a result of that decision 
the rate on stoves, or ranges from Chattanooga, Tenn., to Cincinnati, 
0., for a distance of 338 miles became 71 cents. This is exactly the 
Same as the rate from Belleville, Ill., to Cincinnati, O., for a distance 
of 339 miles. Under the decision of the Commission in Increased Rail- 
way Rates, Fares and Charges, 1946, Ex Parte No. 162, 264 I. C. C. 695, 
when the rates in official territory were increased 25 per cent and rates 
within the south only 20 per cent, the rate from Belleville, Ill., to 
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Cincinnati, O., became 89 cents, whereas from Chattanooga the rate 
became 85 cents, or 4 cents lower than the rate from Belleville. Under 
the proposed scale the rate from Belleville to Cincinnati will be further 
increased to $1.03 and will then be 18 cents higher than the rate from 
Chattanooga, although the distance is approximately the same. 


The association said that many other examples could be 
cited but the above illustrated the extent to which official terri- 
tory would be penalized if the proposal was permitted to be- 
come effective. 

The association said that while it appreciated railroads in 
official territory were in need of increased revenue, and it did 
not oppose their request in Ex Parte 162, such need for revenue 
was not paramount to the maintenance of a just, reasonable 
and lawful rate structure. 


Auto Association Wants Costs 


The Automobile Manufacturers’ Association said the objec- 
tive of the railroads was inconsistent and ignored the “obvious 
and admitted fact” that any-quantity freight and less-carload 
freight moving in quantities of 10,000 pounds and over was 
attractive and remunerative traffic. It also called attention to 
the request of the Commission in Nos. 29555 and 29556 for cost 
data on ]-c-l shipments and said the petition should be denied 
as to traffic that did not require pick-up and delivery service, 
or action should be deferred until the Commission was in pos- 
session of dependable less-carload cost data. 

The association said the Official Territory railroads had 
stated in hearings with shipper representatives that the cost of 
station handling and pick-up and delivery had increased to 
abnormal degree. It added that more emphasis was placed on 
these services, and that it was admitted increased station ex- 
pense was due largely to obsolete facilities and outmoded equip- 
ment which the installation of modern and improved methods 
of freight handling would eliminate. This, it continued, left 
the classification of pick-up and delivery freight as responsible 
for the greatest element of increased costs. Increases should 
be applied in connection with services that were unremunera- 
tive and not susceptible of change for the better, it said. 


Screw Manufacturing Traffic Committee 


The Traffic Committee of the Screw Manufacturing Indus- 
try asked that the petition of the railroads be denied and that 
the Commission investigate to determine the reasonableness of 
the proposed increases. It said the rates proposed showed an 
average increase of 15 per cent, depending on distance, and 
that these increases, the 25 per cent increase in Ex Parte 162, 
and the new increases superimposed on proposed increase of 
carload rating on iron and steel articles from class 40 to 4th 
class contained in named tariffs, if allowed to become effective, 
would create increases over the June, 1946, rates of from 73 
to 221 per cent. 

The Gardner (Mass.) Chamber of Commerce, in asking 
denial of the petition, said many manufacturers of furniture 
and stoves distributed a large part of their production direct 
from factory on less-carload class rates and that the proposed 
increases would increase the delivered cost of those products 
causing increased buyer resistance and loss of volume. It said 
price differentials as between carload and less-carload buyers 
depended on the ratio of carload to less-than-carload rates, 
adding that “the distortion of these relationships under the 
proposed schedules will be terrific.” The small merchant and 
consumers in the small town would be the relative losers, it 
said. It asserted, also, that the relationships between some 
competing shippers in different territories would be “grotesquely 
changed,” alleging that stoves from the south to Official Terri- 
tory had been put on the same mileage scale as within Official 
Territory in No. 27746. Rates on the same stoves from the 
south, distorted in favor of the south by lower Ex Parte 162 
increases, and not increased in No. 28300, the class rate case, 
would be still further distorted in favor of the south on l. c. 1. 
traffic by the petition, it said. 

It said carriers had included in their costs the pick-up and 
delivery costs, adding that “there are many stations at which 
no pick-up and delivery service is given,” and that “there is no 
pick-up and delivery service at more than half of the stations 
in New England.” 


TRAFFIC CLUB TO BE FORMED AT N.Y. U. 


Dr. Frank .E. Asher, professor in charge of the advanced 
courses in traffic management and transportation at New York 
University was recently tendered a testimonial dinner at the 
Fifth Avenue Hotel by students who have completed his 
courses. As a result of Dr. Asher’s comments on the importance 
of education and cooperation among traffic men, a committee 
was formed to create a traffic club at the university. Meetings 
are expected to begin in September. 
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U. S. Supreme Court Denies Plea 
for Class Rate Case Rehearing 


The decision of the Supreme Court of the United States 
upholding the Commission’s “interim” order in No. 28300, Class 
Rate Investigation, 1939, and No. 28310, Consolidated Freight 
Classification, in three suits attacking that order, became con- 
clusive on June 9 when the Supreme Court announced denial 
of petitions for rehearing filed by the appellants in two of those 
suits shortly before expiration of the 25-day period after the 
court’s decision within which rehearing petitions might be filed 
(see Traffic World, May 17, p. 1559, and June 7, p. 1767). 

The court’s order denying rehearing was entered in No. 343, 
State of New York et al., Appellants, vs. United States of 
America et al., and No. 344, State of Maine et al., Appellants, 
vs. United States of America et al. The other suit attacking 
the Commission’s class rate order was docketed in the Supreme 
Court as No. 345, The Atchison, Topeka & Santa Fe et al., 
Appellants, vs. United States of America et al., and no petition 
for rehearing was on record in that case. 

Nine states, including New York, were the appellants in 
No. 343, and governors of the New England states were the 
appellants in No. 344. The Commission’s order in No. 28300 
required “present” class rates in and between southern, western 
trunk-line and southwestern territories, and between those 
territories on the one hand and official territory on the other, 
to be reduced 10 per cent, and required “present” class rates 
within official territory to be increased 10 per cent. 

Attorneys for the appellants in Nos. 343 and 344 filed their 
rehearing petitions and motions to defer issuance of the 
Supreme Court’s mandate on June 6, the last day of the 25-day 
period in which the parties could have asked for rehearing. 

Referring to nine alleged errors in the Supreme Court 
decision, the nine states said in view of the importance of the 
case to their citizens, the seriousness of the issues, and the 
consequences the decision would undoubtedly have as a prece- 
dent, “rehearing should be had in order that the issues may 
be more fully discussed and considered and the errors de- 
scribed corrected.” 


Errors Charged 


The states said the court erred in failing to hold the Com- 
mission’s order invalid for lack of essential preliminary find- 
ings and “in attempting to supply that lack by findings based 
upon its own examination of the evidence,” in this, they said, 
acting in conflict with long established principles laid down by 
its decisions. The decision was at variance with what had 
theretofore been regarded as essentials for an order required 
increases in freight rates and unduly enlarged the Commission’s 
authority to prescribe minimum rates, said the states. Other 


errors ascribed to the court, as summed up by the nine states, 
were: 


In holding that a finding of discrimination can be based upon dif- 
ferences not in rates charged but in rates which are described by the 
same name but have different purposes in different territories, the court 
errs and has introduced into the law a new conception of discrimina- 
tion under section 3 of the act. 

It was error to conclude that a valid ultimate finding of undue pref- 
erence and prejudice could be predicated upon the existence of dif- 
ferences in rates published in tariffs without findings or proof that 
these rates are actually charged for the transportation of similar and 
competing freight. If the court was led to believe that there were such 
findings or itself made such findings, this was in error. 

The court was in error in its conclusion as to the -Commission’s 
findings and as to the sufficiency of the evidence of territorial injury 
from the differences in class rate levels to sustain an ultimate finding 
of undue prejudice and preference. 

The decision rests upon incorrect conclusions as to the cost com- 
putations and reflects other erroneous impressions or assumptions. 

The court errs in holding that in the absence of a finding that the 
class rates in official territory are less than compensatory, the Com- 
mission may nevertheless order an increase in those rates on the ground 


that it is impractical to reduce the rates in the south and west to the 
official level. 


New England Governors Cite Dissents 


Among other things, the New England governors referred 
to the dissenting opinions of Justices Frankfurter and Jackson 
as setting forth the errors in the majority opinion. In addition, 
it said, the court had erred in sustaining the section 3 finding 
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of the Commission, in that, while the record did not warrant 
a finding that differences between the intraterritorial class 
rates, and the interterritorial class rates into official territory 
resulted in-injury to southern and western shippers, the court 
concluded that “nevertheless the ‘absence of a non-discrimina- 
tory’ class rates ‘structure’ injured southern and western terri- 
tories themselves, such injury being inferable from the differ- 
ences in the economic conditions in the south and west on the 
one hand and in official territory on the other hand.” The 
Commission’s ultimate finding as to territorial discrimination, 
said the governors, was based solely on the relation between 
intraterritorial and interterritorial class rates (not the absence 
of a non-discriminatory class rate structure) and on the sup- 
posed effect of these rates on shippers. The court had erron- 
eously sustained the Commission’s finding by substituting find- 
ings of its own, they asserted. 

The New England governors also said the court erroneously 
sustained the Commission’s order requiring a 10 per cent reduc- 
tion in intraterritorial class rates in the south and west al- 
though neither southern nor western intraterritorial rates were 
found by the Commission to be discriminatory or violative of 
section 3. The only finding with respect to those rates, by the 
—— was that they violated section 1, the governors 
said. 

After saying the Commission’s subsequent decision in Ex 
Parte 162 showed that those rates were less than maximum 
reasonable rates, and repeating that the Commission had made 
no section 3 finding with regard to those rates, the governors 
said ‘“‘the ordered reduction of southern and western intra- 
territorial rates is wholly unwarranted and, as the Commis- 
sion’s order is integral, the entire order falls. The Commission 
plainly did not intend any part of its order to stand unless all 
of it might stand.” 

In concluding their petition, the governors quoted Justice 
Jackson as to the $15,000,000 a year he said would be added 
to the rate bill of.the northeastern section of the country. 


Trainmen’s Right to Intervene 
in “River Road” Case Upheld 


The Supreme Court of the United States, in an opinion 
written by Justice Murphy and handed down June 9 in No. 970, 
Brotherhood of Railroad Trainmen, an Unincorporated Associa- 
tion, Appellant, vs. The Baltimore & Ohio Railroad Co. et al. 
reversed the judgment of the federal district court at Chicago 
by which the Brotherhood of Railroad Trainmen had been de- 
nied leave to intervene in a proceeding in which trunk-line rail- 
roads serving the Chicago switching district assailed action of 
the Chicago River & Indiana Railroad Co. (River Road) in pro- 
posing imposition of a handling charge of $12.96 per outbound 
loaded car from the Union Stock Yards at Chicago, while using 
its own train crews in this switching service, and thus setting 
aside an arrangement under which the trunk-line roads had 
furnished their own power and train crews and had paid $1 a 
car for moving their livestock cars over the trackage operated 
by the River Road. 

The River Road adopted the new arrangement after its 
employes represented by the trainmen’s brotherhood had 
threatened a strike, in January, 1946. 

The trunk-line roads assailed the proposed change in the 
switching service as in violation of a 1922 order of the Com- 
mission in the so-called Chicago Junction Case, 71 I. C. C. 631 
The federal district court enjoined institution of the new switch- 
ing arrangement of the River Road and held that the facts rela- 
tive to the labor dispute between the trainmen’s brotherhood 
were “irrelevant and immaterial.” 


Justice Murphy observed that in the Chicago Junction case 
the Commission, in May, 1922, had approved purchase by the 
New York Central of all the capital stock of the River Road 
and had authorized the leasing to River Road of all the prop- 
erties of the Chicago Junction Railway Co. (Junction) for 99 
years and thereafter, at the lessee’s option, in perpetuity. He 
said that the trackage and switching facilities at the Union 
Stock Yards, connecting with various trunk lines, were among 
the properties in question. He noted that the Commission’s ap- 
proval of the transaction was made subject to various conditions, 


adn that the third condition was that “the present traffic and 
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operating relationships existing between the Junction and River 
Road and all carriers operating in Chicago shall be continued, 
in so far as such matters are within the control of the (New 
York) Central.” 

Soon after the River Road had notified the trunk-lines, on 
January 25, 1946, that on and after February 1, 1946, their cars 
would be moved over the River Road trackage by means of 
River Road power and crews at $12.96 a day per outbound 
loaded car, Justice Murphy said, the trunk-line railroads 
brought the instant suit for preliminary and permanent in- 
junctions under section 16(12) of the interstate commerce act 
against New York Central, River Road and Junction, alleging 
that the new practice violated the 1922 order of the Commis- 
sion. He said the River Road pointed out that the change in 
its practice resulted from a settlement between it and the train- 
men’s brotherhood, bargaining agent for the River Road train- 
men, over the work involved in the livestock car movements. 

“Three days after the preliminary injunction became ef- 
fective,” Justice Murphy continued, “the brotherhood asked 
leave to file its special appearance for the purpose of moving 
to vacate the injunction and to dismiss the proceedings for fail- 
ure to join the brotherhood and its members as indispensable 
parties. This motion was denied. River Road then filed its 
answer to the original complaint, pointing out that the changed 
arrangement resulted from the labor dispute with the brother- 
hood and contending that this new practice did not violate the 
1922 Commission order. The Brotherhood thereafter filed its 
motion to intervene generally as a party defendant alleging 
that the primary purpose of the suit was to nullify its agree- 
ment with River Road and to deprive the brotherhood members 
of the work they were performing under that agreement and 
that the brotherhood members were therefor indispensable par- 
ties. The contention was made that the brotherhood had an 
unconditional right to intervene by virtue of section 17(11) of 
the interstate commerce act and rule 24(a)(2) of the federal 
rules of civil procedure; and 28 U. S. C. section 45a was later 
added in support of this contention.. But the motion to inter- 
vene was denied by order, without opinion. 


“The district court then allowed an appeal to this court 
from its order denying intervention. The appellee railroads 
moved to dismiss the appeal on the ground that such an order 
was not final and hence was not appealable, the brotherhood 
not being entitled to intervene as a matter of right. We post- 
poned further consideration of the question of our jurisdiction 
to review the order to the hearing of the appeal upon the 
merits. 


“Ordinarily, in the absence of an abuse of discretion, no 
appeal lies from an order denying leave to intervene where 
intervention is a permissive matter within the discretion of the 
court. But where a statute or the practical necessities grant 
the applicant an absolute right to intervene, the order denying 
intervention becomes appealable. .. .” 


Concluding paragraphs of the Supreme Court’s opinion 
follow: 


Some statutes speak of intervention ‘‘as of right.’’ Thus where 
suit is brought by or against the United States to enforce or set aside 
a Commission order, the Commission or the parties in interest to the 
proceeding before the Commission ‘‘may appear as parties thereto... 
as of right.’”’ 28 U. S. C. sec. 45a. In such a case, the right to inter- 
vene is absolute and unconditional. ... 

No less absolute or unconditional is the right to intervene under 
section 17(11), which permits intervention where the employes are 
affected by the proceeding. To be sufficiently affected within the mean- 
ing of this provision requires that the employes be prejudiced or bound 
by any judgment that might be entered in the case, as is the situation 
relative to the River Road employes. Once it is clear that an effect of 
that degree is present, however, there is no room for the operation of 
a court’s discretion. Whether the employes’ interests should be asserted 
or defended in a proceeding where those interests are at stake is a 
question to be decided by the employes’ representative, not by the 
court. The statutory term ‘‘may intervene’’ thus means ‘‘may intervene 
if the employes’ representative so chooses’’ rather than ‘‘may intervene 
in the discretion of the court.’’ And if the representative does choose 
to intervene, it may do so as a matter of right within the meaning of 
rule 24(a)(1) of the federal rules of civil procedure. Such is this case. 

We thus conclude that section 17(11) gives the brotherhood an 
absolute right to intervene in this proceeding, making it unnecessary 
to discuss whether, and to what extent, the brotherhood would have had 
such right apart from section 17(11). It follows that we have jurisdic- 
tion to consider the appeal on its merits. And in the exercise of that 
jurisdiction, we reverse the judgment of the district court denying 
leave to the brotherhood to intervene. 





PHILLIPS MOTOR LINES REORGANIZATION 


The Phillips Motor Lines, Inc., has been ordered by Fed- 
eral Judge William H. Atwell of the Dallas federal district 
court to continue under present management until disposition 
is made of the company’s petition for reorganization. The order 
was issued when it was decided that further hearings would 
be held before action is taken on the petition. 
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In the firm’s petition for reorganization it listed corporate 
stock of 400 shares at $100 par value each. All capital stock, 
owned by Ray G. Chandler, John L. Harrison, Jr., John L. 
Harrison, Sr., and William R. Taylor, is in possession of a 
Dallas bank as security on a $40,000 loan. 


Susquehanna Contract Case Left 
Unchanged by Highest Court 


Action of the Circuit Court of Appeals for the Second cir- 
cuit on a case bringing into issue the disaffirmance by the late - 
Walter Kidde as trustee of the New York, Susquehanna & West- 
ern of a contract with the New Jersey Junction Railroad Co., a 
New York Central subsidiary, relating to a building and use of 
certain tracks of the Susquehanna by the New York Central 
subsidiary was permitted to remain in effect by the Supreme 
Court of the United States as it denied a petition for certiorari 
on June 9 in two cases involving the contract disaffirmance. 

The cases were docketed in the U. S. Supreme Court as No. 
1418, New York Central Railroad Co., New Jersey Junction 
Railroad Co. and Erie Railroad Co., Petitioners, vs. Henry K. 
Norton, successor trustee of the New York, Susquehanna & 
Western Railroad Co., and No. 1419, New York Central Railroad 
Co., New Jersey Junction Railroad Co. and Erie Railroad Co. vs. 
New York Life Insurance Co. and The Prudential Insurance 
Company of America. Questions relating to reorganization of 
the Susquehanna were among those involved in the two cases. 
The federal district court of jurisdiction had held that the trus- 
tee of the Susquehanna had no power to disaffirm the contract, 
entered into in 1904. The disaffirmance notice was issued in 
August, 1942. The federal appeals court vacated the lower 
court’s decree, holding that the lower court’s action was pre- 
mature until the Commission had acted on the question whether 
the trackage right of the New York Central over the Susque- 
hanna properties should be terminated or whether there should 
be an arrangement under which compensation would be charged 


- by the Susquehanna for the handling of New York Central cars 


on the Susquehanna tracks, providing access to industrial prop- 
erties on the New Jersey shore of the Hudson River. 


Bush Terminal Railroad Loses 
on Plea to Highest Court 


By denial of a petition for a writ of certiorari in No. 1310, 
Bush Terminal Railroad Co., Petitioner, vs. Bush Terminal 
Buildings Co., the Supreme Court of the United States on June 
9 left undisturbed a decision of the Appellate Division of the 
New York Supreme Court, handed down November 18, 1946, 
affirming a decision of the New York Supreme Court whereby 
substitution by the Bush Terminal Railroad Co. of truck-service 
between one of the Bush Terminal Buildings Company’s build- 
ings in Brooklyn and a Brooklyn freight house was held to be 
contrary to the terms of a contract between the railroad com- 
pany and the buildings company, executed in 1911. 

The Commission had upheld the Bush Terminal Railroad 
Co. after the buildings company had contested the institution 
by the railroad company of the truck service to and from the 
industrial building in question, in lieu of direct freight car 
service. The Commission concluded, in its decision, that it was 
not necessary to use rail freight cars on the short haul from 
the industrial building to the freight house, where the freight 
moved by truck from the industrial building was loaded into 
freight cars. The New York Supreme Court overruled a con- 
tention of the Bush Terminal Railroad Co. that the rail service 
to the industrial building in question would be discriminatory 
against other shippers in the area, to whom the freight car 
service was not available, held that the industrial buildings of 
the Bush Terminal Buildings Co. constituted public stations, and 
required performance of the contract by the railroad company. 





Court Hears Motion to Replace 
Igoe in Rock Island Case 


The circuit court of appeals at Chicago on June 11 heard 
a petition of senior bondholders of the Chicago, Rock Island & 
Pacific Railway to have a circuit judge replace District Judge 
Michael L. Igoe for the remainder of the road’s reorganization 
proceedings: Judge Evans A. Evans, senior member of the 
court took the petition under advisement, and announced that 
interested parties could submit briefs up to June 17. 

The circuit court on June 9 had ordered Judge Igoe to 
confirm the reorganization plan without his amendment giving 
himself authority to name three of the five reorganization man- 
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agers. “Judge Igoe does not have the right to substitute a 
means of execution contrary to, and in derogation of the pro- 
visions of the reorganization plan,” stated the higher court’s 
order, which was signed by Judges J. Earl Major, Otto Kerner 
and Sherman Minton. Judge Igoe had contended at a hearing 
May 23 that the appointment of the reorganization managers 
nominated by the bondholders would place the railroad under 
control of “insurance companies and eastern bankers.” 


District Judges Support Igoe 


Judges of the district court on June 6 considered a re- 
quest by Judge Igoe that the Rock Island case be transferred 
to another member of the district court, because “I am unwill- 
ing to remain in any case where prejudice is alleged.” 

The district court judges reassigned the case to Judge Igoe. 
While presenting no endorsement of Judge Igoe’s actions in the 
Rock Island case, the judges stated: 


The statutes provide a remedy by petition for change of venue 
when any party may feel that the judge before whom the case is pend- 
ing is prejudiced against him, and give a sufficient remedy in such a 
situation. 


The memorandum expressed the view that any other 
member of the district court assigned to the case would be 
placed in the same position in which Judge Igoe is placed. 


New Pullman Directors Named 
to Court by Buying Railroads 


The 57 railroads upon which is operated practically the 
entire sleeping car service of the country, and which are to 
purchase the stock of the Pullman Company, on June 11 filed 
in the U. S. District Court in Philadelphia the names of the 
individuals selected to make up the initial board of directors 
upon the completion of the purchase. 

The men chosen for places on the board of directors are 


representatives of business interests from all sections of the - 


country. They are: 


Byron S. Harvey, Jr., president, Fred Harvey, Inc., Chicago; J. M. 
Harding, Omaha, Neb.; Edward M. Durham, Jr., St. Louis, Mo.; Joseph 
W. Shands, president, Atlantic National Bank, Jacksonville, Fla.; 
Ralph Nicholson, publisher, New Orleans, La., Item; John Mcf. Barr, 
president, First National Bank, Louisville, Ky.; Michael A. Morrissey, 
chairman, American News Company, New York; John J. McKeon, 
senior partner, Chas. W. Scranton & Co., New Haven, Conn.; George H. 
Love, president, Pittsburgh, Pa., Consolidated Coal Company; John A. 
Stevenson, president, Penn Mutual Life Insurance Company, Phila- 
delphia, Pa.; C. R. Harding, assistant to the president, Southern Pacific, 
San Francisco, Cal.; Charles H. Westbrook, comptroller, Chicago and 
North Western, Chicago; John J. Rowe, president, Fifth-Third Union 
Trust Company, Cincinnati, Ohio; Wilfred Sykes, president, Inland 
Steel Company, Chicago; George A. Eastwood, chairman, Armour and 
Company, Chicago; Charles F. Codere, president, St. Paul Fire and 
Marine Insurance Company, St. Paul, Minn. 


None of the proposed directors is a director or officer of 
a railroad company, except Mr. Harding and Mr. Westbrook. 
Both will sever their railway connections on their election as 
directors of the Pullman Company. 

Counsel for the buying group of railroads in this pro- 
ceeding are: Emmett E. McInnis, vice-president and general 
counsel, Atchison, Topeka and Santa Fe; Jacob Aronson, vice- 
president and general counsel, New York Central; John Dick- 
inson, vice-president and general counsel, Pennsylvania Rail- 
road, and Henry L. Walker, assistant general solicitor, South- 
ern Railway. 


The purchase of the stock of the Pullman Company by the 
Buying Group on Railroads was approved by the U. S. district 
court and confirmed by the U. S. Supreme Court. The Inter- 
state Commerce Commission also approved. 


The railroads propose to continue the Pullman Company 
so as to serve railroads desiring its services on a non-discrim- 
inatory basis. Not later than December 31, 1948, it is to be 
changed into a purely service company, which will continue 
the so-called “hotel servicing’ of sleeping cars for all rail- 
roads desiring such services, and will also supply available 
pool sleeping cars as individual railroads require them. It is 
planned ultimately to dispose of the company to independent 
interests outside the railroad field. 


The purchase price for the 731,350 shares in the sleeping 
car company was fixed at $40,202,482, plus a further liquida- 
tion dividend and other payments to or for Pullman Incorpo- 
rated, amounting to $5,700,000, to be made by The Pullman 
Company before the stock delivery date. 

The purchase price was based on agreed values as of De- 
cember 31, 1945, of the Pullman properties to remain in the 
company under the new stock ownership. These properties in- 
clude six repair shops and ten laundries, a large inventory of 
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materials and supplies, and more than 6,000 sleeping and com- 
posite cars. 

In addition, The Pullman Company, at the close of 1945, 
sold to the railroads on which they were then being operated 
more than 600 lightweight sleeping and composite cars for ap- 
proximately $35,000,000, and included those proceeds in liqui- 
dating dividends paid to Pullman Incorporated in 1946. These 
lightweight cars are currently being operated by The Pullman 
Company under a leasing arrangement with the owning rail- 
roads. 

The closing agreement filed in court June 11 sets out in 
detail for the court’s approval, the necessary provisions to 
effectuate the stock sale authorized in January, 1946, as a con- 
cluding step in the Pullman anti-trust suit which was begun by 
the Government in 1940. 

A decree resulting from that suit required complete sep- 
aration of the sleeping car operating business from the car 
manufacturing business, which were conducted by separate 
subsidiaries of Pullman Incorporated. 

The papers filed June 11 include also a proposed escrow 
agreement between Pullman Incorporated and The Pullman 
Company designed to carry out an agreement by Pullman In- 
corporated to protect The Pullman Company under its new 
ownership against liabilities and claims which might become 
payable in the future by The Pullman Company on _ business 
transactions occurring prior to the December 31, 1945, cut-off 
date. 

It also provides a means of adjustment, with final return 
to Pullman Incorporated, of any amount not needed for the 
purposes of the escrow. The escrow agreement names the First 
National Bank of the City of New York as depositary, and sets 
forth in detail how the liabilities, not:taken into account in fix- 
ing the purchase price, shall be disposed of. Part of the liqui- 
dation dividend to be declared by The Pullman Company be- 
fore the stock transfer is to be deposited in the escrow account. 

Both the closing and escrow agreements state facts which 
will have been accomplished at the time the agreements are 
executed, subsequent to court approval. The escrow agreement 
recites that Pullman Incorporated will make a capital contri- 
bution to The Pullman Company of $11,700,000 which, with 
$3,300,000 from the escrow fund, will enable The Pullman Com- 
pany to deposit with collectors of internal revenue a total of 
$15,000,000 to apply against possible tax deficiencies and inter- 
est thereon, in the returns of the eight years prior to December 
31, 1945, which are still being audited by the Bureau of Internal 
Revenue. 

It is expected that a delivery date will be fixed by the 
court when it approves the contract, which provides that the 
stock certificates indorsed in blank will be delivered on that 
date for account of the purchasers. Payments by the buying 
group will be made on the delivery date at the office of Pull- 
man Incorporated in Wilmington, Del. 

_ The court has set June 26 as the date for a hearing on the 
agreement. 
Union Asks Commission Rehearing 


The Order of Railway Conductors of America, asking for 
reconsideration, rehearing, reargument and vacation of the 
Commission’s order in No. 29592, in which the Commission ap- 
proved a proposal of 57 railroads to pool the earnings and 
service of the Pullman Company, asserts that the Pullman 
Company, after December 31, 1948, will have no need for and 
will discharge the employes used to operate service and main- 
tain the cars (see Traffic World, May 24, p. 1633). 

The union based its assertion on what it said was the 
intention of the individual railroads to purchase the Pullman 
Company’s sleeping cars and to conduct their own sleeping 
car operations and, perhaps, perform their own service and 
maintenance of the sleeping cars used on their lines. 

The union also asserted that the assurance given by the 
railroads to the district court that the Pullman Company would 
meet the commitments to labor under outstanding agreements 
and practices did not promise protection to employes “dis- 
charged when and as that company is dismembered.” It 
further alleged the Commission had erred in holding that the 
final judgment of the district court, which approved the sale 
of the Pullman Company’s properties to the railroads, deprived 
the Commission of power to include in its order protective 
conditions for employes. 


IMPRISONMENT IN TRUCK C. O. D. CASE 


Found guilty by a jury after trial on a grand jury indict- 
ment charging him with fraudulent breach of trust, under Ten- 
nessee law, for failure to remit C. O. D. funds, John R. Mc- 
Common, dba Dixie Motor Line, was sentenced last week in 
the Shelby county criminal court at Memphis, Tenn., to serve 
three years in a state penitentiary, according to information 
from a Commission source familiar with the case., Earlier, Mc- 
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Common had entered a plea of guilty in the federal district court 
at Memphis to an information charging him, as a motor common 
carrier of property, with failing to remit C. O. D. collections to 
consignors within the period prescribed in his effective tariffs 
filed with the Commission and had been required to pay a fine 
of $1,000 (see Traffic World, May 3, p. 1416). 





























Motor Act Prosecutions 


(Digests ot statements issued by the Secretary of the Commission con- 
cerning prosecutions, in federal courts, for violations of motor carrier 
provisions of the interstate commerce act or of Commission rules and 
regulations thereunder, appear below.) 











Texas eastern district, Jefferson division, at Texarkana. 
On May 19, Royce T. Nix, of Texarkana, was fined $800 fol- 
lowing entry of his plea of guilty to an information charging 
him with operating for compensation without a Commission 
certificate authorizing the described operations, as subsequent 
offenses, and with transporting property without having on file 
with the Commission and in effect tariffs containing rates and 
charges applicable to such transportation. The fine was re- 
quired to be paid in full. The defendant was charged with 
unauthorized operations as subsequent offenses for the reason 
that in the Beaumont division of the same court on May 19, he 













with engaging in the transportation of property for compensa- 
tion without a Commission permit authorizing such operations. 

New Jersey district, at Newark. Chicago Express, Inc., of 
New York City, on May 29, was fined $1,000 following entry 
of its plea of guilty to an information charging transportation 
of property for compensation without a Commission certificate 
authorizing the described operations. The fine was required 
to be paid. 


Pennsylvania eastern district, at Philadelphia. On May 27, 
Thomas S. Lee, dba Pennsylvania Transfer Co., Philadelphia, 
was fined $1,000 following entry of his plea of nolo contendere 
to an information charging him with operating as a contract 
carrier of property for compensation without a Commission 
permit authorizing such operations. 


Maine district, southern division, at Portland. Freeman H. 
Hanson, of Kittery, Me., on May 29, was fined $200 following 
entry of his plea of nolo contendere to an information charging 
him with operating as a.contract carrier of property for com- 
pensation without a Commission permit authorizing the de- 
scribed operations. The fine was paid. 

Arkansas eastern district, northern division, at Batesville. 
On May 27, Edgar Baker, dba White River Truck Line, of 
Batesville, was fined $500 following entry of his plea of nolo 
contendere to an information containing 10 counts, each of 
which charged him with violation of the act. The fine, which 
was imposed on the first five counts of the information, was 
required to be paid. Imposition of sentence on the remaining 
five counts was suspended for a probationary two-year period. 
The defendant was charged with failing to observe and enforce 
regulations and rules in his tariffs requiring the remittance of 
C. O. D. funds within 10 days after colleetion thereof, with fail- 
ing to have in his files a doctor’s certificate of examination of 
anew driver, and with failing to require his driver to keep a 
driver’s log. 


























Reed-Bulwinkle Bill Is Subject 
of Long Debate in Senate 


As opponents of S. 110—the so-called Reed-Bulwinkle bill 
to exempt from application of the anti-trust laws carrier agree- 
ments approved by the Commission—engaged in a bitter fight 
against its passage, in debate that began June 9, proponents 
of the measure ‘made plans for night sessions of the Senate, 
so as to bring the bill to a vote as early as possible and 
prevent its having to give way to other pressing legislation, 
because of filibustering tactics of its foes. 

Senator Reed, of Kansas, late in the afternoon of June 10 
sought to obtain from Senator Barkley, of Kentucky, Senate 
minority leader, and Senator Russell, of Georgia, leader of 
the Senate opposition to S. 110, some indication as to how 
much additional time the opponents of the bill desired. Senators 
Barkley and Russell said they could not provide that informa- 
tion. Senator Reed recalled that when he had discussed the 
question of the length of debate on S. 110 with Senator Russell 
“some time -ago,” the latter had suggested that Senate con- 
Sideration of the bill should be concluded in two days. An- 
Swering that observation, Senator Russell said that at one stage 
of the proceedings he had thought that only two days would 
be required, but that now, to his “great gratification,” it ap- 

























had entered a plea of guilty to an information charging him 
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peared that “the implications of the bill seem to have dawned 
on other senators, and some of them have prepared speeches.” 


Night Sessions Suggested 


“The reason for my inquiry,” said Senator Reed, “is that 
I contemplate making a request of the majority leader (Sen- 
ator White, of Maine) to begin night sessions tomorrow night. 
I do not want to do that if it can be avoided.” 

Majority Leader White is one of the supporters of the bill. 

“It does not seem to me that the situation surrounding this 
particular measure, or the legislative situation in general, 
requires night sessions,” said Senator Barkley. “However, I 
have no objection to night sessions when they are necessary.” 

Senator Russell said that if night sessions were held, he 
would be present. 

After Senator Reed had called up the bill for considera- 
tion and had spoken at some length in support of it, Senator 
Russell spoke for about three hours in opposition to it. On 
June 10, Senator Tobey, of New Hampshire, delivered a long 
address against the measure, and, after Senators Moore, of 
Oklahoma, and Hoey, of North Carolina (former governor of 
that state) had made speeches as endorsers of the bill, Senator 
McFarland, of Arizona, advocated its defeat. Senator Hill, 
of Alabama, indicated that he, too, was prepared to speak 
as an opponent of S. 110. 

By questions and comments they made as they interrupted 
the speakers from time to time, other senators revealed their 
attitudes toward the measure. Thus, support for the bill came 
from Senators Hawkes, of New Jersey; McMahon, of Connecti- 
cut; Ellender, of Louisiana; and Saltonstall, of Massachusetts, 
while opposition came from Senators Aiken, of Vermont; 
Barkley, of Kentucky; and Sparkman, of Alabama. 

Senator O’Mahoney, of Wyoming, offered several amend- 
ments to the bill, one of which would require that “no such 
agreement for the establishment of any association or organ- 
ization composed of two or more carriers, or prescribing rules, 
regulations, or procedures for its consideration of any of the 
subjects hereinbefore specified, shall be approved by the 
Commission unless such agreement shail first have been sub- 
mitted to and approved by the Congress by joint resolution.” 


Reed Charges Misrepresentation 


Senator Reed, in his discussion of S. 110, said he wanted 
to clear away “some of the confusion caused by a deliberate 
campaign of misrepresentation that has been carried on for 
several years,” that the bill had been designated by propa- 
gandists as a “railroad bill,” and that, while it was true the 
railroads and other carriers were supporting it, it was also true 
that the shippers of the nation were universally asking that 
it be enacted into law. He placed in the Congressional Record 
a tabulation of 958 farm, labor, commercial and civic organiza- 
tions that, he said, had asked Congress to enact S. 110 into law. 
The business and shipping organizations on record in support 
of the bill unquestionably represented 99.9 per cent of the traffic 
moving in this country, he said. He charged that the policy of 
the Justice Department’s anti-trust division with regard to rate 
bureaus and rate conferences would, if carried through, ruin 
the business life of the country. He agreed with Senator 
Hawkes that, even after the courts decided the government’s 
anti-trust suit against the railroads at Lincoln, Neb., and the 
“conspiracy” suit of Georgia in the U. S. Supreme Court, the 
railroads would still be in an area in which they would know 
nothing about what other prosecutions might be instituted, 
except as to “the specific questions involved in those two cases.” 

Senator White suggested that the bill would “apply new 
and additional regulatory powers and new methods of handling 
some of these complicated questions, such as mergers, divisions 
of traffic, the pooling of traffic, and so forth, and to have those 
questions determined by men who have given their lives to 
studying and understanding the minutiae of railroad operations, 
rather than turn them over to courts of negligible experience 
in this field.” 

Senator Russell’s objections to the bill centered principally 
on his contention that its enactment would remove from the 
jurisdiction of the Supreme Court the suit instituted there by 
Georgia against certain northern and southern railroads. He 
concurred in a suggestion by Senator McFarland that shippers 
were supporting the bill because “possibly the railroads have 
suggested to a shipper that they have done a little favor for 
him.” 


Views in Support of Bill 


Senator Saltonstall expressed the view that the bill repre- 
sented “the logical carrying out” of the theory on which the 
Commission was established—that of regulating rates so as to 
allow reasonable competition between competing groups of 
carriers—‘“not such devastating competition as would result in 
nationalization of the railroads.’ Senator Russell said he 
thought the advocates of the Reed-Bulwinkle bill were driving 
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ONLY Ovce OF 1782 NEW IMPROVEMENTS 


LWAYS ON THE LOOKOUT for new 
A improvements in railroading, Erie’s 
loading experts tackled the problem of 
blocking and bracing to prevent shift- 
ing of freight in transit. 


They found a way to reduce damage— 
and save loading expense for the shipper. 
That’s why the name ‘Economy Safe- 
Load” was chosen. 


It’s done this way. They equipped a 
standard boxcar with a series of recessed, 
horizontal channels along the inside 
walls of the car. Welded to these chan- 
nels are a series of vertical steel cleats. 
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These sturdy cleats provide anchorage 
for steel or heavy wire strapping, which 
is threaded through the cleats, and 
bound securely around the load. 


Conventional strapping tools tie the load 
firmly and the cargo is ship-shape—ready 
for safe, speedy delivery. 


« More and more of these Erie ‘‘Economy 


Safe-Load” cars are now being rushed 
into service. 


This typical work-day development is 
only one of 1782 new improvements put 
into operation on the Erie—improvements 
which continue to make Erie modern 
rail transportation better and safer. 
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the railroads toward nationalization much more rapidly than 
those who opposed it. , 

Senator McMahon interpolated the view that it would be a 
very unscientific way of making rates to call on a jury of farm- 
ers in Nebraska, as an example, to decide in their judgment 
as to the reasonableness of a rate that had been fixed in a rate 
bureau, and that, as a practical matter, the railroads could not 
be run in that way. When Senator Barkley maintained that 
the civil aeronautics act did not “lift the airline companies out 
from under the anti-trust laws if they form combinations in 
violation of the anti-trust laws,’’ Senator McMahon said the act 
did do just that, and that, under section 414 of the act (U.S. C. 
title 49), airline companies were relieved from the anti-trust 
laws with respect to the carrying out of agreements approved 
by the Civil Aeronautics Board. 

Senator Hawkes said that in the hearings on the consid- 
ered legislation everyone seemed to agree that “we have the 
greatest transportation system in the world, and the roads must 
have the privilege of getting together by means of rate-making 
bureaus, and defining the vast fabric of rates, in order to 
continue.” 

“In some way it must be ascertained how they can do that 
and continue doing it without always being suspected of doing 
the wrong thing and being subject to prosecution under the 
anti-trust laws,” he said. 

Later, Senator Hawkes told Senator Russell that if the 
bill would permit conspiracies, intimidation, and coercion, on 
allegations of which the Georgia suit was based, or if the 
pending legislation had originated after the anti-trust suit at 
Lincoln and after the filing of the Georgia suit, his (Senator 
Hawkes’) position toward the bill would have been different. 


Tobey Speaks 


In his speech against the bill, Senator Tobey said that 
there were “some big cracks in the railroad association’s story 
about unanimity” of support for S. 110, “this monopoly bill,” 
because the authors of the declaration of policy in the trans- 
portation act of 1940, on which he said the railroad association 
relied in its advocacy of the bill, were ‘Burton K. Wheeler and 
Harry S. Truman,” who were “registered against railroad mo- 
nopoly.” He charged that the railroads had used “trickery” in 
creating taxpayers’ leagues, educational foundations and trans- 
portation association to “peddle their propaganda.” 

“Only a short time ago,” he said, “my distinguished friend 
the senator from Kansas (Senator Reed), in referring to the 
Bulwinkle bill—I beg pardon, the Reed-Bulwinkle bill—said, 
‘What is the use fighting this measure? We have the votes, and 
it is going through.’ I said something about a presidential veto. 
He said, ‘We will pass it over his veto.’ 


“What assurance! What great confidence! I congratulate 
the proponents of the bill on that state of mind. But time will 
tell. The end is not yet.” 

Senator Tobey noted, in the course of his remarks, that 
only “one or two” Democratic senators and four Republican 
senators were present in the Senate chamber to hear him. 

He said one argument in support of the bill was that “we 
must trust the I. C. C.” 


“But why are we afraid to trust the federal courts?” he 
asked. “It comes down to saying, ‘We distrust the federal 
courts; we want to substitute a commission for the federal 
courts.’ . . . Their argument is that they would rather have the 
I. C. C. enforce the anti-trust laws affecting the railroads than 
to have the courts enforce those laws. . . . The Interstate Com- 
merce Commission already has too much to do. It cannot per- 
form adequately all the duties with which it is already charged. 
It operates, therefore, through divisions. Each division is really 
the Commission, in the work assigned to that division. Are we 
going to entrust the enforcement of the anti-trust laws to three 
men, who are already swamped with work?” 

He said that what the Commission would approve, under 
the bill, was “the basic agreement,” and that from that agree- 
ment would flow immunity from the anti-trust laws for all 
activities thereunder. This, he said, was the very antithesis of 
American private enterprise. 

He quoted a declaration by the late Justice Brandeis that 
“to abandon competition and rely upon regulation as a safe- 
guard against the evils of monopoly would be like surrendering 
liberty and regulating despotism.” 


Purcell Letter Cited 


Senator Tobey read a letter he had received from Robert 
W. Purcell, vice president and general counsel of the Chesa- 
peake & Ohio, in which Mr. Purcell said that S. 110 as amended 
was not satisfactory; that rate conference activity suitably cir- 
cumscribed and properly regulated under I. C. C. supervision 
was desirable and necessary, but that the rate-making provi- 
sions of S. 110 were “hopelessly interwoven with its provisions 
relating to services and facilities.” After referring to the pend- 


jand another of whom said you ought to go to hell. 
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ing anti-trust suit at Lincoln and to the Georgia case, Mr. Pur- 
= — according to the letter Senator Tobey placed in the 
ecord: 


I do not believe that legislation should be enacted which would de- 
prive the public of an adjudication of the legality or illegality of those 
practices relating to services and facilities of which complaint is made 
in the Lincoln case. . . . I would much prefer to see the cases which 
are presently pending adjudicated to finality at which time the need 
for, and scope of, legislation could be better ascertained... . 


Senator Tobey suggested that Republicans.in the Senate, 
if they voted for S. 110, would “‘contravene our party platform’s 
strong statement against monopolies and favoring the enforce- 
ment of the anti-trust laws,” and that by opposing the bill the 
Republican party would make “a much more effective record 
of its proclaimed interest in small business than by any amount 
of printed verbiage, in party platforms.” 


Senator Moore’s Views 


Senator Moore, entering the debate for the proponents 
of the bill, said that “it was not until the railroads of the coun- 
try were being called upon to perform almost superhuman 
tasks during the early days of the war that the anti-trust divi- 
sion of the Department of Justice undertook a campaign of 
harassment and interference against the railroads and motor 
carriers.” He reviewed anti-trust division activities against 
carrier organizations, and said he thought it was “perfectly 
plain that the Department of Justice has proceeded from a 
political angle and brought suits to harass the railroads, as 
has so often been done throughout the whole program of the 
New Deal administration.” i 

“To refuse to pass this proposed legislation,” he said, 
“could very well result in seriously impairing the long-stand- 
ing traditional authority and administrative power of the Inter- 
state Commerce Commission, because our refusal to act would 
be a tacit approval of the theory of the anti-trust division .. . 
that its interpretation of the anti-trust laws was superior to 
the administrative decisions of the Commission... . 

“It is important for us to bear in mind that the effect 
of this proposed legislation is not to bring about some violent 
change in transportation. . . . Our failure to act on this bill 
may well invite regulation by judicial decree, which the ship- 
pers of the country have unanimously said would result in 
public calamity and utter chaos.” 

Senator Hoey began his address by saying there had been 
a great misconception about the bill and that it did not remove 
the railroads from the anti-trust laws, but permitted them to 
continue what they had been doing for 50 years. He suggested 
that there was nothing to take the place of rate conference 
procedure, and contended that the bill would not affect in the 
slightest the Georgia suit or the case at Lincoln, Neb. 


TObey and “Curse” Incident 


Senator Tobey, interrupting, averred that the “crowd” 
behind the bill ‘plays the game on a lower level.” 

“Let me tell the Senator an incident that happened down- 
stairs just now,” said Senator Tobey. “I was dining down- 
stairs with a daughter of mine when a Department of Justice 


man, a friend of mine, came to me and said, ‘Sir, I appreciate | 


the factual statement you made about the operations of the 
Association of American Railroads, in conneetion -with their 


corrupt practices. May I tell you that, sitting behind you, are) 


three railroad lobbyists, one of whom called you a .. 


i. “They 
consigned you to hell, and they attacked you all the way 


through.’ I asked him, ‘Where are they?’ He pointed them’ 


out to me. I got up and walked to their table and said, ‘My 
compliments to you, gentlemen,’ I said, ‘I understand you called 
mea... .. .. .. and consigned me to hell, and made other 
statements about me.’ I said, ‘This is a free country—you 
have a right to make any statement you want, but let me 
say to you that what I read this morning, which you did not 
like, was your own statement of your own factual wrong- 
doing, out of your own records, under the Wheeler and Truman 
leadership, and,’ I said, ‘you are crooked, sirs, from top to 
bottom, and you played the game that way. Now, I subside, 
because I still want to be a gentleman and hold my temper.’ 
I walked away. I wanted the senator to know that, and I 
want the Record to show it.” 

Senator Hoey said he did not undertake to defend anybody 
who resorted to such unfair or dishonest practices. 


Defense of Railroad People 


“TI think the senator will find some people in the railroad 
business who engage in practices of that sort, but I want to 
say that I know the railroad people in my state,” Senator Hoey 
said. “They are as honorable and as high-toned men as are 
to be found engaged in any other kind of business. While one 
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may find certain people who resort to the kind of practices 
mentioned by the senator, I do not believe that is common 
practice among the railroad people of this country. ... As a 
general proposition, they -are men of high character and of 
ability and integrity, and they would no more resort to dis- 
honest practices than would people engaged in other avocations 
or other callings.” 

After Senator Tobey had assailed the Association of Amer- 
ican Railroads again, as an agency with so much power it could 
not function in the interest of “little men,” Senator Hoey said 
he joined Senator Tobey in assailing all improper practices, but 
that S. 110 did not deal with the matters Senator Tobey was 
discussing. 

“Tf we should change the method by which we undertake 
to fix rates and adopt some other method,” said Senator Hoey, 
“we would have regimented chaos, and we would likewise have 
unorganized confusion.” 


Senator McFarland maintained that the Congress should 
not enact S. 110 in advance of the court decisions in the Georgia 
and Lincoln cases*and said it was the. constitutional duty of 
Congress to refrain from interference with the judicial process. 

“Congress had a right to determine what the transportation 
policy of this country should be,” said Senator McMahon. ‘To 
say that the Congress does not have a right, no matter what 
the state of affairs at this time, to determine that it shall do 
for the railroads what it has already done in the case of the 
airplane and in the case of the steamship seems to me to be 
rather a non sequitur.” 






















Some Commend, Others Assail Bill 
to “Rescue” Debtor Railroads 


Hearings by a Senate interstate and foreign commerce sub- 
committee on a “committee print” version of S. 249, proposing 
establishment of procedure whereby railroads in financial diffi- 
culties might advantageously readjust their debt structures and 
whereby nominally insolvent railroads with good records of 
earnings might emerge from reorganization proceedings and 
provide some equity for their stockholders, were brought to a 
halt the afternoon of June 6. At that time, Senator Reed, of 
Kansas, subcommittee chairman, announced that no further 
hearings would be held unless some prospective witness or wit- 
nesses wanted to offer additional information of value to the 
subcommittee. 

After having heard testimony generally adverse to the bill 
on the preceding day, the subcommittee on June 6 heard sev- 
eral proponents of the measure, as vocal and earnest in their 
presentations as were the opponents who had participated in the 
June 5 hearing. 

John Gerdes, member of a New York City law firm, vice 
president and general counsel of the Rock Island and attorney 
for that road in its present bankruptcy proceeding, and pro- 
fessor of the law of corporate reorganizations at the New York 
University School of Law, said he was strongly in favor of the 
committee amendments embodied in the committee print of 
§. 249, by which the provisions of the bill would be made iden- 
tical with those of H. R. 3237, considered by the House judi- 
ciary committee. 


Sources of Opposition to Bill 

























Opposition to the committee amendments (affecting rail- 
toads in reorganization) came primarily from two sources, he 
said. The first of those, he said, was the Commission, ‘‘which re- 
fuses to admit that its administration of the procedure under 
section 77 has resulted in unjust and inequitable plans, although 
itis strenuously supporting S. 249, without the proposed amend- 
ments, to prevent similar inequities and injustices in the future.” 
_ The second source of opposition, he said, comprised “large 
Insurance companies and financial institutions, who will get 
control of the reorganized railroads under pending plans if the 
Proposed amendments to S. 249 are not enacted.” He said the 
amendments to S. 249, which as introduced provided for debt 
adjustment only by railroads not in reorganization under sec- 
tion 77, were intended to extend to railroads already in reor- 
ganization under section 77 ‘‘the same opportunity to reorganize 
Which S. 249 extends to railroad corporations not now in reor- 
ganization,” and to grant a moratorium in order to enable them 
to avail themselves of that opportunity. 

He charged that despite a showing that the Rock Island at 
the end of 1944 had earnings $34,000,000 in excess of all in- 
terest accrued on its old obligations, the Commission and “the 
large financial interests” were doing everything possible to 
force through” a plan under which all the stockholders would 

wiped out, while unsecured creditors, including holders of 
Unsecured convertible bonds with a claim of $53,605,907, would 
compelled to take payment of only 15% per cent of their 
tlaims. He said the issue of unsecured convertibles was author- 
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ized by the Commission as being “in the public interest” only 
three years before the initiation of the Rock Island bankruptcy 
proceeding, and called that “a good example of the Commis- 
sion’s foresight in anticipating conditions in the railroad field 
only three years in advance.” Senator Hawkes, of New Jersey, 
regarded that assertion as a “very unfair” criticism of the 
Commission, and said that no one knew, in the “thirties,” that 
“we were going to war.” Mr. Gerdes said the Rock Island re- 
organization plan had been formulated in 1938, and that the 
Commission claimed no change should be made in it because 
of changes in conditions since then. 


Earnings Record of the Rock island 


“The first four months of 1946,” Mr. Gerdes continued, 
“were probably the worst in the history of railroading. During 
that period the Class I railroads . . . failed to earn interest on 
their outstanding obligations by the sum of $6,800,000. In con- 
trast, the Rock Island during that period had earnings, after 
deduction of depreciation and amortization, of over 140 per cent 
of all interest accruing on its old obligations. . . . After deduc- 
tion of federal income taxes, depreciation, amortization and all 
interest on the old obligations, including the unsecured con- 
vertibles, the rate of earnings for the four-month period was 
sufficient to yield the sum of $2,853,000 annually for dividends 


7 the old stockholders, who are completely wiped out by the 
plan.” 


Mr. Gerdes said that the principal objection to the pro- 
posed amendments to S. 249 was that the bill was not suited 
or adequate for adjusting the obligations of railroads now in 
organization. He said that objection was based on three “un- 
true” assumptions: (1) That S. 249, without amendment, applied 
only to solvent railroads; (2) that the proposed amendments 
making the procedure applicable to roads now in reorganization 
had no requirement of solvency, and (3) that the railroads 
now in reorganization were not solvent. In subsequent dis- 
cussion, he sought to rebut those assumptions. He said he 
believed S. 249 would restore public confidence in railroad 
securities. Senator Reed remarked, in the course of his testi- 
mony, that the bill and amendments would retain priority of 
creditors’ claims as determined heretofore by the Commission 
and the courts. 


Reed Wants “Equitable Distribution” 


“Nobody was insistent on the use of war earnings as a 
basis for future capitalization,” he said. ‘‘What we are insisting 
upon is equitable distribution of these unexpected earnings.” 

Mr. Gerdes said that the Rock Island had “something like 
$85 million” of cash and government bonds on hand. Senator 
Hawkes wondered how much would be left “as to stock’ if 
the Rock Island took all the cash and government bonds it had 
and used them to pay interest on all its old securities. Mr. 
Gerdes said there would be enough to pay the interest on the 
senior securities, but that he did not know about the junior 
securities. 

When Senator Hawkes expressed concern over possibility 
that creditors of a bankrupt road might not agree on a new 
plan, as contemplated by the bill, and that the Commission 
might be unable to effect an agreement, with the result that 
consummation of reorganization might be delayed for years 
or that government ownership might eventuate, Mr. Gerdes said 
he thought there was no danger of government ownership and 
suggested that it was more important to get an equitable result 
than to “rush through” an inequitable plan. 


Story of the Cotton Belt 


Berryman Henwood, trustee in bankruptcy of the St. Louis 
Southwestern (Cotton Belt) since January, 1936, came before 
the committee to relate developments affecting that railroad’s 
recent filing of a petition for dismissal of the reorganization 
proceeding. He said the existing capitalization of the Cotton 
Belt was $104,000,000, consisting of $67,000,000 in bonds and 
notes and $37,000,000 in preferred and common stock, with the 
Southern Pacific owning 87 per cent of the stock and with fixed 
charges of $3,000,000. The I. C. C.-approved reorganization 
plan, he said, fixed the capitalization at $75,000,000, divided 
evenly in. bonds and stock at $37,500,000 each, with all the 
present stock washed out and with fixed charges of $1,500,000. 
The program for dismissal of the reorganization proceeding, 
he said, fixed a capitalization of about $93,000,000, with fixed 
charges of $2,000,000 a year, to be reduced gradually from 
year to year by payments of principal and interest on the 
R. F. C. note and on bank notes. He said the vital part of the 
program was that it preserved the interests of the Cotton 
Belt stockholders. He recited that gross annual earnings had 
risen from $15,700,000 in 1935 and $19,300,000 in 1936 (the 
first year of the trusteeship), to $21,100,000 in 1937, and, after 
totaling $18,400,000 in 1938 and $19,600,000 in 1939, had arisen 
again to $20,600,000 in 1940, $28,200,000 in 1941, $48,700,000 in 
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1942, $64,300,000 in 1943, and $72,500,000 in 1944. After noting 
that the gross revenues had been $65,000,000 in 1945 and $46,- 
600,000 in 1946, he said that the estimate for 1947 was $53,000,- 
000 and that the Cotton Belt’s traffic department estimated 
average gross revenues of $47,700,000 annually for the next 
five years. 

He told of improvements that had been made in the Cotton 
Belt’s transportation plant in the trusteeship period and said 
there remained no room for doubt that the Cotton Belt could 
face the future with confidence and “carry on, in its own 
name and behalf, with every promise of success.” He said 
the district court in which the dismissal petition had been filed 
had entered judgment for the petitioners and authorized the 
Cotton Belt to file with the Commission its petition for ap- 
proval of the extension of old securities and the issuance of new 
securities, and that, on approval and carrying out of that pro- 
gram, the road would be restored to control of its stockholders. 

Mr. Henwood agreed with a committee member’s view that 
the fact that the Southeern Pacific owned 87 per cent. of the 
Cotton Belt stock served to facilitate the reaching of agreement 
on the dismissal petition. Asked for comment on S. 249, he 
said that anything Congress could do to “get the railroads of 
the United States in the habit of paying their debts and get 
managements now and then to give thought to the stockholders” 
was desirable. He suggested that 18 months was too long a 
period for preparation of a reorganization plan, and that there 
should be clarification of court powers in reorganization cases, 
as against I. C. C. powers. 

Paul D. Miller, of New York City, special attorney for the 
Cotton Belt, asked that the bill be amended in two minor re- 
spects so as to make it clear that it was not intended to inter- 
fere with the Cotton Belt’s petition for dismissal of its reorgani- 
zation proceeding. He was assured by Chairman Reed that such 
interference was not’ contemplated by the bill or by the 
committee. 


Walter Endorses Bill 


Luther M. Walter, of Chicago, attorney for the protective 
committee for common stockholders of the Missouri Pacific, 
said he came before the subcommittee with the sole purpose 
of giving it the benefit, “if any,” of his experience in rail 
reorganization proceedings, and not to express the views of any 
particular client. In answer to Senator Hawkes’ question as 
to what would happen if, when a debtor road tried to take 
advantage of the provisions of S. 249, the interested parties 
failed to agree, Mr. Walter said that the possible area of dis- 
agreement was narrowed substantially by the provision under 
which existing priorities of claims would be retained, and that 
the Commission, in event of disagreement of the parties, would 
have to make new findings and a new plan reflecting the facts 
as presented to it after the disagreement. The plan thereafter 
formulated by it could be enforced by it and the courts, he said. 

“Whoever puts his money in the railroads knows that he 
is devoting it to the public interest and that it is subject to 
whatever is necessary to protect that public interest,” Mr. 
Walter said. 


Responsibility of I. C. C. 


Senator Hawkes, still doubtful, thought that nothing would 
be accomplished by sending back to the Commission—‘‘the same 
Commission that, as some people see it, has heretofore failed 
. to do its duty”’—a plan of reorganization for reconsideration, 

when indications were that the Commission felt the plans it 
had promulgated in the past should not be changed. Mr. Walter, 
joined by Malcolm Mecartney, associate counsel for the protec- 
tive committee for preferred stockholders of the Rock Island, 
said that under S. 249 the Commission had to take into consider- 
ation the changed conditions affecting debtor roads in reorgani- 
zation. Under section 77, he said, the Commission was pre- 
cluded from acting on reconsideration petitions filed more than 
60 days after promulgation of a reorganization plan, but under 
S. 249 this legal obstacle would be removed, Senator Hawkes 
was advised. 


Mr. Walter placed in the hearing record a statement in 
which he dealt with the Commission’s reorganization plan for 
the Chicago & North Western. He told of unsuccessful efforts 
to pay in full a claim of the R. F. C. prior to the effective date 
of the plan, and of heavy participation of the R. F. C. in the 
new securities issued under the plan. 

“Had the claim of the R. F. C. been paid in full prior to 
the effective date of the plan, with consequent release of its 
allotted securities,’ Mr. Walter said, “every creditor would 
have been paid in full with a substantial part of the capitaliza- 
tion available for apportionment of preferred and common 
stockholders. 


“As to the claim of the Commission that it had no authority 
to reopen a plan of reorganization to consider changed condi- 


tions where petition for such reconsideration is filed more than’ 


60 days subsequent to the date of approval of the plan, I would 
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call attention to the fact that in the case of the Chicago Great 
Western plan of reorganization such a petition for modification 
of a plan was filed more than 60 days after the plan of reor. 
ganization had been approved and that the Commission denied 
the petition because of its being filed outside the 60-day period. 
however, on its own motion it modified the plan so as to pro. 
vide sufficient working capital. ... 

“It is my understanding that all the creditors and the 
debtor in the Missouri Pacific case have agreed upon a com. 
promise plan of reorganization which should take care of al] 
claims of creditors and give a substantial participation by the 
stockholders. If S. 249 and the amendments proposed become 
law, it is quite certain that this compromise plan wouid be 
submitted to the Commission and with its approval would 
become final, thus avoiding the tremendous loss now threat. 
ened to junior creditors and the stockholders. . . . Approxi. 
mately 17,000 holders of capital stock of the North Western 
lost all their invesments in the company and approximately 
11,000 holders of convertible bonds lost more than $40,000,00 
of their investments. Had the proposed legislation here under 
consideration been in effect the North Western plan would 
have been modified so as to protect all of the creditors and in 
part all of the stockholders. .. .” 

Harry C. Hagerty, vice president and treasurer of the 
Metropolitan Life Insurance Co., representing that company 
and the Security Owners’ Association, opposed H. R. 3237 and 
the proposed amendments to S. 249. He said Metropolitan had 
an investment in railroad securities of about 575 million dol- 
lars, of which more than 95 per cent were bonds. 

Asking the subcommittee if it were not possible to consider 
the merits of S. 249 alone and not mix it up with the “contro. 
versial” amendments, Mr. Hagerty said: 


























If you think stockholders in the future should have a chance to 
protect their investments without bankruptcy or fear of bankruptcy 
destroying the value of their stock, then please do not kill S.249 by 
adding these amendments. 








Hagerty Comments on Young 


Mr. Hagerty said he was “sick and tired of reading and 
listening to rabble-rousing attacks” on insurance companies 
and banks and their directors in committee hearings and in 
the press. These attacks, particularly by Robert R. Young ani 
his associates, said Mr. Hagerty, were “baseless.” 


“The insurance companies do not need Robert Young or 
any other selfappointed guardian to take care of the interests 
of our policyholders,” continued Mr. Hagerty. ‘What is wrong 
about a successful man being a director of a bank or an in 
surance company? Young has bankers on his own boards ani 
some of his directors are bank directors and he has his ow 
favorite investment bankers. If the bankers bow to Your 
they are good bankers. If they oppose him, they are ‘dam 
bankers.’ ” 

Mr. Hagerty said most of the supporters of the ameni 
ments and H. R. 3237 were speculators in junior securitis 
who hoped that if the proposed legislation were enacted the 
would profit handsomely. They stood to make big profit 
through the reinstatement of almost worthless stocks, he said, 
adding that some sought power and influence in the reorgat 
ized companies. 

“T maintain that anyone who bought Rock Island stock 
any other railroad’s stock subsequent to bankruptcy was nd 
even a speculator,” said Mr. Hagerty. ‘He or she was reall 
a gambler. They certainly cannot be called ‘little fellows,’ a 
Aaron Colnon (co-trustee of the Rock Island railway) calle 
them, or ‘widows and orphans’ as others have referred to oli 
stockholders of bankrupt railroads. Ninety per cent of Rot 
Island common stockholders are not really old stockholder 
but it is these so-called ‘old stockholders’ who the supportet 
of this proposed legislation are so solicitous about.” 


Sees Added Power for Courts 


The amendments, said Mr. Hagerty, would give addei 
power to the courts, including the right to refuse to pay inter 
est that had been earned and to use such earned interest monty 
to buy in defaulted bonds at discounts, thereby creating equil 
for junior security holders out of “what rightfully belonged t 
senior creditors.” 

“Also,” he continued, “the courts could retroactively 
duce the rate of interest as Aaron Colnon proposed to Judg 
Igoe (of the federal district court, Chicago) recently in cot 
nection with the Rock Island reorganization. I maintain thé 
the things I have just referred to as possible under thet 
amendments are unfair and illegal as they could result in tl 
taking away of property rights over the objections of seni 
creditors thus adversely affected.” 

Never before to his knowledge, said Mr. Hagerty, had 
there been an attempt to force by legislation a protection 1 
stockholders at the expense of creditors. 
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Mr. Hagerty said that Robert W. Purcell, vice president of 
the Chesapeake & Ohio railroad, whom he described as “Robert 
R. Young’s representative,” testified incorrectly to the effect 
that the purpose of voting trusts was to perpetuate institutional 
control and that he mentioned the Rock Island in this connec- 
tion. Mr. Hagerty said there was no voting trust in the Rock 
Island plan and that Mr. Purcell should have known that since 
he “testified to great familiarity with the Rock Island plan.” 

At one juncture Senator Reed said he was sorry Mr. Hag- 
erty had not made his statements in the “same good temper” 
that he had displayed last year in connection with the prede- 
cessor bill. 

Edward W. Bourne, New York City, appearing as counsel 
for the protective committee for Rock Island general mortgage 
bonds, opposed the Reed-Meyers amendments to S. 249. He 
submitted for the record a prepared statemen tin which he said, 
among other things, that the most active supporters of the 
proposed legislation were the Alleghany Corporation, which he 
described: as the largest stockholder of the Missouri Pacific, 
and the special stockholders’ committee of the National Con- 
ference of Railroad Investors. The last named organization, 
he said, had solicited contributions from stockholders of the 
Rock Island and the New Haven. His testimony in general was 
along the lines previously presented before the House interstate 
ote commerce committee (see Traffic World, May 24, 
p. ‘ 
























Cites Wheeler Connection 


Asserting that the proposed legislation was a replica of 
section 2 of S. 1253 sponsored by former Senator Wheeler of 
Montana at the last session, Mr. Bourne added that Senator 
Wheeler had been known for years as a foe of holding com- 
panies. He described the Alleghany Corporation as the “most 
conspicuous railroad holding company in the United States.” 
He said “the apparent reversal’ of Senator Wheeler’s convic- 
tions as to the desirability of holding companies was a “sur- 
prise.” Mr. Bourne said Senator Wheeler’s son, Edward K. 
Wheeler, was retained as a lawyer by Alleghany, and that for- 
mer Senator Wheeler appeared as counsel for the C. & O. and 
the Alleghany Corporation in “what, I have no doubt, is their 
most important proceeding now pending” before the Commis- 
sion. The proceeding, he said, was Finance No. 14692, involv- 
ing applications of the C. & O. for authority to acquire prop- 
erties of Norfolk Terminal and Transportation Co., and assume 
obligation and liability in respect of $500,000 Norfolk Terminal 
first mortgage bonds. 

Mr. Bourne said the Rock Island reorganization plan was 
unique in that all creditors would receive an allotment of com- 
mon stock. He said that if S. 249 were enacted and Mr. Colnon 
did not have an important position in connection with the con- 
trol of the Rock Island, he would be surprised and he was sure 
Mr. Purcell and Alleghany would be disappointed. 



























Former Governor Lausche Testifies 


Former Governor Frank J. Lausche, of Ohio, appeared in 
support of the amendments on behalf of Robert R. Young’s Fed- 
eration of Railway Progress, saying the fundamental question 
was, “Has there been a change of conditions in these plans 
which justify reexamination?” He quoted Commissioner Ma- 
haffie in support of the proposition that there should be such a 
review and said a careful reading of President Truman’s mes- 
Sage vetoing the predecessor legislation of the last session would 
show that the President favored legislation recognizing changed 
conditions in the railroad field. He said the legislation was 
opposed by those who had been granted certain rights and 
wanted to keep them. He said he wanted to “get something” for 
the common and preferred stockholders and that although time 
was required to effect the procedures, this should not be allowed 
to interfere with “justice to these people.” 


William Wyer, railway consultant, New York, said he 
opposed the legislation because it was not needed and presented 
for the record a statement prepared by William Wyer & Co., 
on behalf of the Railroad Security Owners Association, Inc., 
with respect to the Reed-Myers amendments. 


The statement asserted, among other things, that control 
of three major railroads could have been purchased prior to 
bankruptcy for $17,000,000. It identified these roads as the 
Rock Island, the Missouri Pacific, and the New Haven which, 
it said, had a value for rate-making purposes in 1940 of $1,195,- 
343,900. The report added: 


Based on average market prices of their voting securities during 
the month preceding their bankruptcies, 51 per cent of their voting 
stock could have been purchased in the open market for $17,079,754. 
This means that control of $69,986 of rate-making value could, on the 
average, have been obtained for each $1,000 invested at that time. . . 




































The Wyer report went on to show that control of the 
three named roads could have been purchased in the bank- 
ruptcy period for-only $537,000. It said that if control were 
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restored to present stocks, the results would be “fantastic.” 
The reports urged that the proposed amendments should not be 
approved prior to a thorough investigation of the identity of the 
present holders of stock of bankrupt companies. It added: 


This investigation should not be satisfied with a mere list of record 
holders but should find out who the real holders are, what their con- 
nections are, when they acquired their stock, through whom, at what 
price, and what their relations are with individuals who are advocating 
passage of such legislation, 


Senator Hawkes, of New Jersey, said the Wyer statement 
was the most interesting picture of the situation he had seen 
and that he would read the full document carefully. 


Senate Subcommittee Ends Hearings 
on Air Operation Problems 


Aviation under the American flag stood today at the same 
crossroads where, decades ago, international shipping under 
the American flag “took the wrong turn,” Senator McCarran, 
of Nevada, declared in testimony, June 5, before a subcom- 
mittee of the Senate interstate and foreign commerce commit- 
tee (see Traffic World, May 31, p. 1736). The senator’s state- 
ment marked the close of hearings on S. 987, the so-called 
“chosen instrument” airline bill. 

“This time, for the sake of our national welfare, we must 
choose wisely,” said Senator McCarran, in urging passage of 
the bill. He said the purpose of the legislation was not to get 
more business for American flag airlines but to insure con- 
tinued operation of international air transportation under the 
U. S. flag throughout the world. 

There were no hidden subsidies in the bill, said Senator 
McCarran, adding that each class of subsidy was explicitly set 
forth. He said it was “simple arithmetic” that the total need 
for subsidy would be reduced if the bill were enacted. 

In a comprehensive review of the proposed legislation, 
Senator McCarran, among other things, said he did not believe 
that the bill would permit Pan American Airways System to 
—a the proposed community company, as had been con- 
tended. 

S. 987 was introduced by Senator Brewster, of Maine, chair- 
man of the aviation subcommittee which held the hearings, for 
himself, Chairman White, of the Senate interstate and foreign 
commerce committee, Senator McCarran, and Senator Mc- 
Mahon, of Connecticut. Previously the House interstate and 
foreign commerce committee had completed hearings on various 
aviation bills, including legislation for establishing a “chosen 
instrument” air carrier to represent the United States in the 
field of foreign air transport (see Traffic World, April 5, p. 
1105). In the Senate, Senator McCarran had also introduced 
S. 197, to establish an All-American Flag Line as the principal 
airline to represent the United States in the foreign air trans- 
port field. 

As the Senate subcommittee hearings on S. 987 drew to a 
close, a statement in opposition to the “chosen instrument” 
proposal was filed with the full committee by Bon Geaslin, vice- 
president and general counsel of Waterman Steamship Corpora- 
tion, Mobile, Ala., who described that company as “operators 
of one of the largest privately owned fleet of deep water ships 
under the United States flag.” : 

Taking issue with Juan Trippe, president of Pan American 
Airways, who had previously testified in support of the monop- 
oly plan, Mr. Geaslin’s statement said: 


The argument in support of concentrating all overseas air transpor- 
tation into the hands of one company is an argument for a system of 
enterprise which we in the United States strongly criticize in other 
countries, In other words, Mr. Trippe is advocating that this govern- 
ment follow the policy which he says has been adopted by the socialist 
government in Great Britain and the communist government in Rus- 
Ri ss 


After quoting from public counsel’s brief in Civil Aero- 
nautics Board docket No. 298, in the matter of fixing a rate 
for the transportation of mail to be paid to Pan American in 
Latin America where, said the statement, Pan American had 
always a monopoly, it said: 


Thus, the United States taxpayer has supplied the funds to operate 
and develop the foreign flag subsidiaries of Pan American in Latin 
America, two of which are now furnishing a substantial portion of the 
“tremendous amount of foreign competition already in existence’’ (a 
quotation ascribed to Mr. Trippe). In other words, Pan American, 
through foreign flag subsidiaries is competing with itself and other 
American flag air carriers at the expense of the United States taxpayer 
for United States traffic. 


COURT COSTS IN LOSS-DAMAGE CASES 
Representative Andrews, of Alabama, has introduced H. R. 
3730, to amend section 20(12) of the interstate commerce act 
so as to provide that an “initial or delivery carrier’ may have 
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recourse against the carrier on whose line loss of, or damage 
or injury to, property is sustained, “on account of expense in- 
curred in defending actions at law.” Section 20(12) as pres- 
ently worded provides for recovery of amounts of loss or dam- 
age by the initiating or delivery carrier from the carrier on 
whose line such loss or damage has been sustained, but does 
not provide for recovery of court costs incident to settlement 
of such claims. 

The Andrews bill would amend section 20(12) to make it 
read as follows: 


(12) That the common carrier, railroad or transportation com- 
pany issuing such receipt or bill of lading, or delivering such property 
so received and transported, shall be entitled to recover from the 
common carrier, railroad, or transportation company on whose line 
the loss, damage, or injury shall have been sustained, the amount of 
such loss, damage, or injury as it may be required to pay to the 
owners of such property, as may be evidenced by any receipt, judgment, 
or transcript thereof, and the amount of any expense reasonably 
incurred by it in defending any action at law brought by the owners 
of such property. 


Sen. Lucas Fights Airport Fund 
Slash, Cites Chicago Project 


Senator Lucas, of Illinois, in testimony before the Senate 
appropriations committee’s subcommittee in charge of the De- 
partment of Commerce appropriation bill, asked the committee 
to restore to the Civil Aeronautics Administration, for the 
fiscal year ending June 30, 1948, the full amount of $65,000,000 
requested by the President for federal aid to airports, which 
the House had reduced to $32,500,000 (see Traffic World, 
May 10, p. 1473). 

He said he was particularly concerned about the effects 
of the House-approved reduction in airport funds on the state 
of Illinois. 

“The largest single project in Illinois is Douglas Field 
in Chicago,” he said. “If the Congress approves the appropria- 
tion in the full amount recommended by the President .. . the 
federal government will contribute $2,868,750 to the develop- 
ment of Douglas Field, which will be matched by the expendi- 
ture by the city of Chicago of $8,506,250. This sum of over 
$11,000,000 would be spent almost entirely for the acquisition 
of land required to build the new Chicago airport which is 
sorely needed as a link in the chain of airports across the 
country. The development of Douglas Field will take a long 
time; the project is an ambitious one, but no more ambitious 
than is required by the size of the city of Chicago and its 
importance to the economy of the nation. . . . This kind of 
reduction (embodied in the House-approved bill) can not have 
any effect except to delay and hinder very seriously the com- 
pletion of this airport. It will mean that for many more years 
than are necessary air travel in and out of Chicago will have 
to be accommodated by a woefully inadequate airport.” 


Senator Lucas also discussed airport requirements at 
Quincy, Springfield, and Decatur, Ill., and the effect of the 
proposed reduction in airport funds on their airport construc- 
tion projects. He said that the need for development of air- 
ports of Class IV or larger in the nation as a whole was dra- 
matically illustrated, by the fact that, although the Civil Aero- 
nautics Board had granted certificates of necessity and con- 
venience to 350 cities, more than 70 of those cities were not 
being served because of lack of airport facilities. 


C. A. B. Member Writes Draft 
of “Sea-Air” Legislation 


Oswald Ryan, member of the Civil Aeronautics Board, has 
transmitted to the House interstate and foreign commerce 
committee a draft of a bill to deal with the long-standing con- 
troversy over failure of steamship companies to obtain author- 
ity from the C. A. B. for establishment of auxiliary overseas 
air transport services. His draft of the legislation was made in 
response to a request by the committee chairman, Representa- 
tive Wolverton, of New Jersey, on the occasion of Mr. Ryan’s 
appearance before the committee to testify on pending “sea- 
air” legislation, and was designed to meet objections raised by 
Mr. Ryan to the pending bills. 

The Ryan draft would amend section 401(d)(1) of the 
civil aeronautics act of 1938 by adding thereto the following 
proviso: 


“Provided, That nothing contained in this act shall be construed 
to prevent or limit operators of ships registered under the laws of the 
United. States from receiving certificates of public convenience and ne- 
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cessity under this section for the operation of aircraft serving the 
same overseas or foreign areas as are served by their ships. The board, 
in considering and acting upon the application of such operators, shajlj 
apply the same standards and requirements as are applied in consiq- 
ering and acting upon applications of air carriers.’’ 


“This express language,” said Mr. Ryan in his transmitta] 
letter to Chairman Wolverton, “would, it is believed, expressly 
assure steamship operators complete equality in law as to the 
standards and requirements to be met by them in seeking a 
certificate . . . to engage in air transportation in the same 
areas as their steamship operations. It would eliminate any 
basis for the contention that steamship companies are required 
to meet, in addition to the standards and requirements appli- 
cable to all applicants, the additional requirement of demon- 
strating that its operation will promote the public interest by 
enabling the steamship operator to use aircraft to public 
advantage in its surface operations. On the other hand, it wil] 
not foreclose the board from considering all of the. factors of 
public interest involved in an application by a steamship oper. 
ator, including consideration of a possible conflict of interest 
between the proposed air operations and its surface opera- 
tions, and the relation of such conflict to the public interest.” 


Foreign Air Mail Pay Covered 
in New Appropriation Bill 


Appropriations made for the Post Office Department for 
foreign air mail transportation for the fiscal years 1945, 1946 
and 1947 had fallen far short of the actual amounts the de- 
partment would be required to pay after determination of 
mail compensation for American-flag airlines on foreign routes 
for those years by the Civil Aeronautics Board, and to make 
up the deficiency the House appropriations committee provided 
$33,377,000 for the Post Office Department in the second urgent 
deficiency appropriation bill, 1947, which the committee re- 
ported to the House on June 11. 

In the printed hearings on the bill it was shown that the 
amounts appropriated for foreign air mail transportation in 
the years 1945, 1946 and 1947 totaled $14,621,000, while the 
department’s obligations for that purpose aggregated, on the 
basis of advance estimates it had received from the C. A. B, 
$47,998,000. No mail pay rates had been established by the 
C. A. B. as to many of the foreign air routes since World War 
II, but C. A. B. determinations of such rates would soon be 
forthcoming, the committee was told. The committee’s report 


on the bill contained the following discussion of the foreign 
air mail item: 


The committee has recommended approval of items for foreign 
air-mail transportation in the fiscal years 1945, 1946, and 1947 totaling 
$33,377,000 of which $27,400,000 is to be appropriated and $5,977,000 is 
to be derived by transfers from existing balances. The committee regrets 
exceedingly that the Post Office Department is not able to present a 
definite estimate as to the amounts that will be involved in final settle 
ment of these items. The Post Office Department cannot, however, 
make this determination until the Civil Aeronautics Board has made a 
determination of the amount to be allowed to the carriers. It is dis 
concerting, to say the least, to be faced with this situation 2 years after 
the close of fiscal year 1945. Rates covering that period are not yet 
determined and the present amount is appropriated on the basis of 
temporary determinations by the Civil Aeronautics Board. The only 
reason for making the appropriation is in order to make payments on 
account to the carriers so they may maintain service: The committee 
feels very strongly that the policy of the Civil Aeronautics Board in 
deferring rate making is entirely out of line with the necessities of the 
situation and that rates can be more readily determined with adequate 
safeguards for the federal treasury. 


HEARINGS ON CAR SERVICE BILL 


The House committee on interstate and foreign commerce 
has announced that its railroad subcommittee, headed by Rep- 
resentative Gillette, of Pennsylvania, will hold hearings June 
17 and 18 on H. R. 3140, the Lemke bill to provide for estab- 
lishment in. the Interstate Commerce Commission of a Bureau 
of Service, for the purpose of providing “fair and impartial” 
regulation of car service (see Traffic World, April 26, p. 1331). 


WEICHEL HEADS MARINE COMMITTEE 


The House has agreed to a resolution electing Representa- 
tive Alvin F. Weichel, of Ohio, ranking Republican membet 
of the House committee on merchant marine and fisheries, as 
chairman of the committee. He fills the vacancy in the chailr- 
manship caused by the death of Representative Fred Bradley, 
of Michigan. 

Mr. Weichel, who represents the thirteenth district of Ohio, 
resides in Sandusky, O., and is a lawyer. He was elected 10 
the Seventy-eighth, Seventy-ninth and Eightieth Congresses. 
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Sale of Part of U.S. Barge Lines 
Recommended with Exceptions 


House small business committee, after investigation 
of question of continuation of operation of govern- 
ment barge lines, says government should get out of 
that business but should limit immediate action to 
disposal of Warrior River unit. Rehabilitation of Mis- 
sissippi unit and disposal thereof favored by com- 
mittee. Recommends continuation of services on 
Missouri River. Government should be out of barge 
business within five years, it says 


The report of the House committee on small business on 
the question of disposal of the government barge lines has 
become available through publication of the hearings before the 
subcommittee of the House committee on appropriations on the 
government corporations appropriation bill for the fiscal year 
1948. 

The report of the small business committee was submitted 
to the appropriations subcommittee in hearings involving the 
Inland Waterways Corporation, the government barge line 
agency. 

4 M. W. Rowell, executive director of the small business 
committee, explained that hearings were held at Chicago, April 
22; Minneapolis, April 24; Omaha, April 25 and 26; New Or- 
leans, April 28; Memphis, April 30; St. Louis, May 1 and 2; 
and Washington, May 7, 8 and 12. 

Mr. Rowell explained that the report—a committee staff 
report—was in the nature of an interim report to Representa- 
tive Ploeser, of Missouri, chairman of the small business com- 
mittee and a member of the subcommittee on government cor- 
porations appropriations. 


With the exception of reservations appended to the report 
by Representatives Kefauver, of Tennessee, and Jackson, of 
Washington, the report was approved by the entire small busi- 
ness committee, said Mr. Ploeser. The text of the report 
follows: 


1. The government should get out of the barge business, and we are 
concerned only with recommending when and how that should be ac- 
complished. 

At the moment of the Federal Barge Lines is being managed by 
capable people who know the barge business, but this has not been true 
in the past. Some portion of the losses may be attributed to the pioneer- 
ing nature of the project, but poor management and political pressure 
would seem to have been contributing factors. The fact that the present 
Management has reduced the budgetary pay roll from approximately 
2,213 to less than 1,700 people over a period of 10 months, while the 
tonnage at the same time has increased substantially, demonstrates this 
fact. 

Past labor policy would seem to have had a part in causing the cor- 
poration’s difficulties. In 1924, furthermore, the War Department trans- 
ferred to the Corporation assets appraised at $10,362,843, which were 
actually worth much less and possibly as little as $1,500,000. The cor- 
poration added to its difficulties by overestimating the useful life of its 
equipment and charging it off at 3 per cent, whereas it should have been 
charged off at 4 or 5 per cent. Finally, and most important, the corpora- 
tion has gone along with obsolescent equipment and antiquated methods 
in the face of rising labor and maintenance costs. Little thought was 
given to better management personnel, new methods, new types of float- 
ing equipment, and labor-saving terminal equiment until the situation 
took on the proportions of a first-class emergency. Political considera- 
ang and outside pressures also appear to have contributed to the situa- 

on, 

All of this would seem to show that, even though the present man- 
agement is exceptionally able, the government has no business in the 
barge business as a permanent matter. 


Sell Warrior Unit 

2. It appears desirable that the Warrior River unit should be sold 
as quickly as possible. 

No funds should be expended to rehabilitate or further develop this 
division, which has not met its operating costs in any one year and 
which has been unsuccessful from the beginning. It is suggested that 
municipalities and civic groups in the locality be contacted with the 
idea of interesting them in promoting the organization of a corporation 
which could purchase the barge line and carry on the present type of 
service. If no interest is displayed by these groups within a year, 
then we suggest that the division be offered publicly to the highest 
bidder, reserving the right to reject any and all bids. In either event, 
the purchaser should not be required to maintain the same type of 
Service as Federal. In view of the continuing losses experienced in the 
Past, we see no reason for that requirement. If no buyer can be ob- 
tained within 2 years, the service should be discontinued. 

It should be noted that in the concluding hearing on May 12, a 
letter from H. E. Parker, president of the Warrior & Gulf Navigation 
Co., was read into the record which indicated that this company may 
be interested in negotiating for the purchase of the Warrior unit. 


Mississippi Unit 

_ 3. It is recommended that the Mississippi unit should be sold in a 
unit as a going concern. 

On the basis of present accounting practices, the Mississippi unit, 
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considered alone, shows an over-all net operating income of $803,000 as 
of January 1, 1947. 

The government has spent millions to establish this common-carrier 
barge service. Discontinuance at this time would result in writing off a 
large part of this investment and the public benefits of the service as a 
total loss. Existing privately owned barge lines would not provide com- 
parable service. 

The Federal Barge Lines has the most extensive joint barge-rail 
through route and rate structure. Furthemore, the privately owned 
barge lines generally avoid less-than-bargeload shipments and so-called 
merchandise or package freight since bulk shipment in bargeload quanti- 
ties is more profitable. 

If the corporation discontinued service at this time, small business 
would be driven from the river, since it ships almost entirely in less- 
than-bargeload quantities. The benefits of river transportation would be 
restricted to a comparatively few large shippers of bulk freight in barge- 
load quantities. In effect, river transportation would then be available 
only to shippers of coal, steel, grain, sulfur, oil, and a few other bulk 
commodities. 

Finally, we believe that the committee should not lose sight of the 
effect upon the rail-barge rate case (I. C. C. Docket 26712) which has 
been pending since 1934. The principal advocate of the water carrier’s 
position in the Federal Barge Lines. If the Inland Waterways Corpora- 
tion is sold in a unit as a going concern, proper prosecution of this 
case will be assured. On the other hand, if operations are discontinued, 
a large part of the rates involved will for all practical purposes drop 
out of the litigation. 

4. We recommend that Congress approve rehabilitation of the Mis- 
sissippi unit. 

If the corporation is to continue its service, it appears that new 
equipment must be purchased almost immediately. Present equipment 
is in such bad condition that maintenance costs are prohibitive. 

Admittedly, several million dollars for complete rehabilitation is a 
large sum of money but, when considered from the profit-and-loss point 
of view, it takes on a different perspective. If it can convert the present 
annual deficit into a substantial annual profit, as forecast, the expendi- 
ture will be well justified. 

When a detailed prospectus of future operations is prepared and 
checked against the actual results of operation of a demonstration unit 
of the proposed integrated tow, the measure of the justification will be 
clear. This demonstration unit will cost an estimated $1,000,000. If the 
test shows that the integrated tow is a failure, no further expenditure 
should be made for this type of equipment and the amount required for 
rehabilitation will be substantially reduced. 

From the engineering data, it appears that the proposed new equip- 
ment would substantially reduce both towing and terminal costs. The 
so-called integrated tow should reduce towing costs by about half. Con- 
tainer and pallet equipment should reduce the cost of handling certain 
types of merchandise or package freight to an extent which should put 
that type of service on a profitable basis. 

Towing operations have been divorced from terminal operations 
as a preliminary to turning the terminals over to private operators or 
municipalities for public use. Improved types of handling equipment 
are being installed in order to cut down handling costs. 

In this way, the management hopes to demonstrate to the privately 
owned barge lines that merchandise or package freight can be profitable. 

As compared with the millions spent in physically improving these 
rivers to make them fit for navigation, additional funds to further 
pioneer river transportation should be made available, and, if justified 
by the prospects, will certainly make the barge line saleable as a going 
concern. 

Missouri River Unit 


5. We recommend that the corporation should continue its services 
on the Missouri River and should extend them as circumstances require. 

It is apparent that the privately owned barge lines will not initiate 
service on the Missouri River. These operators are generally of the opin- 
ion that operations on the Missouri are unfeasible in view of the speed 
of the current, and the depth and instability of the channel. 

With the proposed new towing equipment, Federal Barge Lines 
hopes to show privately owned barge lines that operations on the Mis- 
souri need not be unprofitable. 

Barge service is of great importance to the communities on the 
Missouri River. Rail transportation is costly from these interior points 
and it is difficult for them to compete with communities which are 
closer to their markets. The Panama Canal increased their competition 
by cutting transportation costs from the Pacific coast. Thus, their 
markets were further restricted. The railroads, then, to compete with 
the Canal, initiated water-compelled rates from the west coast to Chi- 
cago so that it costs less to ship some commodities to and from Chicago 
from and to the west coast than it does in the case of certain Midwest 
communities. 

By lowering transportation costs, barge service will give this area 
access to new markets and sources of supply. 


Against Sale in Sections 

6. It is suggested that the Mississippi unit should not be sold in 
sections. ni 

Sale by sectidns would break up the joint barge-rail through route 
and rate structure. Furthermore, less-than-bargeload service and mer- 
chandise or package service might not survive the blow. Fnally, traffic 
development on the Missouri would be almost impossible since Federal 
would be subject to a squeeze play at St. Louis on rate divisions with 
privately owned carriers, and new types of equipment, which are 
prerequisite profitable operation, would not be interchangeable with that 
of privately owned barge lines. 

A number of other factors come into play which demonstrate con- 
vincingly that sale in sections would be unfeasible. For example, if 
barges do not go through without breaking bulk, expensive transship- 
ment is necessary. To secure best use out of barges serving Missouri 
River, the operator should be in a position to add cargo at St. Louis to 
barges coming out of the Missouri on 6-foot draft to take advantage of 





























1896 


9-foot draft available elsewhere, and vice versa. A Missouri River 
operator should have somewhere else to work his equipment during the 
4 months closed winter season on the Missouri to reduce the burden of 
fixed charges. No joint through rates with the railroads exist through 
Missouri River ports; none could be established in connection with such 
a truncated operation; interior shippers would get no water rates. 

As the net results of all the above limiting factors, traffic volume 
on the Missouri would be severely limited and costs would be greatly 
increased, making it extremely unlikely that a profitable operation could 
be developed in the foreseeable future. 

To permit the corporation to take only freight originating on or 
destined for the Missouri would not solve the problem. The operation 
must be balanced—empty barges don’t earn profits. Barges must be 
loaded both going and returning to make money. Even now, with an 
operation which extends from New Orleans to Minneapolis and Chicago, 
this is at times difficult; but it would be almost impossible if every bit 
of freight picked up had to be destined to ports on the Missouri. Ship- 


ments going out of the Missouri might be destined for numerous points 
along the other rivers. 


Sale and Rehabilitation 


7. Inland Waterways Corporation should proceed to offer the prop- 
erty for sale concurrently with rehabilitation. 

Sale of the Federal Barge Lines need not await rehabilitation. The 
Interstate Commerce Commission should be requested immediately to 
make the necessary appraisal and to keep that appraisal current so that 
sale will not be delayed when a purchaser is obtained. 

Complete rehabilitation is not prerequisite to sale. Purchasers prob- 
ably will appear when the rehabilitation has proceeded far enough 
to demonstrate that complete rehabilitation will put the business on a 
profitable basis. If the new equipment reduces cost sufficiently to show 
that operations on the Missouri River can be profitable, and that less- 
than-barge-load and merchandise or package freight will be profitable, 
the corporation should not have difficulty in obtaining a purchaser who 
will undertake to render the same type of service. 

It is suggested that the corporation solicit interested municipalities, 
chambers of commerce, other civic associations, shippers, and receivers 
with the idea of interesting them in promoting organization of a cor- 
poration to purchase and operate the Mississippi unit. These groups, 
all of whom have advocated continuation of the Federal Barge Lines in 
these hearings, should have sufficient interest to take the lead in promot- 
ing the organization of a corporation to take over its operation, provided 
it has been demonstrated that the corporation can return a profit on its 
investment. If they do not, they can hardly object to liquidation or un- 
conditional sale of the line. 

If such a sale cannot be made because of lack of interest or any 
other reason, the Mississippi unit should be offered for sale to the high 
bidder, reserving the right to reject any and all bids. 

As is ponnted out below, purchasers should not be required to 
undertake to provide the same type of service. 

We feel that sale as a going concern should be accomplished within 
3 years and, in any event, the Government should be out of the barge 
line business within 5 years. 


Sales Committee Suggested 


8. It appears desirable that Congress should establish a commission 
of one Representative, a Senator, the President of Inland Waterways 
Corporation, and a representative of the Interstate Commerce Commis- 
sion to see to it that both the Mississippi unit and the Warrior unit are 
promptly sold. . 

The present management of the corporation takes the attitude that 
the Government should get out of the barge line,, but it is believed 
that such a commission certainly will not harm the sales program and 
may, in fact, give it impetus. 

We feel that Congress would thus insure that its announced policy 
will be effectuated. 

Change in Law Recommended 


9. It is recommended that the statutory prerequisite to sale or lease 
should be substantially modified by amendment of the act. 

We suggest recession of the requirement that the Secretary of Com- 
merce first make a finding that navigable channels and adequate term- 
minal facilities are substantially available, together with the require- 
ment that the Interstate Commerce Commission first report to the Sec- 
retary of Commerce that joint tariffs with rail carriers have been pub- 
lished and filed. The opinion has been expressed by representatives of 
the corporation that these prerequisites have been accomplished. In 
order to nullify the possibility of a technical argument to the contrary, 
however, it is believed that these provisions should be deleted from the 
act. 

The prerequisite requiring that the Interstate Commerce Commis- 
Sion first appraise and ascertain the fair value of the facilities should 
not be changed. If Federal Barge Lines is to be sold to a corporation 
organized by local people, this necessarily must be accomplished by 
negotiation. The effect of the appraisal will, therefore, be twofold: It 
will assure a fair return to the government and, at the same time, pro- 
tect the government negotiators from any charge that they failed to 
obtain fair value. 

There would not seem to be any justification fox.the requirement 
that any purchaser or lessor agree to continue the facilities ‘‘in the 
common carrier service in a manner substantially similar to the service 
rendered by the corporation’ and that he supply ‘‘ample security by 
bond or otherwise to insure the faithful performance of such agree- 
ment.”’ If the municipalities, civic associations, shippers, and receivers 
are interested sufficiently to take the lead in promoting the organization 
of a corporation to purchase the barge line, there is no need for such a 
requirement since they will have a vital interest in seeing to it that this 
service is maintained. If they are not, then there would seem to be no 
reason to place such a burdensome restriction upon any other purchaser. 
In fact, we doubt very much that any prudent businessman would pur- 
chase the barge line subject to any such condition even though he sin- 
cerely intended to render the same type of service. Furthermore, any 
proposed change in the service by a purchaser is subject to protest by 
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ee parties and suspension by the Interstate Commerce Commis. 
sion. 

We suggest that this provision be amended simply to require 4 
certification by the purchaser to the effect that he has a bona fide intent 
to continue the common-carrier service in a manner substantially similar 
to the service rendered by the corporation. In this way, the Participa- 
tion of interested groups in the ownership and management of the cor. 
poration will be assured. In effect, the Congress would forcefully demon. 
strate that it really means to get out of the barge business. If these 
groups which have argued so strongly for continuation of the Federa| 
Barge Lines are sincerely interested in that service, they will support 
the organization of a corporation to purchase the line from the Govern. 
ment. 

The provisions authorizing sale in two units, the Mississippi anq 
Warrior units, should be retained, as should that prohibiting purchase 
by railroad interests. If it developes that departure from the latter of 
these restrictions is in the public interest, appropriate legislation to ft 
the circumstances can be proposed at that time. 

In conclusion, the attention of the committee should be drawn to the 
main point at issue in this case: Throughout these hearings the pre 
ponderance of testimony by those who would be affected most by the 
liquidation of the barge line has been to the effect that the government 
should get out of the barge business, but not until the same service js 
provided by private capital. 


Reservations of Congressman Kefauver and Congressman 
Jackson of Washington 


We agree with the conclusions of the majority report that the 
Federal Barge Lines should be rehabilitated and that it should eventu- 
ally be sold and operated by private enterprise. 

The Federal Barge Lines has done a most useful job in pioneering 
river navigation and in working out rate schedules for river transporta- 
tion and for joint barge-rail transportation. It is our opinion that with 
some rehabilitation the Federal Barge Lines will, within a few years, 
be able to operate at a profit and that it could then be sold to private 
enterprise. The sale, however, should require the purchaser to give 
substantially the same service as is provided in the act creating the 
Inland Waterway Corporation. 

We cannot concur in the majority report that the Warrior River 
unit should immediately be sold. The last Congress authorized the 
building of the Tombigbee waterway. This connection between the Ten- 
nessee River, Warrior River, and the Gulf of Mexico through the Tom. 
bigbee River will furnish economical means for an enormous amount of 
river traffic from the Tennessee and Ohio Valleys to the Gulf of Mexico, 
and it will also furnish an alternate route for shippers in the Mississippi 
Valley. The Warrior unit should be retained to pioneer this new river 
traffic and to establish favorable rates. It should not be sold until this is 
done. r 

Also, we feel that even before the Tombigbee waterway is built, the 
Mississippi unit of the Federal Barge Lines should operate on the Ten- 
nessee River. The reason for the prohibition against operating on the 
Ohio does not apply to tue Tennessee. During the interval until a pur- 
chaser can be found for the Mississippi unit who will continue giving 
substantially the same service, I feel that the Mississippi unit should 
establish rates and give service to shippers desiring to use river trans- 
portation on the Tennessee. 





House Unit Approves ‘48 Budget 
Program of U. S. Barge Line 


Approval of the budget program of the Inland Waterways 
Corporation for the fiscal year ending June 30, 1948, without 
change, was recommended by the House committee on appro- 
priations, in its report on the government corporations appro- 
priation bill for the next fiscal year (H. R. 3756), with the 
explanation that the committee approved that budget program 
“on the assumption that the barge line will be continued as a 
going concern for at least several years, whether under gov- 
ernment or private management.” 

The committee, however, in its report did not mention 
or directly refer to a proposal of the Inland Waterways Cor- 
poration to spend a total of $17,000,000 within the next three 
years for rehabilitation of its fleet and terminals, though testi- 
mony of spokesmen for the corporation in hearings on the 
bill had indicated that they wanted the advice of Congress on 
that proposed expenditure, else they would feel it necessary 
to liquidate its holdings. 

The Inland Waterways Corporation operates the Federal 
Barge Lines on the Mississippi, Missouri, Illinois and Warrior 
Rivers, and is the owner of all the stock of the Warrior River 
Terminal Co., by which a switching line extending from the 
river bank at Port Birmingham to Ensley, Ala., is operated. 


Position on Barge Line Sale 


The House appropriations committee said in its report on 
H. R. 3756 that it concurred in principle in the recommenda- 
tions expressed in the report of the House select committee on 
small business with respect to future disposition of the govern- 
ment barge line and that it also concurred in recommendations 
of that committee as to disposition of the Warrior River Ter- 
minal Company (see elsewhere, this issue). The committee 
proposed authorization of $418,100 for administrative expenses 
of the Inland Waterways Corporation and of $20,100 for ad- 
ministrative expenses of the Warrior River Terminal Co., 48 
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proposed in the budget submitted to the committee. 

“Tt is refreshing to note,” said the committee, “that al- 
though the barge line is handling an increased volume _of 
pusiness it has at the same time reduced its administrative 
expenses from a total of $640,000 in the fiscal year 1947 to 
$418,000 in 1948. The management of the corporation at 
present is in the hands of an alert and able person, Mr. A. C. 
Ingersoll, Jr., and the committee is hopeful that the Inland 
Waterways (Corporation) will set an excellent example for 
other government corporations to follow. If the government 
must remain in business there is no good reason why its com- 
mercial activities should not be conducted on a sound and 
profitable basis.” : [ 2 ; 

The committee report contained a historical discussion of 
the Warrior River Terminal Co. and noted that an estimated 
proposed “acquisition of assets” of $250,000 in the next fiscal 
year by that company was designed to cover the purchase of 
50 coal cars. The 1948 estimate for that company included 
additional expenses of $299,900, for a total outgo of $549,900, 
and showed offsetting factors of revenue estimated at $500,500 
and a decrease in working capital of $49,400. 

In discussion of the Inland Waterways Corporation, the 
House appropriations committee observed that the corporation 
proposed to acquire assets of an estimated cost of $2,200,000 
in the 1948 fiscal year, that the budget estimate of additional 
expenses of the corporation for 1948 was $8,374,900, and that 
the sum of those two items would be offset by estimated rev- 
enue of $9,640,000 and “realization of assets” in the amount 
of $1,123,000. 






























































Estimate of 1948 Income 


South Trimble, Jr., chairman of the board of the corpora- 
tion, said that the “realization of assets” item contemplated 
the obtaining of about $1,000,000 by conversion of bonds into 
cash, acquisition of about $100,000 through sale of scrap, and 
addition of the balance of $23,000 by collection of interest on 
loans. He said the corporation’s own estimates differed some- 
what from the Budget Bureau estimates, and that according to 
the corporation’s figures, operating income for 1948 would 
approximate $9,504,000, while expenses would aggregate about 
$8,990,299, leaving $513,712 as estimated net income for the 
fiscal year. 

The appropriations committee said that the “acquisition 
of assets” item of $2,200,000 for 1948 included about $1,000,000 
for the purchase of “an articulated unit of a boat and a number 
of barges” and that one such unit was to be purchased in 1947. 

“The principal new feature is that the front of the boat 
and the ends of the barges are square so that they will fit flush 
together,” it added. ‘Basin tests of a model of this articulated 
unit indicate the possibility of phenomenal increases in effi- 
ciency and consequent economies. After the unit to be pur- 
chased in the fiscal year 1947 has been tested, and if the tests 
are successful, an additional unit is to be purchased in 1948. 
The balance of the $2,200,000 is to be used for further mod- 
ernization of floating equipment, including acquisition of addi- 
tional barges and installation of three Diesel engines in operat- 
ing boats.” 

In the printed hearings on the bill appeared testimony by 
Under Secretary William C. Foster, of the Department of Com- 
merce; Mr. Ingersoll, the president of the Inland Waterways 
Corporation, and others. 


Plans for Integrated Barge Tow 


What the House committee called an “articulated unit” 
was described by Mr. Ingersoll, in his testimony, as “an in- 
tegrated unit, consisting of a boat, six barges, and a bow 
piece.” He said this tow would have a maximum capacity of 
over 11,000 tons, and added: 


Model basin tank tests and calculations performed up to this time 
indicate that with equipment of this type large tonnages can be moved 
efficiently on the western rivers at a speed of about 10 miles per hour 
through the water as compared to present general river practice of 
6 to 8 miles per hour. Average ton-mile costs can be reduced over 50 
ber cent under costs now resulting from the operation of the corpora- 
tion’s present equipment. Whereas present line-haul costs of the cor- 
Poration’s fleet are about 2.5 mills per ton-mile, the use of this proposed 
integrated tow promises line-haul costs of about 1 mill per ton-mile. 

ith this equipment fast, dependable, and economical service can be 
offered beyond any now provided by any operators. 

I believe it is desirable to replace the present floating equipment 
with a fleet of such integrated boats and barges sufficient in number to 
Provide semi-weekly service between New Orleans, St. Louis, Chicago, 
Minneapolis, and Omaha. This ultimate aim would require considerable 
expenditure and some time to accomplish. I propose that the first step 
taken be the construction of a single demonstration unit of a boat and 
six barges to run between New Orleans and St. Louis to prove the 
results shown in the tank tests and work out practical details before 
wide duplication for complete service in the entire valley. 

The cost of such a unit is estimated at $1,000,000. Plans and speci- 
fications are being prepared and bids will be invited. . . . If this 
equipment should be as successful as expected, a large portion of the 
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equipment now in use in transportation on the western rivers will be 
rendered obsolete. At the same time we are quite confident that a fleet 
of, such fast and streamlined tows providing express water transporta- 
tion in the Mississippi Valley will lower our costs sufficiently and at- 
tract a sufficient volume of business to convert the dubious experience 
of recent years into a record of comfortable annual profits, large enough 
to carry on the developmental work we are conducting with enough 
left over to amortize the invested capital. ... 


$17,000,000 Modernization Program 


Under Secretary Foster, in his testimony, said that “a 
decision to modernize will involve the expenditure of approxi- 
mately $17,000,000 over a period of about three years.” Of 
that amount, he said, about $11,000,000 was proposed to be 
spent for acquisition of the “integrated tows” Mr. Ingersoll 
had discussed. The second major expenditure, he said, would 
cover the purchase of containers, to “lower the cost of handling 
package freight.” He said that ‘an experimental small num- 
ber’”—200—had been ordered, that they constituted “just one 
barge-load,” and that they cost $400 each. He stated that the 
third major item in the proposed modernization program would 
be the rehabilitation of the terminal equipment and of the 
terminals themselves — “substantially handling equipment, 
trucks, and that type of .thing’—at an estimated cost of 
$1,000,000, and that another $1,000,000 was proposed to be 
spent for pallets and miscellaneous equipment. 

“Then,” he continued, “we do need more barges since, if 
this money or anything of this magnitude were granted to the 
corporation, we would immediately junk about 160 of our 
present barges which, as Captain Ingersoll states, you could 
throw your hat through at the moment. That would have an 
advantage in our national economy since we would get about 
36,000 tons of scrap, which is one of the great shortages today 
in the steel industry.” 

Mr. Ingersoll said that the corporation’s estimate of a net 
profit of $513,712 for the fiscal year 1848 was made on the basis 
of use of existing equipment, but that he did not believe that 
the corporation could continue to operate at a profit in sub- 
sequent years unless new equipment such as he had described 
could be placed in operation “as soon as is humanly possible.” 


Present Status of Barge Line 


He said the corporation’s floating equipment consisted of 
— three tugs, and 272 barges, mostly built prior to 
: “The corporation now opeartes a common carrier service 
in the transportation of all commodities except perishables and 
livestock on 3,350 miles of rivers from New Orleans to Birming- 
ham, Memphis, St. Louis, Chicago, Minneapolis and Omaha,” 
he said. “It handles traffic between river ports and between 
interior points by virtue of through rates with connecting rail- 
roads and, quite recently, with trucks.” 

He said that a deficit of $2,276,858 as of June 30, 1946, 
would be increased by the estimated loss for the fiscal year 
1947 to $3,449,189, but would be reduced, according to the cor- 
poration’s estimates, to $2,935,477 as of June 30, 1948. 

“Merchandise tonnage transported, which reached a low 
ebb of 18 per cent of total tonnage in calendar year 1945, has 
taken a sharp swing upward in the calendar year 1946,” he said. 
“Merchandise tonnage increased to 29 per cent and bulk ton- 
nage was 71 per cent in calendar 1946. During the first three 
months of calendar 1947 merchandise constituted 35 per cent 
of the tonnage handled. With the recent increase in rail rates 
and the returning of inventories to more normal conditions, it 
is anticipated that merchandise traffic will increase considerably 
during year 1948. . . . Upstream traffic, which has to buck the 
river current and is thereby more costly, reached a high of 
76 per cent of the total traffic in fiscal 1945. In calendar 1946 
this proportion has decreased to 70 per cent, and in the current 
year is expected to be even less.” 


Containers for Package Freight 


Mr. Ingersoll stated that if merchandise traffic was to con- 
tinue to move on the western rivers, ways had to be found to 
circumvent the high cost of terminal handling. He said that 
this problem was illustrated by “the contrast between 1832 
wharf laborer wages of 35 cents and productivity of 1.85 tons 
per man-hour and 1946 wages of 93 cents and 1.20 tons per 
man-hour. Package freight could not be handled at a profit 
under these conditions, he said, and added: 


One of the most promising solutions is the use of containers for 
moving package freight in large unit loads from shipper to consignee 
without breaking bulk. Some limited use of such containers has been 
made by ocean shipping lines, sufficient to indicate very remarkable 
savings in handling costs. An example of the economies possible by 
this means is the expectation that the labor necessary to unload a 
barge of sugar may be reduced from the 1,100 man-hours required for 
sugar in sacks to something under 110 man-hours for sugar in con- 
tainers. This should reduce the direct labor cost of transfer from about 
75 cents a ton to less than 10 cents a ton. 
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After discussing wage increases granted to employes of the 
corporation in the current fiscal year, Mr. Ingersoll said that 
“even with these pay increases there is an estimated reduction 
in personal services in the budget for the fiscal year 1948 from 
that estimated for fiscal 1947 of 173 positions with a net saving 
of approximately $130,000.” He said a survey of I. W. C. or- 
ganization and functions had just been completed, and that as 
a result there would be “a reduction of 513 positions from the 
number requested, from 2,213 to 1,700.” 

The corporation now operated 17 river-rail terminals on the 
Mississippi, Missouri, Illinois and Warrior Rivers and contem- 
plated additional terminals on the Missouri to serve Omaha, 
Sioux City and other cities on extension of the barge line’s 
service to this area. One of the 17 terminals was privately 
owned, two were owned by the Inland Waterways Corporation, 
and 14 were municipally owned, he stated. 

At the start of his presentation, Mr. Ingersoll said he had 
spent two years in the Naval Academy, had later been gradu- 
ated from the New York State Merchant Marine Academy, had 
gone to sea with the Grace Line as a deck officer for two years, 
and had left that position to work on the rivers in a company 
of which his father was the managing head, ultimately ad- 
vancing to the positions of mate, pilot and captain. He told of 
other experience he had in river transport, including expe- 
rience as assistant general manager of a barge line of which 
his father was the managing head, and then said he had served 
from the spring of 1945 until May of 1946 in the U. S. strategic 
bombing survey, after which he had gone to work for the 
Inland Waterways Corporation. 


“Alternations” Before Congress 


Under Secretary Foster said that the alternatives before 
the committee and Congress as to the future of the I. W. C. 
were “sharply drawn,” involving “either the modernization of 
the corporation’s equipment by the investment of a substantial 
sum of money or the sale of the corporation by the liquidation 
of its assets.” He said he believed, as a business man, that the 
government should not compete with private business in -any 
field unless there were special conditions which justified such 
competition, and he then cited the conditions as to which, under 
terms of the organic act of the I. W. C., compliance had to be 
achieved before the government could discontinue operation of 
the barge line. 

“We do not feel that all four of those conditions have been 
yet met,” he said, in subsequent discussion. “So that, if it 
were decided to dispose of this, you would have to have new 
legislation overriding existing legislation.” 

“You are here to give us the facts and figures and then the 
committee and the Congress will have to decide whether this 
activity shall be liquidated in whole or in part; is that the 
case?” asked Representative Jensen, of Iowa, chairman of the 
House appropriations committee’s subcommittee on government 
corporations. 

“I think that is a fair statement, sir,” said Mr. Foster. 
“T think this is a broad regional question. I do not think that 
we, as operators, are the proper ones to decide such a broad 
public-interest question. I would say this, that we feel very 
strongly that if the question of substantial expenditures does 
not appeal to the present Congress, we would then recommend 
the liquidation of the operation. We think it is a mistake to 
continue the operation of this corporation with equipment of 
the present nature and antiquity. However, if it is felt advis- 
able by the Congress that an investment be made in new equip- 
ment, then the determination as to whether that is in the 
broadest public interest to continue this operation with the still 
further benefits to come, is your problem.” 


Criticism of Railroads 


Mr. Ingersoll contended that the government barge line 
brought about substantial savings as a result of “the many 
reductions in rail freight rates which occur because of the 
existence of water competition.” As an example, he said that 
prior to the inauguration of barge service the rail rate on 
canned milk from Neosho, Mo., to Tampa, Fla., was $1.32 per 
100 pounds; that a rate of $0.595 was established by the barge 
line, and that thereafter the rail rate was reduced to $0.68 per 
100 pounds. He assailed what he termed a “pernicious practice” 
of the railroads—that of lowering a rail rate on routes parallel 
to barge transportation and “making up the difference in the 
98 per cent of its business which does not parallel barge trans- 
portation, and doing that only to put out of business the com- 
peting barge lines.” 

In the course of discussion that followed, Chairman Jensen 
said: 


Mr. Ingersoll, American private industry has always given good 
service to the American people. I believe, and I am going to continue 
to believe, they will continue to give good service to the American 
people at a fair rate, and that means in this industry as well as all 
other industries, because of the fact that competition is the life of trade 
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and you have competition between your water carriers on these inlang 
waterways just as you have competition in every other line of business. 
So, when you imply that the government has to be in business in order 
to give fair treatment to the American people in getting this packagegq 
freight hither and yon at reasonable and proper rates, history just does 
not bear out that statement, 

I too have been a little critical of the railroads at times. . . . Most 
every business in America does the same thing as the railroads, byt 
because they are big business we take broadsides at them. The fact of 
the matter is that they do pay a lot of taxes. They keep up their roag- 
beds and all their facilities while we make the water routes available 


for the water carriers free gratis. Let us not be too rough on the 
railroads. 


Mr. Ingersoll said his contention was that if the Federal] 
Barge Line’s package freight service was permitted to lapse, it 
would be a long time before it would start again, and not that 
that service could be handled only by the Federal Barge Line, 





House Marine Subcommittee Hears 
M. C. Plans for Coastal Trades 


The Weichel subcommittee of the House merchant marine 
and fisheries committee, resuming its hearings on the ship sales 
act after a recess of more than two weeks, delved into plans 
of the Maritime Commission for returning ship operation in 
the intercoastal and Pacific coastwise trades to private com- 
panies through fleet charters, effective July 1 (see elsewhere, 
this issue, and Traffic World, May 24, p. 1676). 

Commissioner Mellen, of the M. C., testified that under 
charters, as opposed to general agency operation, the commis- 
sion would make money, and Representative Jackson, of Wash- 
ington, asked for a breakdown showing this comparison. He 
said members of the House appropriations committee had told 
him that from data furnished by the M. C. it was apparent 
the commission had been losing money under the agency ar- 
rangements. This, he said, was the crux of the current ship 
problem. Representative Weichel, chairman of the subcom- 
mittee and newly appointed chairman of the full committee, 
asked Mr. Mellen to furnish such a braek-down applicable from 
last September to date. 

Opposition to the M. C.’s fleet-chartering plan came from 
the first witness, Donald S. Morrison, vice-president of the 
American Hawaiian Steamship Co., New York, in commenting 
on a telegram from the commission to agency operators in the 
coastwise and intercoastal trades relative to the course of 
action it would pursue in considering charter applications. It 
will control such applications unti] December 31, under the 
merchant ship sales act of 1946. 

Mr. Morrison said his company had wired the commission 
concerning what it described as the “inequity and unsoundness’ 
of using the fleet charter method of continuing intercoastal 
operations, offered by the M. C. as a substitute for the general 
agency operations with completion of voyages initiated prior 
to July 1. 


“Foreign” Profit and Intercoastal Loss 


Under the M. C.’s plan the ability to operate in the inter- 
coastal trade was made dependent on the amount of profit 
earned on chartered vessels in foreign trade, Mr. Morrison 
quoted his company as saying, and added that the government 
aid afforded under this method was not extended on an equal 
basis to all. He said that, for example, in the case of a chat- 
terer with sufficient profits in the ‘“90-per-cent bracket,” the 
M. C. would, in effect, be paying 90 per cent of his intercoastal 
losses, whereas in the case of American Hawaiian there would 
be no recapturable profits under the charter were the company 
to operate in the intercoastal trade and at present rates the 
same number of vessels the company was now operating a 
general agent. 

This policy, continued Mr. Morrison, extended the most 
aid to those whose principal operations were in foreign trade 
and denied such aid to those who had invested most heavily 
in intercoastal organizations in an effort to restore that busi- 
ness to its pre-war level. 

Mr. Morrison said his company informed the commission 
that an amendment to the charter, referred to in the com- 
mission’s wire, providing that additional charter hire accrued 
from voyages terminated prior to July 1, should not be reduced 
and requiring a rendering of separate accounts for recapture 
purposes covering voyages terminated subsequent to June 30, 
“aggravated the discrimination” already referred to. It would 
also seem, he said his company stated, that this provision would 
unreasonably discriminate against charterers operating in 40- 
mestic trades as distinguished from those whose operations 
were entirely overseas. 


“As in case of the latter,” continued Mr. Morrison, “losses 


incurred in half of the year would result in reducing recap- 
tured profits earning in the other half.” 
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The M. C. had announced that amendment of fleet charter 
contracts would provide that additional charter hire accrued 
with respect to operations involving voyages terminated prior 
to July 1, should not be reduced and separate accounts should 
be rendered to the extent required by the commission as to each 
fleet charter operation involving domestic service covering 
voyages terminated subsequent to June 30. 

Mr. Morrison said his company had further advised the 
commission: 








We also understand from your telegram that you will submit to us 
an amendment to our fleet charter which will authorize vessels char- 
tered by us to operate in intercoastal commerce within the limits of 
our certificates of convenience and necessity with the understanding 
that the number of intercoastal sailings to be made by us between 
July 1, 1947, and December 15, 1947, will not exceed the maximum 
determined by the Maritime Commission. We understand this to mean 
that all of the vessels under charter to us may be employed at our 
discretion either in intercoastal commerce or in other trades as au- 
thorized under our present charter, subject only to the limitation as to 
intercoastal sailings to be prescribed by the Maritime Commission. 












With that understanding, said Mr. Morrison, his company 
applied for delivery under its fleet charter of all of the vessels 
that it was now operating in intercoastal commerce as general 
agent for the M. C., with the limitation that the total number 
of intercoastal sailings to be made with chartered vessels be- 
tween July 1 and December 31 would not exceed the number 
that the company would have made in the same period as 
general agent if its present general agency had continued. 

American Hawaiian informed the commission, said Mr. 
Morrison, that it could not state at present the extent to which 
its chartered vessels would be employed in intercoastal com- 
merce as under present conditions the company would require 
the “greatest possible flexibility” within the maximum limita- 
tion set by the commission. 


Loss Under Chartering Plan 


Mr. Morrision said he estimated a total loss of $52,000 
a voyage for the remainder of the year under the commission’s 
chartering plan if his company took over 11 ships which it 
chartered as general agent for the M. C. He said the govern- 
ment was subsidizing intercoastal operation because of prospec- 
tive profits in foreign trade charters and that no one could 
afford to operate profitably unless he had excess profits under 
a foreign trade charter. This assertion was later denied in 
testimony by Commissioner Mellen. 

A. E. King, of the Isthmian steamship line, said his com- 
pany was prepared to charter intercoastal and off-shore opera- 
tions under a fleet charter. and deemed it unfortunate that his 
company, under the commission’s policy, could not consider 
fleet operations for the calendar year. He said the story about 
off-shore profits being so high was not altogether true. He said 
his company had told the commission that it would like to see 
the government out of the steamship business as soon as pos- 
sible. He said that in view of the current rate and labor situa- 
tion the intercoastal trade was in bad shape. It was most 
difficulty, if not impossible, to operate privately in this trade 
at this time, he said, despite the fact that Isthmian was a large 
purchaser of ships from the Maritime Commission. 


Admiral W. W. Smith, chairman of the Maritime Commis- 
sion, took the stand to answer questions regarding fleet char- 
tering. In the course of the questions Chairman Weichel 
brought out that the commission’s policy was to encourage 
intercoastal business on the part of companies with off-shore 
(foreign) operations which would support intercoastal losses 
with off-shore profits. Mr. Weichel said it had been testified 
that $500,000 a month was being lost in the operation of coastal 
and intercoastal service. He said it had also been testified 
that operators were not buying ships from the Maritime Com- 
mission and that the large foreign trade now available was 
temporary, in that a great part of it resulted from the State 
Department’s program of shipping coal, grain and other com- 
modities as relief measures for foreign countries. This traffic, 
he said, was moving under charter or agency. 


__Paul Sullivan, of the M. C. operating contracts division, 
said, in reply to a question by Representative Jackson, that his 
guess” was that 15 per cent of this temporary world traffic 
was “private account.” 

Admiral Smith said that under general agency contracts 
the government maintained the ships, took all the income, and 
paid the agent a daily fee for operating the ship. This fee, said 
Mr. Sullivan, was $60 a day a ship as a “husbanding charge” 
for handling the ship and the agent, he said, received a com- 
Mission on revenue based on 5 per cent outbound revenue and 
2% per cent inbound revenue. 

Mr. Weichel developed that under general agency the gov- 
ernment got all the income and under charter got only a part 
of the income and asked why the commission should not con- 
tinue a general agency program. Commissioner Mellen said 
the record was not complete and that it should be noted that 
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the government received all the income under general agency 
but that it also paid all the expenses. Under chartering, he 
said, the government was guaranteed 15 per cent of the sales 
price of the ship. The M. C., he said, made a net income on 
chartering, but lost money under general agency. 


St. Lawrence Seaway Plan Opposed 
by Rails, Lake Carriers and Others 


Opponents of the so-called Vandenburg proposal for a self- 
liquidating St. Lawrence seaway project by means of a toll 
system and of the project in general as embraced in S. J. 111, 
took the stand as the Wiley subcommittee of the Senate foreign 
relations committee resumed hearings on the bill (see Traffic 
World, June 7, p. 1802). 

Senators Lodge and Saltonstall, of Massachusetts, appeared 
in opposition to the seaway project and the subcommittee heard 
further statements in opposition from representatives of the 
railroads, the lake carriers, the armed forces and others. 

Dr. Julius H. Parmelee, vice-president and director of the 
Bureau of Railway Economics, Association of American Rail- 
roads, and L. C. Sabin, of Cleveland, vice-president of the Lake 
Carriers’ Association, were among witnesses who opposed the 
project and the proposed tolls system on account of the sea- 
way’s cost. 

“Because of excessive costs involved,’ said Dr. Parmelee, 
“the St. Lawrence seaway project cannot be made self-liquidat- 
ing by imposing ‘reasonable tolls.’” He added that to make 
the seaway self-liquidating “the level of tolls would have to 
be higher than the maximum proposed in the resolution,” and 
so high as “to defeat its very purpose, by discouraging the 
movement of any large amount of traffic.” Dr. Parmelee said 
there were so many factors involved with respect to placing 
the project on a self-liquidating basis as to require “a thorough 
and complete investigation in advance of any final decision as 
to its economic soundness.” 

Sees Proposed Toll Too Low 


Observing that the resolution provided a maximum rate 
of toll of $1.25 a ton, Dr. Parmelee, said this would be insuffi- 
cient to make the project self-liquidating. 

“Tf,” he said, “the cost to the United States were consid- 
ered alone, it would take a toll of $1.84 on each of the 10,000,- 
000 tons of American traffic which is estimated may use the 
St. Lawrence seaway project, in order to liquidate the United 
States’ cost.” 

He asserted that if the total cost to the U. S. and Canada 
was considered jointly, it would require a total of $1.86 on each 
of 16,000,000 tons, the estimated capacity of the whole water- 
way, in order to make the total navigation project self-liquidat- 
ing. This, he added, did not take into account that a certain 
amount of tonnage would be exempted, ‘‘as section 3 of the 
resolution definitely requires,” nor, he said, did it comport with 
the principle that certain tonnage should be treated more fa- 
vorably than other tonnage. He said the average toll, “as here 
‘calculated,” based on traffic at maximum utilization substan- 
tially exceeded the maximum toll that might be imposed on 
any part of the traffic by reason of the statutory limitation. 
He said these figures supplied the basis for “considerable doubt 
as to the feasibility of making the St. Lawrence project self- 
liquidating by imposition of reasonable tolls.” 


Sees Need of Further Study 


Dr. Parmelee observed that the railroads had taken the 
position for many years that waterway improvements should 
be made self-liquidating and had said that if that were done, 
the railroads would not oppose any sound improvement project. 
He added, however, that with respect to the St. Lawrence 
waterway, adequate study had not been given by the project’s 
sponsors, and. that in order to work out a self-liquidating tolls 
plan it was necessary not only to have a careful calculation 
with respect to the precise construction cost but also to have 
answers to innumerable preliminary questions. Such questions, 
he said, would include the nature of the anticipated traffic, the 
extent to which tolls should vary on ships in ballast or under 
load, the extent of exceptions to be granted local or govern- 
ment traffic, and how these tolls were to be divided between 
Canada and the U. S. 

He said that because of their bearing on the likelihood of 
making the project self-supporting, there should be an agree- 
ment on these and many other related questions before the proj- 
ect could be submitted for approval to the U. S. Congress and 
the Canadian Parliament. 


Lake Carrier Official Cites Costs 

Mr. Sabin, of the Lake Carriers’ Association, said costs of 

the proposed seaway would be so great that tolls sufficient to 
“make any substantial contribution to liquidation would so dis- 
courage traffic as to reduce materially any advantage to ship- 
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pers which there might be in this expensive project.” He added 
that the assessment of tolls on the use of navigable waters 
would be “in conflict with the avowed policy of the United 
States and is prohibited by present law.” 

Estimates made by various government authorities as to 
the project’s cost were entirely too low and failed to take into 
consideration the full effect of increased costs of materials and 
labor, continued Mr. Sabin. 

“Assuming,” said he, “that the estimated cost would be 
$600,000,000, would mean that the expediture would be 71 per 
cent of the cost of improvement of the entire Mississippi River 
system; 85 per cent of all United States seacoast harbors—At- 
lantic, Pacific, and Gulf; 114 per cent of the original cost of 
the Panama Canal as established in 1921; 344 per cent of all 
United States intracoastal canals and waterways, and four 
times the estimated cost of the New York State Barge Canal 
with over 500 miles of channel.” 


Mr. Sabin asked the subcommittee if the two countries were 
ready to take on a burden of such magnitude under present 
conditions of indebtedness. He said: 


Proponents of the project appear to estimate possible new traffic 
at 10,000,000 long tons. The annual traffic in the present canal averaged 
8,400,000 tons from 1935 to 1939. Accordingly, it may be assumed that 
the proponents foresee a traffic of 20,000,000 short tons. If all of this 
theoretical traffic, present and future, were to pay tolls at the maxi- 
mum rate of $1.25 per ton, the returns would yield only about 80 per 
cent of the annual cost charges. To fully cover the cost would require 
a uniform rate of $1.60 per ton. 

The assessments of tolls which would make any substantial con- 
tribution to liquidation would so discourage traffic as to materially 
reduce any advantage there might be in this expensive project, allegedly 
undertaken for the benefit of the public through cheaper transportation. 
Such a system would be counter to the long-established policy of the 
United States providing free use of navigation facilities. 


Opposed on Constitutional Grounds 


Gilbert R. Johnson, counsel for the Lake Carriers’ Asso- 
ciation, opposed the seaway project on constitutional grounds, 
saying any agreement between the U. S. and Canada providing 
for the collection of tolls on vessels using the seaway facilities 
should be submitted to the Senate for ratification under the 
“treaty clause of the Constitution” instead of simply being ap- 
proved by Congress. He said approval of the toll agreement 
by Congress ‘would be unconstitutional because of the neces- 
sary subject matter, nature and character of the agreement.” 
Mr. Johnson also said: 


Under any system of tolls for the use of navigation facilities in the 
St. Lawrence River the United States would confer upon Canadian 
ships the right to use facilities in our territory in consideration for the 
right of our ships to use facilities in Canada. The United States would 
waive, in favor of Canada, the sovereign right to impose tolls upon 
Canadian ships for the use of facilities in our waters. Waiver of that 


right may only be accomplished upon the advice and consent of the 
Senate. ’ 


Vice Admiral Russell Willson, chief of staff of the Navy, in 


World War II, testified from the point of view of national secur- 


ity, saying that in the last 15 years there had been a “progres- 
sive decline” in the estimate of the value of the seaway project. 

“TI ascribe this,” said Admiral Willson, “to the fact that at 
first these discussions were based on theory, later on the lessons 
of war, and most recently on at least a partial appreciation of 
technical and international developments which may well revo- 
lutionize former concepts of security.” 


Admiral Willson said that if he had the decision he would 
“think long and hard” before he counted heavily on shipbuilding 
facilities for deep-sea vessels in the Great Lakes, when all 
facilities there could be used many times over for equally nec- 
essary small vessels. 


“Nor would I care to lay down Liberty ships, destroyers, 
and cruisers in that area where one bomb placed at a critical 
point in this project could bottle them up, perhaps for the rest 
of the war,” said Admiral Willson. 


“Easing the Strain” on Coast Facilities 


With respect to “easing the strain” on east and Gulf coast 
port facilities, Admiral Willson said the maximum annual ca- 
pacity of the waterway for U. S. shipping was officially esti- 
mated at 5,000,000 tons each way, and war freight, said he, 
would be predominantly one way. Admiral Willson added: 


The east and Gulf coasts handle over 200 million tons a year, so that 
even if the canal were not interrupted, the ‘‘easing of the strain’’ on 
these port facilities would be about 2% per cent. As to ‘‘easing the 
strain during wartime on rail transportation,’’ during the periods 
1941-44 the railroads originated an annual average of 1,405,000,000 tons. 
The easement furnished by the waterway would therefore have been 
substantially less than one per cent. The extent to which the waterway 
could “‘serve as a reserve route’’ is, of course, limited by these same 
percentages, 
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Commenting on a statement that the project would tend to 
decentralize the industrial and shipbuilding arrangements of 
the Atlantic coast, Admiral Willson said: 





It would seem, however, that the Great Lakes area is as much in 
need of decentralization in the so-called atomic age as is the Atlantic 
coast. To increase the industrial potential.of the Great Lakes region 
would hardly be a move towards such decentralization. 





Army Testimony 


Major General Bradley, U. S. Army, retired, fomerly in 
command of the First Air Force and later the air inspector of 
the Army Air Forces, testified that the proposed St. Lawrence 
waterway and power development would constitute a vulner- 
able spot in case of war and could not be defended from air 
attacks. He said that the direct contribution of the project to 
national security would only be slight and that it would be “of 
less value than should be expected from the expenditure of 
equivalent funds in other directions.” 

“The real question,” he said, “is, Can the project, with its 
40 locks, more or less, and its proposed dams and power houses 
be defended against enemy air attacks? I answer categorically, 
no. 









“It might be said that the weapons of defense have inm- 
proved since World War II. That is true. But the weapons of 
offense have also improved. . ... The St. Lawrence seaway and 
power project now lies in the most exposed and most vulnerable 
part of continental United States except Alaska. For that rea- 
son, the arguments advanced in 1941 to the effect that comple- 
tion of this project would materially aid the national defense 
are less applicable now than then; and then they were not con- 
sidered sufficiently potent to warrant adoption. .. . An enemy 
with access to the polar route could and definitely would des- 
troy the project’s locks and dams and power houses and sink 
ships in the narrow canals in the St. Lawrence seaway just as 
effectively as we did in Germany... .” 
















Opposition from Boston 


Henry E. Foley, of Boston, Mass., appearing on behalf of 
the Port of Boston Authority and the New England St. Law- 
rence Project Conference Opposed to the Waterway, contended 
that, regardless of the tolls that might be assessed against ship- 
ping for use of the proposed St. Lawrence navigation facilities, 
the project was not capable of self-liquidation and was not 
sufficiently important to the national defense to warrant “‘the 
cost and waste involved.” 

“The port of Boston and all New England would be seri- 
ously injured if the project were carried out,’’ he said. ‘The 
commerce of the port is not small and local; it is large and it 
includes the shipping of many export products which originate 
in other parts of the country. ... Grain, for example, is an im- 
portant Boston export and is vital port traffic. If the waterway 
were to take over the grain traffic. . . . Boston must resign itself 
to the immediate loss of summer grain shipments and eventual 
loss of all traffic in this commodity. Among imports which Bos- 
ton, in competition with New York and Baltimore, now ships to 
the Great Lakes area are coffee, vegetable oils, woodpulp, bur- 
lap and jute. This traffic would move through the waterway in 
the open season. .. . For Boston and New England, the port's 
share in traffic westward is vital. If Boston and New England 


are to survive economically, we cannot afford to lose a ton of 
Men. a 



























Shipping Federation’s Views 


Walter E. Maloney, testifying on behalf of the National 
Federation of American Shipping, Inc., referred to letters which 
a number of steamship companies had addressed to the late 
Senator Bailey, of North Carolina, when he was chairman 0 
the Senate commerce committee. 

“Actually,” he said, “these letters merely restated the 
opinion held by leading steamship executives for many yeals 
that from the operational point of view the navigation phases 
of the St. Lawrence project will be of no benefit to the Amer 
can merchant marine or to the economy of the nation. Cer 
tainly, the economical operation of the American-flag vessels 
through the seaway will not be made more likely by the im 
position of tolls... . ; 

“Tf the seaway is to depend almost exclusively on foreig# 
trade, as appears to be the case, it will almost certainly & 
necessary to provide operating subsidies if American vessels are 
to be enabled to meet low-cost foreign competition. Payment 
of government subsidies would create an anomalous sitaution if 
at the same time tolls are imposed to liquidate a project col- 
structed largely with United States funds. . . . We believe that 
the natural effect of the construction of the seaway will be to 
divert to relatively small foreign-flag ships considerable com- 
merce which now moves on American-flag vessels from Atlantic 
and Gulf ports, having arrived there either by surface or inland 
water transportation. . . . Authorization to proceed with the 
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dto Bcreat Lakes-St. Lawrence seaway would be directly opposed 
S of ff the best interests of the American merchant marine. . . .” 
New Orleans Economist Opposes Project 
ch in Walter Parker, directing economist of the Interior Bureau 
antie [of Economics, New Orleans, opposed both the waterway and 
gion power project, saying that “after enormous expenditures for 
war, huge taxes, and monumental public debt which must be 
paid, the well being of the United States requires a period of 
very careful economy.” He said he estimated that the pro- 

Yy in fposed waterway and power project would cost the U. S. tax- 

or of Mpayers a possible two billion dollars but that at comparatively 

‘ence Hlittle cost lake boats could be provided to reach Montreal to 

Iner- Heonnect there with ocean-going vessels. 

n air “All-water transportation by lake boats to a port, and 

ct to Mocean transportation beyond,” said Mr. Parker, “is the best 

e “of Many port should hope for. But the Great Lakes interior ports 

re of Mdesire ocean ships to come to them, which no other industrial 
section enjoys.” 

th its The proposed seaway financed by U. S. taxpayers would 

ouses Mbe a subsidy to foreign flag ships enabling them to compete 

cally, Mwith the American merchant marine and domestic transporta- 

tion lines, said Mr. Parker, adding that “harm would be done 
> jm- to many sections of the country in excess of any good that 
ms of |could be done the Great Lakes ports.” He said imposition of 

y and tolls on foreign ships would not reduce the cost of operating 

rable @American ships nor solve the problem of American transporta- 

- reg. Ig§tion, and added that “foreign ships in the Great Lakes could 

mple- @upset the transportation economy of large sections of the coun- 

fense try and do great harm.” 

t Con- Urging that no public improvements be made for a while 

nemy except those most essential, Mr. Parker concluded that flood 

1 des- Mcontrol should take precedence and so should domestic naviga- 

| sink Btion, irrigation, drainage, and the checking of soil erosion. 

Ast as “Those projects have long awaited adequate appropria- 
tions,’ said Mr. Parker. ‘Taxes should be lowered and the 
cost of government should be radically reduced.” 

alf of Says Seaway Not Needed for Ore Imports 

bes Alexander C. Brown, Cleveland, president of the Cleveland- 

ship. § Cliffs Iron Co., denied statements previously made to the sub- 

ilities, Committee that the seaway now was needed because serious 

.s not @depletion in the reserves of Lake Superior iron ore would 

t “the soon make necessary the importation of ores. He said: 

; The St. Lawrence seaway is not needed to supply imported iron 

> Sefl- @ ore in substitution for Lake Superior district iron ore to the steel com- 

“The @ panies tributary to the Great Lakes in the foreseeable future, and to 

and it @ allow this large segment of the steel industry to become dependent on 

ginate peed importation of foreign iron ore would be a disastrous national 
: cy. 

- ent The present situation as to Lake Superior iron ore reserves does 

€TWay B not constitute any valid reason for now urging the construction of this 

1 itself waterway, My company and its predecessors have been operating mines 

entual Jin the Lake Superior district since about 1850 and we do not believe 

h Bos- @ that our business is ‘‘on its way out.’’ 

a An Niagara Traffic League Opposition 

way in The Niagara Frontier Industrial Traffic League, Buffalo, 

port's N. Y., has written Senator Wiley, chairman of the subcom- 

nglani @ Mittee, that it “has not retreated from its position that the 

ton of —. St. Lawrence seaway project is economically un- 
sound.” ; 

The league said it had “not been misled by the prop- 

‘onal aganda and publicity which accompanied and followed the 

or introduction of S. J. Res. 111 that the project will be made 

; whic self-liquidating.” It added that the provisions relating to self- 

n€ _ liquidation were “misleading and vague” and were evidently 

nan © @ injected into the resolution as a “premeditated hoax to soften 
ed the the opposition.” 

, years After noting that section 3 of the resolution called for 

phases  R€sOtiations with Canada following the commencement of con- 

Ameri: @ S'Tuction to determine the measure of tolls to be levied and 

1. Cer- @ Provided: a maximum toll of $1.25 a ton, the league continued: 

vessels Obviously, there is no more assurance in this resolution that the 

the im- ee can or will be made self-liquidating than in any of its prede- 
ors. 

foreign We object to the haste with which this resolution is being steam- 

inly be rollered. If it has any merit, it can bear the scrutiny of sober and 

sels are mete consideration. The present Congress will not expire until 

ayment j 

ution if The league said overall costs on the present day level 

ct yer were obscured in estimates that were ‘‘vulnerable to challenge.” 

ve be These costs, it said, should be painstakingly revised and would 

ll be  Fnot be complete if they did not include the total cost of 

le be deepening the harbors on the lakes to accommodate vessels 

—~ d requiring 27-foot depths. It said the amount of commerce that 

ih ‘“ would use the proposed waterway was unknown and that an 






Unbiased, fact-finding joint commission should determine if 
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sufficient tonnage would be offered to self-liquidate the cost 
of the project. It also suggested that. the Commission should 
study and report on the economics of the project. 

From such facts as were known, said the league, there 
would not be sufficient traffic to self-liquidate the cost, and 
“each successive increase in tolls that would be required to 
reach that objective would progressively reduce traffic to the 
saturation point.” 


Johnson Lauds Rail Performance, 
Tells of Car-Output Problems 


Director Johnson, of the Office of Defense Transportation, 
discussed a wide field of transportation subjects’ and empha- 
sized accomplishments of the car service division of the Asso- 
ciation of American Railroads and of the Commission’s Bureau 
of Service toward effectuation of an equitable distribution of 
freight cars as between the east and the west, as he testified 
before a caucus committee of House members from western 
states, by which a series of hearings on the subject of western 
box car shortages had been held (see Traffic World, June 7). 

At the time of Director Johnson’s appearance, Representa- 
tive King, of California, chairman of the caucus committee, was 
the only member of that group who was present. The hearing 
was held in the caucus room of the Old House Office Building, 
in Washington. 

Topics discussed by the O. D. T. director and Commission 
member in charge of car service and the substance of his 
remarks with respect to each follow: 

Freight car production: A total output of 7,000 cars in 
May had been expected, but actual production would total 
only about 4,000 cars. The O. D. T. director expected that the 
production figures would ascend to 6,000 or 7,000 in June, 8,000 
in July, 9,000 in August, and 10,000 (the production rate “goal” 
set by the car builders) in September. Director Johnson said 
the present difficulty of the car builders was that they obtained 
an oversupply of one kind of material and an undersupply of 
another kind, and that the O. D. T. was trying to obtain a 
balance of production of the. car components and to “match 
them up.” 

Freight car distribution: A change in the situation had 
taken place since the winter months. Western roads now had 
a favorable balance of box cars, in terms of percentage of cars 
on their lines to their respective totals of cars owned. The 
percentage relationship borne by the car shortage in the eastern 
districts to the total car shortage for the nation as a whole 
had risen gradually from 39.5 per cent in the week of January 
4 to 86.5 per cent in the week of May 17, and that, conversely, 
the percentage of shortage in the western district had declined 
from 60.5 per cent in the week of January 4, 1947, to 13.5 per 
cent in the week of May 17. According to a tabulation setting 
forth these percentages, the total car shortage the week of 
January 4 was 12,333; the figure rose to around 20,000 in Feb- 
ruary and reached a peak of 25,292 the week of March 8, and 
then, after having totaled 20,857 the week of April 6, it stepped 
downward week by week to a total of only 4,041 the week of 
May 17. The table also showed that in February and March 
and the first two weeks of April the eastern percentage of 
shortage ranged from about 50 per cent to about 55 per cent. 
In another tabulation it was shown that the percentage of open 
top car shortage in the east had been 85.3 the week of January 
4, had hovered between that figure and 68.4 per cent (recorded 
the week of May 3) since that date, and had been 72.1 per cent 
the week of May 17. Director Johnson observed that the west 
originated box car shipments in large volume while the east 
originated open top carloadings predominantly, and that, ac- 
cordingly, the west was short on box cars and long on open 
top cars. 


Traffic and Car Efficiency 


Volume of traffic and freight car efficiency: With fewer 
freight cars and about half a million fewer employes than 
they had in World War I, the railroads in World War IT moved 
“four times the load for about four times as long” as their 
World War I traffic. Director Johnson said that “that should 
answer all questions.” He displayed a graph showing that 
weekly carloadings in the first three months of 1947 had been 
consistently and substantially higher (about 10 per cent) than 
the loadings in the first three months of 1946, and said the 
railroads had fewer cars in 1947 than they had in 1946. He 
pointed to a table showing that total loading of freight, by the 
railroads in the first 19 weeks of this year had been 15,517,888 
cars, as against 14,058,694 in the same period of 1941 and 
15,160,363 in the same period of 1947; that grain loading had 
increased from 628,108 cars in the first 19 weeks of 1941, to 
863,023 in the same period of 1945 and to 958,875 in the same 
period of 1947; that box cars owned on January 1 of this year 
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totaled 728,677 as against 702,490 in 1941 and 742,447 in 1945, 
and that all cars owned on January 1, 1947, totaled 1,749,556, 
compared with 1,640,006 in 1941 and 1,764,109 in 1945. Cars 
loaded per car owned, he noted, had increased from 8.57 in 
1941 to 8.59 in 1945 and 8.86 in 1947. He showed, also, that 
the 19-week grain loading total this year exceeded that of the 
first 19 weeks of 1920 by 329,846 cars while total loading this 
year exceeded that of the first 19 weeks of 1920 by 286,151 
cars, and that cars loaded per car owned this year (8.86) showed 
an increase of 34.44 per cent in efficiency over the corresponding 
1920 figure, 6.59. Turn-around time for the first 17 weeks of this 
year for six selected western roads and six selected eastern 
roads was compared in another tabulation, showing that, on 
the western roads, 93,533 cars required an average turn- 
around time of 13.7 days, while on the eastern roads 214,054 
cars required an average turn-around time of 12.9 days. Di- 
rector Johnson said that if the eastern turn-around time could 
have been applied to the western lines in question, 4,658 cars 
could have been saved. 

“We are loading now at about the level of August or 
early September,” he said. “We think we are going to be as 


well off, and possibly a little better off, this year than last, 


with a 10 per cent greater load and less cars. 
New Cars Needed 


Car supply: There was now a deficiency of about 100,000 
box freight cars; the railroads had about 700,000 box cars and 
they needed about 800,000, Director Johnson said. He con- 
tended that there was a need for production of 300,000 cars 
of all types, because of a large percentage of the existing supply 
having reached retirement age; that, subtracting five years 
from their normal period of useful service, because of incessant 
use since before World War II, about 53 per cent of the present 
car supply was ready for retirement; that at the present rate 
of production it would take eight years to build 300,000 cars, 
and that the railroads should have on order “at all times” 
in the present emergency at least 120,000 cars. He said they 
now had an order about 95,000 cars and that an additional 
35,000 was in the process of production. The railroads, if they 
received 300,000 cars today, could retire 150,000 cars tomorrow, 
he averred. He said the box car shortage was less now than 
it had been in eight or nine months. In March, 6,055 freight 
cars had been retired and 4,060 new cars had been placed in 
service. 

Passenger cars: Changing over to the use of new equip- 
ment was a process that required years, since the railroads 
could not stop operations for the making of changes. Installa- 
tion of AB brakes, ordered by the Commission, had been under 
way for years. Accidents on railroads were not attributable 
to antiquated equipment as much as to heavy traffic; some acci- 
dents had been caused by broken rails, and railroads were 
having difficulty in obtaining steel rails. 

__Commendation of carriers and shippers: Director Johnson 
said that one of the great contributing factors in the success 
of rail transportation in World War II was the cooperation of 
the Shippers Advisory Boards, the traffic clubs, the National 
Industrial Traffic League, and the A. A. R. Without those 
groups, there would have been far less efficiency, and if there 
had been no A. A. R., the government would have had to 
establish some such agency, possibly as part of the O. D. T., 


and it would not have been as efficient as the A. A. R. was, 
he said. x 


Commends Kendall 


“IT have found no more honorable men, no more gifted 
men, than I have found in the transportation business, particu- 
larly on the railroads,” Director Johnson said. “I place second 
to none, Warren C. Kendall (chairman of the A. A. R. car 
service division). No man has done more to win the transpor- 
tation battle than Warren C. Kendall... . I owe what measure 
of success I have had to men like him. You couldn’t find a 
man who deserves more praise than Warren C. Kendall.” 

Director Johnson also expressed gratitude for help he, “an 
engineer,” had received from such men as “Mr. Gass, Mr. 
Aydelott, Mr. Buford, the leaders in the Shippers Advisory 
Boards, and the National Industrial Traffic League.” 

Car ownership and per diem charges: Director Johnson, 
answering a question by Representative King, said there were 
some railroads that owned no freight cars and that he thought 
every railroad should own enough cars so that in times of stress 
they could “contribute to the pool.” Asked whether the I. C. C. 
had power to do something about “parasitical” railroads, Di- 
rector Johnson said the Commission had taken initial steps to 
inquire into car ownership. He said Chairman Aitchison. had 
told him that before the Commission got down to telling any 
railroad how many cars it should have, “you and I will have 
long passed from the Commission.’”’” When Representative King 
said there had been statements that “influence” had been 
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brought to bear on the Commission and had precluded it from 
doing what it should have done, Director Johnson said that he 
could think of nothing more impossible and that “the Commis. 
sion doesn’t do anybody’s will but its own.” 


To a question by Mr. King as to whether there was rela. 
tionship between per diem charges and “retention of cars.” 
Director Johnson said there was such a relationship; that the 
per diem of $1.25 a car was “a bagatelle,” and that if $2 or $3 
a day were added to the standard per diem it would make the 
railroads more efficient. He said he thought the Commission 
should increase the per diem, but that his legal advisors haq 
told him that the Commission had no right to do so. Repre. 
sentative King suggested that the Commission might obtain an 
opinion of the Attorney General on that point. Director John. 
son said he thought only the White House could ask the At 
torney General for an opinion. 

“If the Commission is allowed to prescribe a just, reason. 
able and compensatory per diem, should not the per diem ip. 
clude not only out of pocket cost of maintaining the cars, but 
also the revenue in their absence?” asked Mr. King. 

Director Johnson said he thought the per diem rate should 
be based on what a car was worth and the cost of moving it in 
times of emergency. He noted that legislation had been intr. 
duced to grant the Commission power to deal with per diem 
charges, but said an opponent of the legislation had told him 
that the bill had been “put on ice.” 


Circuitous Routing 


Circuitous routing: Representative King said it had been 
stated to him that about 400,000 cars annually were shipped 
over unduly circuitous routes, and that thereby at least 400,00 
car days annually were lost. Director Johnson said he thought 
those figures sounded unreasonable, and that such circuitous 
routing had not been great. Mr. King then pointed to instances 
in which shipments begun on one railroad had been diverted 
to other railroads over circuitous routes and ultimately returned 
to the originating carrier for delivery at destination. He won 
dered why the shipments could not have moved directly over 
the lines of the originating carriers he named. Director John- 
son pointed out that shippers had the right to route their freight, 
but said that such instances as Mr. King described, involving 
three or four switchings en route, were “criminal.” He said 
that “we’ll be glad to look into this.” Representative King 
said he thought that this was the time for the Commission to 
“take up this thing and crack this thing wide open.” Director 
Johnson remarked, in the course of subsequent discussion, that 
in World War II some of the traffic of the heavily burdened 
lines to the west coast, such as the Union Pacific, had been 
diverted to transcontinental roads farther north, to relieve the 
congestion, though circuity thereby was added. 

Director Johnson said, in the course of his testimony, that 
‘swe haven’t paid much attention to initials on cars for some 
years—we have tried to put the cars where the freight was 
to move.” He said this was the seventh year of a record wheat 
crop; that in the years past nobody had lost any wheat or corn, 
and that he thought that “we ought to be a little thankful.” 


Performance of Railroads 


Representative King said he had admired the way Directo 
Johnson in the past had pointed to things that needed to bk 
done, but that it seemed to him the railroads went alon: 
as they pleased and did not do anything. Director Johnson 
pointed to one of his charts on the subject of efficient rail per 
formance and said that the railroads’ efficiency “surpasses any: 
thing in history.” 

In one of his questions, Representative King referred to: 
letter that Director Johnson had addressed to the White Hous 
and had placed in the record of Senator Reed’s subcommitte 
hearings on western grain car shortages, in which the O. D. 1. 
director had stated that “there is something sinister at work’ 
and had suggested that the situation was potentially a nationa 
scandal. Mr. King inquired whether Director Johnson thought 
that the grand jury investigation instituted by the Attorne) 
General into alleged anti-trust law violations by freight ca 
builders would unearth “a national scandal.” 

Director Johnson said he did not think that that investige 
tion would unearth a scandal. He explained that his lette 
to the White House dealt with a proposal he had made fo! 
construction of 50,000 freight cars by the federal government 
He said the Secretaries of Commerce and Agriculture agre 
with the proposal; that the President, had advised the R. F. ¢ 
to arrange for financing of the construction; that the Civilia 
Production Administration had said it would arrange for steel 
if the financing arrangements were made, and that the rail- 
roads had agreed to take the cars “at so much per day” until 
they had been paid for. 

“Everything looked perfect; then it fell out, and I neve 
learned why,” said Director Johnson, adding that that was the 
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Hub of World Trade 
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te 
Outer harbor and main channel entrance to the 


Port of Los Angeles. Ships of every nation find a traditional 
welcome at the Port of Los Angeles where modern municipal 


facilities are available to the shipping public. Your inquiries are 
cordially welcomed. 


\ powter 10S ANGELES 


For complete information, write 


BOARD OF HARBOR COMMISSIONERS 


M. G. Rouse . . . Secretary 
City Hall, Los Angeles 12, Calif. 





sk One of a series of ad- 
vertisements based on 
industrial opportunities 
in the states served by 
the Union Pacific Rail- 


road. 


“>|. conferences. . 


Agriculture being the life-blood of many in- 
dustries, Idaho is particularly fortunate in that 
respect. World-famous for the Idaho Potato, it 
has developed many other agricultural activities. 
Grains, vegetables, fruit . . . cattle and sheep are 
produced in abundance. Dehydration, frozen 
foods processing, dairying, canning and packing 
are among the state’s flourishing industries. 


For non-agricultural industries, Idaho is en- 
dowed with rich veins of minerals. Numerous 
manufacturers of stone, clay and glass products 
have established plants in Idaho. Lumber for 
building and wood products is available. Unsur- 


passed rail transportation is provided by Union 
Pacific. 


As a vacation region, Idaho has a wonder- world 
of its own in Sun Valley ... year-round sports 
center . . . the world famous primitive area .. . 
and in the scenic surroundings of Payette Lake. 


Idaho is a young thriving state, ripe for further 
industrial development. It offers good living 
and working conditions, good schools, splendid 
cultural advantages . . . and its energetic citizens 
assure newcomers of a true western welcome. 


2 Address Industrial 
Department, Union 
Pacific Railroad, 
Omaha 2, Nebraska, 
for information re- 
garding industrial 
sites. 


UNION PACIFIC RAILROAD 
The Strategic Middle Route | 
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occasion for his remarks about “something sinister” and about 
possibilities of a national scandal. 

He charged that the War Production Board, in World War 
II, by refusing to allocate materials for construction of rajj 
equipment, had “wrecked our railroads as badly as they dig 
the German railroads,” and added that if the war had lasteg 
until 1947 “we would have become embarassed militarily,” be. 
cause of transportation breakdown. 


Johnson for Bulwinkle Bill 


Representative King wondered if Director Johnson wanted. 
to express an opinion, off the record, about the merits or de 
merits of the Reed-Bulwinkle bill—the pending bill (S. 110) 
to remove from application of the anti-trust laws agreements 
between carriers, after approval of such agreements by the 
Commission. 

“Yes, and I'll say it on the record—I’m in favor of it,” 
said the O. D. T. director. “I can’t imagine how you would 
ship anything from your home to New York without rates made 
as they have always been made... . I can imagine no greater 
confusion than there would be if we take out conference rates, 
.. . 1 don’t know how we would run the railroads without rate 
. . I don’t see how the Department of Justice 
can run the railroads.” 

Mr. King said his committee had heard one witness who 
contended that passage of the Reed-Bulwinkle bill would be 
the first step toward socialization of the railroads. That, he 
added, showed how “honest men can differ.” Director Johnson 
said that “that’s why we have a Congress—to decide thege 
things.” Mr. King said he had voted against the bill, because 
he “didn’t believe in it.” 


Revenue Freight Loading 


Revenue freight loading the week ended June 7 totaled 900- 
747 cars, according to the Association of American Railroads 
This was 8.5 per cent above the preceding week; 8.5 per cent 
above the corresponding week last year, and 1.8 per cent above 
the corresponding week in 1945. 

Loading by groups of commodities was reported as follows; 

Grain and grain products, 45,064 cars, 5,300 above preceding 
week and 1,888 above corresponding 1946 week. 

Livestock, 12,683 cars, 1,675 above preceding week and 
2,505 below corresponding 1946 week. 

Coal, 195,961 cars, 20,103 above preceding week and 22,670 
“above corresponding 1946 week. 

Coke, 14,457 cars, 750 above preceding week and 6,06 
above corresponding 1946 week. 

Forest products, 46,440 cars, 3,313 above preceding week 
and 695 below corresponding 1946 week. 

Ore, 80,490 cars, 70 below preceding week and 21,997 above 
corresponding 1946 week. 

Merchandise, 1. c. 1., 117,242 cars, 12,003 above preceding 
week and 9,704 below corresponding 1946 week. 

‘ Miscellaneous, 388,410 cars, 27,290 above preceding week 

and 30,912 above corresponding 1946 week. 


Cumulative Freight Loading 


1947 1946 
2,883,863 
2,866,876 
3,982,240 
2,604,049 
671,311 
684,942 
688,210 
571,473 
626,885 


1945 
3,003, 65 
3,052,481 
4,022,088 
3,377,338 

866,03 
838, 76! 
868, 914 
882,753 
837,88 


Four Weeks of January 
Four Weeks of February 
Five Weeks of March 
Four Weeks of April 
Week 

Week 

Week 

Week 

Week 


15,579,849 17,749,916 


FREIGHT CAR REPORT 


U. S. railroads reported an average daily surplus of 7,47 
freight cars and an average daily shortage of 13,510 freight 
cars for the week ended May 31, according to the car servic 
division of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 3,08; 
auto box, 398; flat, 79; gondola, 11; hopper, 24; and miscel 
laneous cars, 3,881. 

The shortage was made up as follows: Plain box, 3,120; 
auto box, 17; flat, 146; gondola, 3,985; hopper, 6,204; and mis 
cellaneous cars, 38. 


MAY FREIGHT CAR PRODUCTION FALLS 
The American Railway Car Institute reported June 11 that 
3,929 freight cars were produced during the month of May. 
This is a decline from the 4,123 cars delivered to the railroads 
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“Whar (i are going places!” 


Concentrate on a growing market— 


CCC HIGHWAY will keep you competitive. 


HE CLEVELAND, COLUMBUS & CINCINNATI HIGHWAY, Inc. 


215 Euclid Avenue DIVISION OF U. S. TRUCK LINES Cleveland 14, Ohio 













ATTENTION 
SHIPPING 
MANAGERS! 


Make yourself more valu- 
able...turn out more work 
with less time and effort: 
Have afactory-trained D.-B. 
packing and marking man 
analyze your shipping room 
procedure. Profit by his 
suggestions. Others have. 
No obligation. See your 
phone book under “Stencil 
Cutting Machines.” Or 
write Diagraph-Bradley 
Dept. P. 3745 Forest Park 
Bivd., St. Louis 8, Mo. 
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It’s only natural that claims filed on the best 
form should be handled first. Horder’s 
World Wide Traffic Forms are simplified, 
authoritative and up to the minute. They’re 
the preferred forms for shippers and carriers. 





Per 10 
Pad Pads 
No. 2207R Standard, for Overcharge 
MS Aa. caive idan waaeinaee Kectee. 65¢ $5.50 
8%x1l in.; 100 sheets to pad 
No. 2208R Standard for Loss G Damage 
MEU 8s se trek a nlemeicr eddie ws oe-<a.ait 65c 5.50 
8%x1l in.; 100 sheets to pad 
No. 2205A Consignee’s Concealed Loss 
& Damage Claims................. 65c 5.50 
8%xll1 in.; 100 sheets to pad 
No. 2206A Shipper’s Concealed Loss & 
BE IS eine sivbcc.ns.cocescs 35c = 3.25 
8%xll in.; 100 sheets to pad 
No. 2412A Transport Co. Inspector’s 
Loss & Damage Report............ 65c 6.30 


8%x1l in.; 50 sheets to pad 


‘First with the NewetForms” ELORDER'S, INC. 


231 South Jefferson Street, Chicago 6, Illinois 
All Telephones FRAnklin 6760 


months of the year, the institute said. 
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during April but exceeds substantially production in earlier operating 



































23,2 
A continuing uneven flow of materials to car builder,’ othe I 
shops and strikes in several plans were responsible for the fact compared 
that deliveries for May were considerably below schedule, said Oper 
the institute. in the fir 
Sin laos Sats eee a 17.6 per | 
FREIGHT COMMODITY STATISTICS a 
The Commission has issued statement M-550, prepared by 
its Bureau of Transport Economics and Statistics, of tons of Class 
revenue freight originated and tons terminated in carloads by 91947 had 
classes of commodities and by geographic areas—Class I steam 9§ 00,000 cc 
railways—for the calendar year 1946. 1946. vs 2 
The statement shows a total of 1,342,229,912 tons of reve. Hen 
nue freight originated and 1,255,802,825 tons terminated. As Thos 
to forwarder traffic, tons originated totaled 3,625,103 and tons Mf operating 
terminated totaled 3,830,100. : with $27, 
By groups of commodities, tonnages originated and termi. @ income, t 
nated, respectively, were reported as follows: qe 
Products of agriculture, 149,940,860 and 155,838,179; animals and @in the fir 
products, 21,587,390 and 22,272,214; products of mines, 717,805,793 and Mper cent 
614,305,919; products of forests, 84,816,429 and 88,593,330; and manu- —penses tc 
factures and miscellaneous, 368,079,440 and 374,793,183. 
REFRIGERATOR CARLOADING STATISTICS pe 
A statement showing in detail the carloadings, tons, and 00,000 c 
tons per car in 1946 of certain commodities which move pre- § month of 
dominantly in refrigerator cars, as reported to the I. C. C,, in and rent 
comparison with 1945, has been issued by W. C. Kendall, chair- § the coal 
man of the car service division of the Association of American see 
Railroads, who says: with $70, 
For these perishable commodities the average load per car was ™ income, 
21.40 tons, compared with 22.24 in 1945, a loss of .84 tons per car. The § CO™paret 
same commodities averaged 22.28 tons in 1944. Oper 
It will be noted that the prircipal drop in tons per car occurred § in the fi 
in dried, cured and smoked meats, packing house products NOS, canned § 7-6 per ‘ 
foods products NOS and in butter. Doubtless this was principally due § &*Penses 
to the discontinuance of shipments moving in substantial volume for 
the armed forces as most of them show a reduction also in the number 
of cars loaded. The only commodity moving in heavy volume that 
showed a good increase was potatoes, other than sweet. ie _ 


Rail Rate of Return Slightly 
Better for 12-Month Period 


Class I railroads of the United States in April, 1947, had 
an estimated net income, after interest and rentals, of $32,600,- 

compared with a deficit of $19,320,000 in April, 1946, 
according to reports filed by the carriers with the Bureau of 
Railway Economics of the Association of American Railroads. 
Because of the coal strike in April 1946, railroad traffic and 
earnings in that month were considerably reduced, the A. A. R. 
said. and continued: 


In the first four months of 1947, they had an estimated net income, 
after interest and rentals, of $121,000,000, compared with a deficit of 
of $100,000 in the corresponding period of 1946. 

Class I railroads in April, 1947, had a net railway operating income 
before interest and rentals, of $58,409,688 compared with $10,722,120 in 
April, 1946. 

Class I railroads in the first four months of this year had a net 
railway operating income, before interest and rentals of $232,563,10 
compared with $121,540,0¥8 in the same period of 1946. 

In the twelve months ended April 30, 1947, the rate of return on 
property investment averaged 3.24 per cent, compared with a rate of 
return of 2.77 per cent for the twelve months ended April 30, 1946. 

The earnings reported above as net railway operating income repre 
sent the amount left after the payment of operating expenses and taxes. 
but before interest, rentals and other fixed charges are paid. Property 
investment is the value of road and equipment as shown by the books 
of the railways including materials, supplies and cash, less accrued d¢ 
preciation. 

This compilation as to earnings for the first four months of 1947 is 
based on reports from all Class I roads, representing a total of 227,03 
miles. 

Total operating revenues in the first four months of 1947 totaled 
$2,728,545,478 compared with $2,432,352,223 in the same period of 1946, 
or an increase of 12.2 per cent. Operating expenses in the first fou 
months of 1947 amounted to $2,140,796,806 compared with $2,075,094,%6 
in the corresponding period of 1946, or an increase of 3.2 per cent. 

Thirty-five Class I railroads failed to earn interest and rentals in the 
first four months of 1947, of which seventeen were in the Eastern Dis 
trict, six in the Southern Region and twelve in the Western District. 

Eastern District 

Class I railroads in the Eastern District in the first four months of 
1947 had an estimated net income, after interest and rentals of $32,000, 
000 compared with a deficit of $28,200,000 in the same period of 1946. 
For the month of April alone, their estimated net income, after interest 
and rentals, was $8,300,000 compared with a deficit of $20,500,000 in 
April, 1946 when traffic and earnings were considerably reduced because 
of the coal strike. 

The same roads in the first four months of 1947 had a net railway 
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operating income, before interest and rentals, of $85,179,314 compared 
with $23,291,684 in the same period of 1946. Their net railway operating 
income, before interest and rentals, in April amounted to $21,162,922 
compared with a deficit of $7,826,288 in April, 1946. 

Operating revenues of the Class I railroads in the Eastern District 
in the first four months of 1947 totaled $1,251,158,673, an increase of 
17.6 per cent compared with the same period of 1946, while operating 
expenses totaled $1,012,985,303, or an increase of 6.9 per cent above 1946. 


Southern Region 


Class I railroads in the Southern Region in the first four months of 
1947 had an estimated net income, after interest and rentals, of $25,- 
(00,000 compared with a net income of $6,800,000 in the same period of 
1946. For the month of April alone, they had an estimated net in- 
come, after interest and rentals, of $6,300,000 compared with $620,000 
in April, 1946 when the coal strike reduced rail traffic and earnings. 

Those same roads in the first four months of 1947 hada net railway 
operating income, before interest and rentals of $39,102,789 compared 
with $27,766,914 in the same period of 1946. Their net railway operating 
income, before interest and rentals, in April to $8,230,084 compared with 
$5,004,218 in April, 1946. 

Operating revenues Of the Class I railroads in the Southern Region 
in the first four months of 1947 totaled $303,464,769 an increase of 8.8 
per cent compared with the same period in 1946, while operating ex- 
penses totaled $304,515,689, an increase of 3.1 per cent above 1946. 


Western District 


Class I railroads in the Western District in the first four months of 
1947 had an estimated net income, after interest and rentals, of $64,- 
000,000 compared with $21,300,000 in the same period of 1946. For the 
month of April alone, they had an estimated net income, after interest 
and rentals, of $18,000,000 compared with $560,000 in April, 1946 when 
the coal strike reduced rail traffic and earnings. 

Those same roads in the first four months of 1947 had a net railway 
operating income, before interest and rentals, of $108,280,997 compared 
with $70,482,100 in the same period of 1946. Their net railway operating 
income, before interest and rentals in April amounted to $29,016,682 
compared with $13,544,190 in April, 1946. 

Operating revenues of the Class I railroads®*in the Western District 
in the first four months of 1947 totaled $1,083,922,036 an increase of 
1.6 per cent compared with the same period of 1946, while operating 
expenses totaled $823,295,814, a decrease of one per cent under 1946. 
































RAIL EMPLOYMENT 
Employes of Class I steam railways, exclusive of switching 
and terminal companies, totaled 1,366,094 as of the middle of 
May, 1947, representing an increase of 4.54 per cent over May 
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last year and an increase of 1.58 over April this year, according 
to a statement of rail employment issued by the Commission’s 
Bureau of Transport Economics and Statistics. The May, 1947, 
employment was reported as follows: 

Executives, officials, and staff assistants, 15,186; profes- 
sional, clerical and general, 224,508; maintenance of way and 
structures, 271,947; maintenance of equipment and stores, 
374,275; transportation (other than train, engine and yard), 
171,768; transportation (yardmasters, switch-tenders, and host- 
lers), — and transportation (train and engine service), 
291,303. 


RAIL LABOR NEGOTIATIONS OPEN JUNE 18 


Negotiations between the 17 non-operating railroad unions, 
representing more than one million employes, for a 20-cent 
hourly wage increase (see Traffic World, May 24, p. 1674) will 
open June 18 at the Union Station, Chicago, G. E. Leighty, 
president of the Railroad Telegraphers and chairman of the 
Employes’ National Conference Committee, has announced. 
Mr. Leighty said that reports of a 10 per cent increase in rail- 
road gross revenues in the first quarter of 1947 “clearly show 
that.the railroads have no cause to complain, and that they 
amply afford the wage increase we seek.” 

The nation’s rail carriers have estimated that it would 
cost $568,000,000 a year to grant the union wage demands. 


Rail Wage Statistics 


Class I steam railways, exclusive of switching and terminal 
companies, reported total compensation of $350,355,525 paid to 
1,325,499 employes as of the middle of March, 1947, according 
to a compilation of wage statistics of those roads, statement 
M-300, prepared by the Commission’s. Bureau of Transport 
Economics and Statistics. 

The employment was a decrease of 42,515, or 3.11 per cent, 
under the. number reported for March, 1946. The total number 
of hours paid for was 3.13 per cent less and the total compen- 
sation was 16.75 per cent more in March, 1947, than in March, 
1946. A comparison of the number of employes who received 
pay in the month with the total hours paid for showed 206 hours 
an employe in March, 1947, and 205 hours in March, 1946. 


direct @ir cargo service 
to Scandinavia 


Overnight air shipments from New York-to 
Glasgow, Copenhagen, Oslo and Stockholm. 
7 flights weekly. Regular S.A.S. connections 


*-@ Stockholm 


@ Copenhagen 


assure oir freight and express deliveries 


on schedule. For bookings or tariff information, 


1110 Rand Tower 
Minneapolis, Minn 





1908 


Employes paid on an hourly basis in March, 1947, received pay 
for 18,426,746 hours of overtime, which was 7.32 per cent of 
the straight time paid for. The corresponding percentage for 
March, 1946, was 7.82. 

Compensation for “time paid for but not worked” for 
March, 1947, was reported as follows: Executives, officials and 
staff assistants, $70,726; professional, clerical, and general, 
$279,304 (daily basis), $2,421,238 (hourly basis); maintenance 
of way and structures, $17,475 (daily basis), $693,134 (hourly 
basis); maintenance of equipment and stores, $101,324 (daily 
basis), $2,377,864 (hourly basis); transportation (other than 
train, engine, and yard), $56,435 (daily basis), $770,852 (hourly 
basis); and transportation (yardmasters, switch tenders, and 
hostlers), $96,388 (daily basis), $101,676 (hourly basis). 

In the train and engine service, compensation for March, 
1947, was reported as follows: Straight time actually worked, 
$69,035,160; straight time paid for, $83,410,233; overtime paid 
for, $9,973,555; constructive allowances, $5,186,527; total, $98,- 
570,315. Miles actually run totaled 504,958,907 and miles paid 
for but not run totaled 60,404,456. 


FRAUD CASES UNDER RAIL UNEMPLOYMENT .ACT > 


Federal courts have recently sentenced three claimants for 
fraudulently receiving unemployment insurance benefits under 
the railroad unemployment insurance act. In St. Louis, Mo., a 
railroad worker was sentenced on May 6 to serve 30 days in 
jail and to pay a fine of $300. Evidence indicated that the 
defendant had been working regularly in a restaurant during 
the period for which he had collected $85 in unemployment 
insurance benefits. In another case, a laborer was charged with 
filing seven claims for unemployment insurance benefits while 
actually employed in the construction industry. The defendant 
was convicted at Des Moines, Iowa, on April 30, and placed on 
probation for one year. 

The third case involved a defendant who had filed claims 
for benefits and collected $70, while actually working on a job 
paying 50 cents hourly, according to the Railroad Retirement 
Board which reported the above court actions. 


STRIKE NOTICES AGAINST TRUCKING INDUSTRY 


The trucking industry was the target for 138 union no- 
tices of intention to strike out of a total of 990 for all indus- 
tries filed during May with the Labor Department, says the 
American Trucking Association, adding: 


An analysis by the industrial relations department of the American 
Trucking Associations, Inc., showed the notices against the trucking 
industry were 14 per cent of the total and involved 1,028 companies 
and nine employer associations. 

They compared with a total of 892 notices filed in April, of which 
127, or 14.2 per cent, were directed against the trucking industry. 

All of the May notices were filed by the International Brotherhood 
of Teamsters. Pennsylvania led all the states with 32 notices. Indiana 
was second with 14, Illinois and New York next with 12 each, and Ken- 
tucky and Ohio followed with 11 each. No notices were filed in 21 
states. 


East Coast Maritime Strike Looms 


With C.I.O. unions and shipowners making little progress 
toward a peaceful settlement of their disputes, and strike votes 
proceeding in some of the unions, a futile meeting was held 
between representatives of the largest of the unions and the 
Committee for the Companies and Agents, Atlantic and Gulf 
Coasts. 

Demands made by the National Maritime Union for incor- 
poration in a new contract to take effect June 15 were rejected 
in toto by the committee at a meeting held on Wednesday, 
June 4. Twelve counter proposals suggested by the committee 
were rejected by Joseph Curran, president of the NMU. 


TRAFFIC WORLD 


In rejecting the union’s demands, Frank J. Taylor, chair. 
man of the committee and president of the American Merchant 
Marine Institute, declared that “it is obvious to all that the 
proposals of the union would impose a very considerable wage 
increase, concealed in additional overtime.” 

He continued: 

The latest proposal of the union . . . is a further attempt to extenq 
the existing featherbedding provisions of the contract to the point that 
overtime costs would be approximately equal to base pay. In other 
words, the union is practically asking that a man be paid a base 
salary for signing on a vessel, and that he be paid overtime for any- 
thing that he might be asked to do. 

The committee’s rejection, in the form of a letter to m. 
Hedley Stone, secretary of the union’s negotiating committee, 
declared that the existing base wages are “misleading and do 
not truthfully reflect the actual earnings of the various un. 
licensed ratings. A study of 200 voyages since the first of this 
year disclosed that the average monthly earnings from all 
sources of the unlicensed personnel are far in excess of the 
base wages. For example, the average monthly earnings of 
an able seaman were $269.48, as compared with his base wage 
of $182.85. The prewar union contract provided a base wage 
of $82.50, with few of the featherbedding provisions now in 
effect. Thus the earnings of able seamen have tripled since 
the prewar period. The same ratios hold true for other ratings, 
and these figures do not include any allowance for the board 
and lodging furnished seamen. 

Negotiations between the operators and the NMU are of 
particular importance due to the size and strategic position of 
the union, and the failure to reach agreement is considered 
serious. The C.I.O. unions have decided on joint strike action, 
and are confident that A.F.L. maritime union members will 
refuse to cross any picket lines which might be established, 
There has been no intervention on any official basis by a gov- 
ernment agency, and no outside mediation is promised for the 
future. The industry is gloomy, and a crippling strike is fore- 
cast by most industry leaders. 


N. A. R. U. C. Announces Discussion 
Topics for 1947 Convention 


In its call for its fifty-ninth annual convention, to be held 
July 14 to 17, inclusive, in the Statler hotel at Boston, Mass., the 
National Association of Railroad and Utilities Commissioners 
has announced a list of seven topics for discussion and the 
names of speakers invited to lead the discussions. 

Ben Smart, secretary-treasurer of the association, stated 
that a pre-convention meeting of the N. A. R. U. C. executive 
committee would be held at 10 a.m., July 14, and that the open- 
ing session of the convention would begin at 2 p.m. that day. 

The convention program will include discussion subjects re- 
lating to the field of transportation, and these topics and the 
speakers who will lead the discussion in each instance will be: 
“Carload Traffic Studies,” by John L. Nichols, of the Interstate 
Commerce Commission’s Bureau of Transport Economics and 
Statistics; “Regulated Monopoly and Competition,” by Lynn H. 
Ashley, of the Wisconsin Public Service Commission; ‘Motor 
Carrier Revenue and Rates,” by Charles C. Wine, of the Arkan- 
sas Public Service Commission, and “Warehouse Regulation and 
the Santa Fe Elevator Case,” by Harold P. Huls, of the Califor- 
nia Public Utilities Commission. 

Other topics and speakers will be: ‘‘Thomas A. Edison and 
Alexander Graham Bell—A Centennial Appraisal,” by Wade 0. 
Martin, of the Louisiana Public Service Commission; “Review 
of Current Telephone Rate Cases,” by Harry M. Miller, of the 
Ohio Public Utilities Commission, and “An Analysis of the 
Capital Structure of Electric Utilities, Yesterday, Today and 
Tomorow,” by Richard B. McEntire, of the Securities and Ex 
change Commission. 











H. E. Schauble has been appointed 
traffic manager, at Chicago, for the 
Booth Fisheries Corporation. 

* 


John A. Parker, general freight claim 
agent, at Tyler, Texas, for the St. Louis 
Southwestern Railway, has retired after 
54 years of service. Mr. Parker served 


two years as chairman of the South- 
western Claim Conference and several 
terms as chairman of its perishable com- 
mittee. He also served for a number of 
years on the A. A. R. freight claim divi- 
sion’s committee on freight claim rules, 
and for the last year was chairman of 
the committee. Mr. Parker will be suc- 


ceeded by J. T. Gallaspy, who, since 
1938, has been employed by the A. A. BR. 
in the study of loss and damage prevel- 
tion and claim adjustments. 

* * * 


Leo Jessen, freight claim agent, at L0s 
Angeles, for the Atchison, Topeka & 
Santa Fe Railway, has retired after more 
than 45 years of service. E. W. Thomas 
succeeds Mr. Jessen. H. W. Gentle suc: 
ceeds Mr. Thomas as assistant freight! 
claim agent, Los Angeles. J. E. Chap- 
pell succeeds Mr. Gentle as _ assistant 
freight claim agent, San Francisco. 


W. A. Blank has been appointed gen- 
eral freight agent, at Fort Worth, Tex. 
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for the Fort Worth & Denver City and 
Wichita Valley railways. Mr. Blank suc- 
ceeds Y. E. Juge, who has been pro- 
moted to the newly created position of 
assistant freight traffic manager at Fort 
Worth. The position of assistant general 
freight agent has been abolished. 
* * * 

Emmet E. Lindauer has been ap- 
pointed general agent, at Newark, N. J., 
for the New York Central System. S. 
A. R. Lancto has been appointed divi- 
sion freight agent at New York City. 


J. T. Allen has been appointed travel- 
ing freight agent, at Charlotte, N. C., for 
the Virginian Railway. Mr. Allen suc- 
ceeds Aubrey T. Mason, promoted. 


I. E. Clary has been appointed super- 


intendent, at Seattle, of the Cascade 
division of the Great Northern Railway. 
D. B. Jenks has been appointed superin- 
tendent of the Spokane division. 


W. M. Smothers has been appointed 
general industrial agent, at St. Louis, 
Mo., for the Gulf, Mobile & Ohio Rail- 
road. 

* * ok 


H. C. Parse has been appointed assis- 
tant to the president, at Kittanning, Pa., 
for the Pittsburg & Shawmut Railroad. 


Oscar A. Roedell, manager of bag- 
gage, milk and dairy traffic for the 
Minneapolis, St. Paul & Sault Ste. Marie 
Railroad, died in Minneapolis June 4. 
Mr. Roedell began working for the Soo 
Line as office boy in 1902. He served 16 
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years as secretary of the Western Asso- 
ciation of General Baggage Agents, and 
was a past-president of the American 
Association of General Baggage Agents, 
Funeral services were held June 6 at 
Lakewood Chapel, Minneapolis. 


* * * 


James G. O’Connell, traveling freight 
agent, at Detroit, for the Denver, Rio 
Grande & Western Railroad, died June 
6. Mr. O’Connell had served 25 years 


.as traveling freight agent for the rail- 


road. He was a member of the Traffic 
Club of Detroit. Funeral services were 
held June 9 at Saints Peter and Paul 
Jesuit Church, Detroit. Burial was in 
Adrian, Mich. 


* * * 


Memorial services for Henry J. Mike- 
ska were held June 1 at Texas City, Tex. 
Mr. Mikeska was president and general 
manager of the Texas City Terminal 
Railway. He has been missing since the 
explosion disaster of April 16. 

* * * 


James P. Farrell has been appointed 
district traffic manager, at Shanghai, for 
the Northwest Airlines. Warren LeRoy 
succeeds Mr. Farrell as district traffic 
manager at New York City. Howard 
West succeeds Mr. LeRoy as district 
traffic manager at Great Falls, Mont. 

OK * o* 


R. I. Dennis has been appointed west- 
ern, regional manager, at Chicago, for 
the Transamerican Freight Lines. 

* * 


The Transportation Association of 
America has announced the election of 
the following members to its board of 
directors: A. G. Anderson, general traf- 
fic manager, at New York City, for the 
Socony Vacuum Oil Co.; J. A. Quinlan, 
vice-president, at New York City, for 
the St. Regis Paper Co.; B. M. Seymour, 
president, Associated Transport, Inc, 
New York City. 

* * * 

The New Orleans chapter of the Army 
Transportation Association held a meet- 
ing June 13 at the New Orleans Port of 
Embarkation. Hugh W. Siddall, presi- 
dent of the association was guest speak- 
er. The meeting was followed by a tour 
of the facilities of the port of embarka- 
tion. On June 14 a dance was held in 
the Officers’ Club at the New Orleans 
Personnel Center. 

* a oS 


The Propeller Club of the Port of 
New York will hold its annual meeting 
June 26 at the Downtown Athletic Club. 
Election of officers will be held, and 
vacancies on the board of governors will 
be filled. 

* * * 

Delta Nu Alpha will hold a board of 
directors’ meeting June 15 in Youngs- 
town, Ohio. 

oo * * 

L. G.: Pence has been appointed trav- 
eling freight agent, at Cincinnati, for the 
Kansas City Southern Lines. Mr. Pence 
succeeds H. E. Brunson, transferred. 

* * * 


Harvey H. Coleman has been 4p- 
pointed freight traffic manager, at Dear- 
born, Mich., for the Detroit, Toledo & 
Ironton Railroad. 

* * + 


The Alumni Association of the College 
of Advanced Traffic will hold a meeting 
and sports night June 17 in the Atlantic 
Hotel, Chicago. Baseball and football 
movies will be shown. The annual golf 
outing will be held June 21 at Big Oaks 
Golf Club. 
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The Los Angeles Transportation Club 
held a meeting June 9 in the Biltmore 
Hotel. William P. Brotherton, technical 
editor in public relations for the Ryan 
Aeronautical C., San Diego, spoke on 
“Jet Propulsion.” The club will hold a 
joint luncheon with the Pacific Coast 
Transportation Advisory Board June 19. 
Col. Robert S. Henry, assistant to the 
president of the Association of American 
Railroads, will be guest speaker. 





The Corpus Christi Traffic Association 
held a meeting June 10 in the Nueces 
Hotel. B. J. Griffin, generai manager of 
the Southwest Motor Carriers’ Claim As- 
sociation, Dallas, was guest speaker. A 
film, “Defeating Claims,’’ was presented 
by Brown Express. 





The Jamestown (N. Y.) Transporta- 
tion Club will hold a meeting June 19 
in the Hotel Jamestown. William A. 
Meyers, of the Buffalo office of the Rail- 
way Express Agency, will be guest 
speaker. Sound movies will be pre- 
sented. 


The Raritan Traffic Club held a meet- 
ing June 10 in the Roger Smith Hotel, 
New Brunswick, N. J. Arnold H. Vey, 
traffic engineer, division of traffic con- 
trol and regulation, Motor Vehicle De- 
partment of New Jersey, was guest 
speaker. A safety film was shown. 





The Transportation Club Of Dallas 
held a ladies’ day luncheon June 9 in the 
Adolphus Hotel. W. T. White, superin- 
tendent of the Public Schools of Dallas, 
was guest speaker. The annual picnic 
was held June 14 at White Rock Lake. 










The Toledo Transportation Club, at its 
recent annual meeting, elected as its 
new president J. E. Black, division 
freight agent, Chesapeake & Ohio-Pere 
Marquette railways. Other officers 
elected are: First vice-president, R. E. 
Deitemeyer, traffic manager, Textileather 
Corporation; second vice-president, Phil 
Schorr, assistant general freight & pas- 
senger agent, Wabash Railroad; secre- 
tary-treasurer, C. H. Lorenz, division 


= & passenger agent, Wabash Rail- 
road. 









The Traffic Club of Chicago will have 
a golf outine June 20 at the Butterfield 
Country Club. Ly 











The Chicago Transprotation Club held 
a golf outing June 12 at the Lincoln- 
Shire Country Club, Crete, Ill. 












The Junior Traffic Club of Metropoli- 
tan St. Louis held its annual spring din- 
her dance and installation June 7 in the 
DeSoto Hotel. Officers installed include 
the following: President, R. Paul Yellen, 
general agent, Norfolk & Western Rail- 
Way; first vice-president, Glenn J. Mc- 
Grath, office manager, Transamerican 
Freight Lines; second vice-president, 
John O. Listello, freight representative, 
Pennsylvania Railroad; third vice-presi- 
dent, Lester E. Breyfogle, agent, Hanni- 

































































































If your exports originate in the Midwest or South, the United States 
Gulf ports served by LYKES American flag ships are your logical 
ports of exit, for shipments follow natural routes toward the Gulf area 
at advantageous freight rates. 

LYKES modern fleet of fast, regularly scheduled vessels reduce 
delivery time to world ports by whole days. Careful cargo handling, 
expedited loading and discharging are other LYKES advantages at 
your command in the highly competitive export and import field. 

LIMITED PASSENGER ACCOMMODATIONS 


Write for the new folder, “LYKES LINES AND GULF PORTS.” 
Address Lykes Bros. Steamship Co., Inc., Dept. D, New Orleans, La. 


American Flag \ <> < Trade Routes 
\w 


\ 
LYKES U. K. LINE—From Tampa, New — LYKES MEDITERRANEAN LINE—From U.S. 
Orleans, Houston, Galveston and other Gulf and South Atlantic ports to Spain, 
West U.S. Gulf ports to England, Scot- Portugal, North Coast of Africa and the 


land, Ireland and Wales. Mediterranean and Black Sea areas. 
LYKES CONTINENT LINE—From Tampa, — LYKES WEST COAST OF SOUTH AMERICA LINE 
New Orleans, Houston, Galveston and —From U. S. Gulf ports to Colombia, 


other West U.S. Gulf ports to Continen- Ecuador, Peru and Chile. 
tal Europe, Scandinavia and the Baltic. 


LYKES AFRICA LINE—From U. S. Gulf LYKES WEST INDIES LINE—From Houston, 
; Galveston, Lake Charles and other West 
ports to South and East Africa. U. S. Gulf . 
. 8. ports to Cuba, Puerto Rico, 
LYKES ORIENT LINE—From U.S. Gulf ports Dominican Republic, Haiti, Aruba, Cura- 
to the Philippines, Japan, China and cao, Venezuela, East Coast of Colombia 
other Far Eastern areas. and Canal Zone. 


LYKES LINES 


Lykes Bros. Steamship Co., Inc. 


Offices at: NEW ORLEANS, HOUSTON, GALVESTON, NEW YORK, 
Baltimore, Beaumont, Chicago, Corpus Christi, Dallas, Kansas City, Lake Charles, Memphis, 
Milwaukee, Mobile, Port Arthur, St. Louis, Tampa, Washington, D.C. 


OFFICES AND AGENTS IN PRINCIPAL WORLD PORTS 
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bal-Quincy Truck Line; recording secre- 
tary, Roy L. Eyster, traffic manager, 
Lambert Pharmacal Co.; financial secre- 
tary, Edward J. Windish, traffic man- 
ager, Superior Forwarding Co.; P. B. 
Spangler, traffic representative, Plaza 
Express Co. 

W. E. Leavers, rate clerk, Nickel Plate 
Road, was elected president of the Buf- 
falo (N. Y. Traf- 
fic Club, at the 
annual meeting in 
the Elks Club. 
Mr. Leavers 
served as treas- 
urer of the club 
for two years 
prior to his elec- 
tion. Others 
elected are: Vice- 
president, J. Col- 
quhoun, assistant 
traffic manager, 
Industrial Molas- 
ses Corporation; 
secretary, Miss 
Margaret Wein- 
berg, Southwell 
Grain Corporation; treasurer, Ward 
Burnham, assistant traffic manager; 
Donner-Hanna Coke Corporation; and 
directors: R. C. Oldham, Eastern States 
Farmers Exchange; King Morton, Cen- 
tral Railroad of New Jersey; and E. W. 
Smith, Buffalo Transit Accounting Bu- 
reau. Ralph Hubbell, sports announcer 
of station WGR, entertained guests at 
the meeting by broadcasting his program 
from the speakers’ table. 





W. E. Leavers 





The Traffic Club of Minneapolis held 
a picnic June 14 at Columbia Park. The 
annual outing will be held June 20-22 




























CHICAGO AND SOUTHERN * AIRLINES 


at Roberts’ Pine Beach Hotel on Gull 
Lake. 

The Traffic Club of Kansas City will 
hold a golf tournament June 17 at 
Swope Park. 





The Topeka Traffic Club will hold its 
annual outing June 19 at White Lakes. 





The York (Pa.) Traffic Club will hold 
its annual outing June 19 at Conewago 
Inn. 

The Traffic Club of New England will 
have its annual outing June 24 at the 
club house of the United Shoe Machinery 
— Association, North Beverly, 

ass. 





The Evansville Transportation Club 
will have its annual outing June 18 at 
Bauer’s Grove, Darmstadt, Ind. 





The Oklahoma City Transportation 
Club will hold a meeting June 19 in the 
Biltmore Hotel. The annual family pic- 
a - be held July 17 at Spring Lake 

ark. 





The Traffic Club of the Lehigh Valley 
will have its annual golf outing June 24 
at the Northampton County Country 
Club, Easton, Pa. 

The Birmingham Traffic & Transpor- 
tation Club will hold its annual bridge 
party June 18 at the Roberts Field Air- 
drome Supper Club. On June 19 there 
will be a sports smoker at the Thomas 
Jefferson Hotel. 





The Calumet Transportation Associa- 
tion will hold its monthly dinner June 


Call your nearest Railway Ex- 

press Agency office, Official U.S. 
International Agents, for full 
details, or write: Cargo Traffic 
& Sales Department, Municipal 
Airport, Memphis 2, Tennessee. 


BE SURE TO SPECIFY C & S ROUTING 


IF IT’S WORTH WRITING — IT’S WORTH A NICKEL 
AIRMAIL anywhere in the U.S. Se an ounce—To Havana 8c 1/, ounte 
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18 at Phil Smidt’s, Hammond, Ind. 
Robert J. Bayer, editor of Traffic World, 
will speak on “When will Transportation 
emerge from the War Era?” 





Norman E. Dodwell was recently 
elected president of the Cleveland Trans. 
portation Club. 
Born in 1892 in 
Toronto, Canada, 
he started in the 
freight office of 
the Grand Trunk 
Railroad at 
Brantford 
Ontario, in July, 
1916. The follow. 
ing year he wa; 
transferred to the 
Canadian 
National freigh: 
office at Black 
Rock, New York. 
In 1926 he re- 
signed and be- 
came chief clcrk 
in the traffic department, Northern Pa- 
cific Railroad, at Buffalo. Mr. Dodweii 
became city freight and passenger agent 
at Buffalo for the Chicago, Milwaukee, 
St. Paul and Pacific Railroad in Febrv- 
ary, 1927. In 1935 he transferred to 
Cleveland as city freight agent of the 
Milwaukee Road, a position he has held 
for the past 12 years. 





N. D. Dodwell 





The Traffic Club of New Orleans held 
its annual picnic June 15 at Camp Sal- 
men, Slidell, La. 





The Traffic Club of Pittsburgh, at its 
annual election June 9 at the Edgewood 
Country Club, elected as its president 
A. C. Schweitzer, traffic manager for the 


Use Chicago and Southern Air Cargo Servic 
to clear the hurdles of time in transit. Over 
night deliveries to destinations 1,000 miles 
or more away. Decrease the “time enroute’ 
and increase the time your product is avail 
able for immediate sales. 

Frequent schedules and connections with 
twelve domestic and six international schet- 
uled air cargo carriers provide service ove 
the entire United States, the Caribbean, Cer 
tral and South America. Passengers, air mai 
and cargo carried on all domestic and inter 
national flights. 

Typical low rates over C&S single ca 
rier service (Pickup and Delivery Servic 
available at slight extra cost at all points): 


BETWEEN Rate in Cents per |b. 

HAVANA Under100 Over 100 

and Pounds Pounds 
Chicago 24 22 
Detroit 24 22 


Evansville 21 19 


Fort Wayne 24 22 


Indianapolis 22 20 
Jackson 20 18 
Memphis 20 18 
New Orleans 16 
St. Louis 23 21 
Peoria 24 22 
Toledo 24 22 
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Carnegie - Illinois Steel Corporation. 
Other officers elected are: First vice- 
president, A. S. Boden, traffic manager, 
Western Pennsylvania Coal Traffic Bu- 
reau; second vice-president, R. L. Beis- 
wenger, general agent, Missouri-Kansas- 
Texas Railroad; third vice-president, W. 
H. Beard, general agent, Southern Rail- 
way System; secretary, W. H. Morrow, 
general agent, New York, Ontario & 
Western Railway; treasurer, H. A. Coch- 
ran, traffic manager, A. M. Byers Co. 


The Transportation Club of Santa 
Clara County held its annual golf tour- 
nament June 10 at the La Rinconada 
Golf Club, Los Gatos, Calif. 


The Traffic Club of Denver held a 
board of directors’ meeting June 12 in 
the Denver Stockyards Dining Room. 
Club members will attend the meeting 
of the Central Western Shippers’ Ad- 
visory Board to be held June 17-18, at 
Glenwood Springs, Colo. The annual 
golf outing will be held June 24 at the 
Park, Hill Golf Club. 


The Rock River Valley Traffic Club 
will hold its June golf outing June 19 


at the Forest Hills Country Club, Rock- 
ford, Ill. 





The Winston-Salem Traffic Club will 
hold its summer outing and golf tourna- 
ment June 21 at Graystone Inn, Roar- 
ing Gap, N. C. Pat Ormsby, humorist, 
will speak at the banquet. 





The High Point (N. C.) Traffic & 
Transportation Club held a fish fry 
June 10 at Blair Park. 





The Woman’s Traffic Club of Milwau- 
kee held a cabaret night meeting June 9. 





The Racine-Kenosha Women’s Traffic 
Association held a meeting May 19. En- 
tertainment was furnished by Mrs. Rob- 
inson of Kenosha with a cosmetic demon- 
stration. A meeting will be held June 
16 at the Lee Dolff in Racine. 





The Miami Valley Traffic Club will 
hold its annual outing June 26 at Edel- 
weiss Park, Dayton, O. 





Members of the board of directors of 
the Associated Traffic Clubs of America 
are voting by mail on the application for 
membership in the association of the 
Women’s Traffic Club of Lancaster, Pa. 
Mrs. Mabel E. Spangler, Keystone Ex- 
press and Storage Company, Lancaster, 
Is president of the club. 





The Wachusett Traffic Club, at its or- 
ganization meeting May 13, elected as its 
president Edward F. Perreault, traffic 
manager, Thayer, Inc., Gardner, Mass. 
Other officers elected are: Vice-presi- 
dent, Leo A. Molter, A. B. & C. Trans- 
portation Co., Fitchburg, Mass.; secre- 
tary-treasurer, John J. Manning, Inde- 
Pendent Lock Co., Fitchburg, Mass. 
Directors elected are: R. F. Carpenter, 
Railway Express Agency, Fitchburg; 
Donald L. Proffitt, A. B. & C. Trans- 
portation Co., Fitchburg; Joseph P. 
Murley, Boston & Maine Railroad, 
Fitchburg; R. F. Bohman, National Fur- 
niture Traffic Conference, Gardner; 
George B. Pope, Jr., Hedstrom Union 
Co., Fitchburg; L. L. Farr, Wheelwright 


division, Mead Corporation, Leominster, 
ass. 





PEORIA AND PEKIN UNION RAILWAY COMPANY 














































































It always seems tougher 











on the surface than it 








eventually proves to be. 











The strain of your freight 











transportation worries can 








be wiped clean and turned 








into smiles as easily as 

















turning this page upside down. See . . . the frown on the 














gentleman above disappears immediately, just as your 








worries will slip from your mind when you call on the 











P. & P. U. Ry. to expedite your freight. 























The P. & P. U. Ry., at Peoria, Illinois, is a terminal 
organization serving the great Peoria Gateway . . . to the 
East . .. to the West .. . . to the North . . . and to the 
South. Fast, safe switching of freight cars between trunk 


















































lines has been our specialty for more than sixty-six years. 














Today more than ever before that service is operating at top 














efficiency . . . to better serve your transportation require- 

















ments . . . to ease your mind of worries. 





Call or write E. F. Stock 
General Traffic Manager 


Union Station, Room 36 — Peoria 2, Illinois 
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Correction. On page 1746, of the Traf- 
fic World of May 31, under Questions 
and Answers, to the second column of 


our answer to “Missouri, should be 
added: 
“Answer: — The three classification 


items involved are as follows: 
“Page 206—Boilers .. . etc.” 


Damages — Released Valuation Rates — 
Shipment Accepted Without Decla- 
ration of Valuation 


Michigan.—Quest'on: We would like 
to present a question of carriers liability 
on concealed damage. 

A shipment was tendered to us for 
transportation which conssted of 4 
crates of exhibition booths knocked 
down. At the time of delivery, it was 
noted that one crate was wet. We are 
not disputing this fact. Later inspection 
disclosed the damaged crate contained 
exhibition displays consist’ng of 9 trans- 
parencies, which were ruined by water 
and will have to be replaced. at a cost 
of approximately $900.00. 

’ The definition of transparencies reads 

“the state or quality of being trans- 
parent; a picture painted on a semi- 
transparent material through which a 
light shines.” 

We do not believe the carrier is liable 
for full loss as it is our contention that 
the commodity shipped was p ctures, and 
as such the carriers liability would be 
limited to the provisions of the National 
Motor Freight Classification. 


The consignee does not concur in this 
opinion, claiming that we are liable for 
the full amount that it will cost him to 
replace these transparencies. 

We would appreciate your opinion as 
to whether we are, or are not, liable 
for this loss. . 

Answer:—tThe article you describe as 
a transparency is not rated as such in 
the National Motor Freight Classifica- 
tion, but apparently has the character- 
istics of a picture and should be rated 
as such. 

In its decision in Western Shade Cloth 
Co. vs. Canadian N. Ry. Co., 146 I. C. C. 
535, the Commission held that where a 
rate based on a released valuation and 
an unreleased rate were in effect and 
the shipper failed to declare a valuation 
for his shipment, having knowledge of 
such a rate, the unreleased rate applied 
to his shipment. 

Having accepted the shipment without 
a released valuation, there seems to be 
no other basis for a settlement of the 
claim than the actual value of the ship- 
ment, as it cannot now be determined 
what valuation would have been stated 
in the bill of lading by the shipper. 

We find no decision in point. 

The above statements are based on the 


eassumption that there was no conceal- 
ment of the nature of the shipments. 

If so, see our answer to North Car- 
olina, on page 1160 of the April 13, 1946 
Traffic World, under the caption ‘‘Liabil- 
ity of Carrier—Concealment of Nature 
of Article.” 


Tariff Interpretation — Applicable Rate 
on Acid Chamber Residuum 


Illinois. — Question: Acid Chamber 
Residuum, dry in barrels, C. L. is not 
described in Transcontinental West- 
bound Tariff No. 4-W, Agent Kipp’s 
ICC 1521, but is named in the Western 
Classification under Lead, this being an 
impure lead sulphate. 

Item 6710 in the above referred to 
tariff described “Lead Compounds” and 
Item 6725 “Lead Composite Compounds,” 
both under the heading “Paints, Paint 
Materials, and other articles as desig- 
nated.” The material in this case is be- 
ing used for recovery of its metallic 
lead. * 

Item 4350 describes “Lead Sulphate, 
refined,” also “Chemicals NOIBN.” Does 
not the “Lead Compound” rate more 
specifically describe this material? 

Answer: In our opinion neither the 
rate in Item 6710 on Lead Compounds 
nor that in Item 6725 on Lead Com- 
posite Compounds is applicable to Acid 
Chamber Residuum (impure lead sul- 
phate). 

The definition of a compound is ‘“‘com- 


-. posed of, or produced by the union of, 


several elements, ingredients, parts, or 
things, involving combination; compos- 
ite.” 

The rate on Chemicals, NOIBN in 
Item 4350 is not applicable for the rea- 
son that Acid Chamber Residuum, dry 
is indexed by name in the Western Clas- 
sification, a rating therefor being pro- 
vided in Item 26020. 

The term “NOIBN” is defined in 
Transcontinental Westbound Tariff No. 
4-W as “Not otherwise indexed by name 
in Western Classification nor otherwise 
specified in any other item of this tariff 
carrying CL Commodity rates between 
the same points on that article irrespec- 
tive of package requirements.” 

In our opinion the rating provided for 
pel Western Classification is appli- 
cable. 


Tariff Interpretation — Application of 
Analogous Rating Rule 23 of Co- 
ordinated Motor Freight Classifica- 
tion 

Massachusetts. — Question: In past 
years your office has been kind enough 
to clear up several vexing problems for 
us and we are asking your assistance 
again in a matter of classification. 

For years we have transported Asbes- 


TRAFFIC WORLD 


tos Pipe Covering in boxes for a certain 
shipper. In Coordinated Motor Classifi. 
cation No. 2 there was an item describ. 
ing an article as “Asbestos Pipe Cover. 
ing NOIBN,” which was entitled to a 
second class rating. However, this clas. 
sification was cancelled by Coordinated 
Motor Freight Classification No. 3, 
which calls for “Pipe Covering, Asbestos 
or Cloth, Waxed Impregnated or Coated, 
with or without Cellulose Film Backing, 
in Boxes,” which also calls for a second 
class rating. 

The shipper contends that Item 29499 
does not exactly describe his commodity, 
since it is neither Wax Impregnated nor 
Coated. The commodity is definitely As. 
bestos Pipe Covering and is so described 
on the cartons in which the merchandise 
is shipped. 

Instead of Item 29490 the shipper 
claims that the correct description of 
his merchandise is to be found in Item 
No. 20010 of the Coordinated Motor 
Freight Classification No. 3 which reads 
as follows: “Asbestos or Felt Paper In- 
sulating Material, in forms or shape 
other than solid flat blocks or solid flat 
sheets.” This item is accorded a third 
class rating. 

It is our contention that the second 
class rating is still applicable on these 
shipments of Asbestos Pipe Covering in 
view of Rule No. 23, page 112 of the 
Coordinated Motor Freight Classifica. 
tion No. 3 which provides for the classi- 
fication of articles not specifically pro- 
vided for, viz.: “The rating for any ar- 
ticle not herein provided for, either by 
its specific name or embraced in an 
NOIBN item, shall be that provided 
herein for the most closely analogous 
article which is so classified.” 

We would appreciate your opinion as 
to which rating is correct. 


Answer: Unless Asbestos Pipe Cover- 
ing other than that described in Item 
29490 of Coordinated Motor Freight 
Classification No. 3 is covered by’ the 
commodity description in Item 20010, it 
is our opinion that the rating provided 


in Item 1700 on Asbestos Articles, 
NOIBN is applicable. The 3rd class rat- 
ing in Item 1700 applies on Asbestos 
Articles, NOIBN. 


When an article is embraced in the 
classification as “articles NOIBN”, the 
provisions of the analogous rating rule 
are not applicable in determining 
rating to apply on the article. 
Weaver Pants Corp. vs. Alabama G. S. RB. 
Co., 223 I. C. C. 566, wherein the Com- 
mission said: 

“Complainant urges further that, @& 
cotton shoddy and wool shoddy com 
bined are rated fourth class, its com 
modity ‘should, by anology, be accorded 
that rating under the provisions of rule 
17 of the classification. This rule, how- 
ever, by its terms, applies only when al 
ticles are not ‘embraced in the classifi- 
cation as articles “NOIBN!” It is clear 
that complainant’s commodity is an al 
ticle of ‘dry goods,’ and, as it is not spe 
cifically named in the classification, l! 
necessarily comes within the term ‘ 
goods, n. o. i. b. n.’ Moreover, the a 
ticles to which it is claimed to be anal0- 
gous are shoddy materials, and are nd 
woven cloth made of such materials. The 
rates charged on complainant’s ship 
ments, therefore, were applicable.” 
Tariff. Interpretation — Application of 

Tariff of increased Rates and 
Charges to Shipments Between State 
of New York and Western Canada 


New York. — Question: Would you 
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please answer the following question for 
us? 

From Syracuse to British Columbia no 
through rates are applicable. If the com- 
bination rate is based upon Fort Wil- 
liam, what increase will apply under 
X-162? 

Answer: — Tariff No. X-162-A, pro- 
vides in part the following application 
for Table 2: 

Table 2—Applies to (a) (e) between 
points in the territory described in Note 
4 and points in Western Canada as de- 
scribed in Note 7 

Note 4—New York. 

Note 7—Points in Canada, west of 
Armstrong, West Fort William, Ont., 
listed in Official Station List, Agent J. F. 
Flynn’s I. C. C. 76, C. T. C. No. 540, 
supplements thereto or successive issues 
thereof. 

This application, together with Rule 7, 


provides a basis for rates on your ship- 
ments. 


Tariff Interpretation — Application of 


Rule 12'4 of National Motor Freight 
Classification 


Ohio—Question: On October 26, 1945 
our plant at South Bend, Indiana shipped 
us via a common motor freight carrier 
four (4) crates of Steel Dies, NOI, 
weighing 980 pounds. Freight charges 
were paid on the actual weight at the 
existing second class rate. 

The carrier is now attempting to col- 
lect a balance due bill based on a mini- 
mum weight of 500 pounds each on the 
dies or 2,000 pounds at the second class 
rate. Item 15, page 183, of National Mo- 
tor Freight Classification No. 7 reads: 


Mayflower wants to know 
what customers think 

of Mayflower service. After 
every move a‘ 
report card”’ is sent to the 


shipper inviting comments, 


‘customer 


criticisms, suggestions. 


‘Dies, iron or steel, NOI, in barrels or 
boxes, or if weighing each 500 pounds 
or over, in crates or loose, finished sur- 
faces protected... 2” 

The carrier refers us also to Section 
1(b) of Rule 12% of the Classification, 
which provides that “the total charge for 
a number of loose pieces of a lesser 
weight shall be the same as would ac- 
crue on a like number of similar loose 
pieces, each of the specified individual 
minimum weight.” 

Our interpretation is that Item 15, 
page 183, of National Motor Freight, 
Classification No. 7 does not stipulate a 
minimum weight per piece for computa- 
tion of freight charges, but rather for a 
variance in packing provisions. The dies 
were improperly packed, however, and 
we contend that Rule 5 of the classifica- 
tion is properly applicable and they 
should be charged one class higher or in 
this case at the first class rate. 

We will very much appreciate receiv- 
ing your comments on this. 

Answer:—We agree with your conten- 
tion that the penalty provisions of Rule 
5, section 6(a) and not the provisions of 
Rule 12% apply to the shipment. 

Item 15, on page 183 of National Mo- 
tor Freight Classification No. 7 provides, 
in our opinion, rates on two separate 
classes or kinds of dies, namely, those 
weighing 500 pounds and over, and those 
weighing less than 500 pounds, with dif- 
ferent packing or shipping provisions for 
the two classes of dies. 

Rule 12% has no application in con- 
nection with Item 15, page 183, as it pro- 
vides a basis for charges where there is 
no provision in a rate item for articles of 


AERO MAYFLOWER TRANSIT COMPANY 
INDIANAPOLIS, INDIANA 
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less weight than specified in the item. 
Item 15, on page 183, makes provision 
for dies of all sizes, but provides differ- 
ent packing or shipping conditions for 
those weighing under 500 pounds, and 
those weighing 500 pounds or over. 

Rule 5, Section 6(a) is, in our opinion, 
applicable, as it provides a penalty rat- 
ing for goods not packed in accordance 
with packing requirements applicable in 
connection with classification rating 
items, such as Item 15, on page 183. 


Application of Penalty Provisions of In- 
terstate Commerce Act 


Michigan.—Question: In the April 26 
issue of the Traffic World, page 47, a 
new complaint was listed as MC-C 890. 

A portion of the reporting of this pro- 
ceeding reads as follows: ‘Asks admin- 
istrative determination of lawfulness of 
rates and that Commission invoke its 
powers under the penalty provis‘ons con- 
tained in section 222.” 


Section 222 involves unlawful opera- 
tion. The complaint concerns rates and 
it is not clear in what manner section 
222 is referred to in this proceeding. 

An opinion concerning the reference to 
222 will be appreciated. 


Answer:—In our opinion there is no 
basis for invoking the provisions of Sec- 
tion 222 of Part II of the Interstate 
Commerce Act under the allegations of 
the complaint to which you refer. 


Section 222 appears to relate only to 
matters such as involved in Docket No. 
MC-17593, Pierce Auto Freight Lines, 
Inc., Common Carrier Application, 30 
M. CC. 629. 
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ADDRESS 


It is gratifying indeed to receive 
comments like this one from Mr. J. 
M. P. of Philadelphia, Pa., referring 
to his move there from Jacksonville, 
Florida. And it is even more grati- 
fying that this message is typical of 
the scores of ‘‘Customer Report 
Cards’’ arriving every day at May- 
flower’s headquarters in Indianapolis. 


Such reports as these are evidence 
that Mayflower does deliver ‘‘Amer- 
ica’s Finest Long-Distance Moving 
Service’ . . . that you can depend 


AERO MAYFLOWER TRANSIT CO., 


on Mayflower to move your em- 
ployees with utmost convenience, 
safety, and satisfaction. So standard- 
ize on Mayflower for your personnel 
transfers. It’s safest . . . and it costs 
no more! 


Mayfiower’s organization of se- 
lected warehouse agents provides 
on-the-spot representation at the 
most points in the United States 
and Canada. Your local Mayflower 
agent is listed in the classified sec- 
tion of your telephone directory. 


INDIANAPOLIS 
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A. T. A. Claim Section Meeting 
Plans for Action 


Extension of the “Perfect Shipping Month’ campaign, a 
study of overlapping activities of the weighing and inspection 
bureaus and the freight claim section of American Trucking 
Associations, plans for a packaging clinic for the A. T. A. con- 
vention at Los Angeles in October, and a “loadeo” test, de- 
signed to bring out skills in handling, were among the results 
of a meeting of the freight claims section of the A. T. A., held 
in Washington. Representatives of the industry, and shippers, 
met to discuss their mutual problems. 

Extension of the “Perfect Shipping Month” campaign into 
an all-year drive was decided on, with a different subject to be 
selected for each month, involving efforts to improve packag- 
ing, package marking, freight handling, and other claim factors 
in shipping and transportation. John M. Miller, secretary of 
the section, will act as coordinator for state and regional 
groups, so that each group will emphasize the same subject 
aimed at shipping and receiving clerks as well as at traffic 
executives. 

As to overlapping activities of the bureaus and the section, 
a special committee has been appointed from the section to 
meet with a similar weighing and inspection bureau group to 
study the spheres and methods of each. 


Theft-Prevention 


C. E. Henrich, member of the Washington F. B. I. field 
division, addressing a session dealing with theft-prevention, 
said thiefs and hijackers had ‘as good an espionage system as 
any enemy.” He added they knew exactly what they were get- 
ting in all cases. He asked carriers to report thefts at the 
first possible moment, to be careful about destroying clues, and 
to have witnesses available when F. B. I. agents arrive. He 
said the possibility of theft must be guarded against constantly, 
and that special notice should be taken of loiterers who, he 
said, might be ‘‘casing a job.” 

Emery Johnson, secretary of Air Cargo, Inc., said the claim 
experience of air carriers had been less than one cent of each 
gross dollar of revenue for air express. He attributed the low 
claim cost primarily to the comparatively small volume of 














PACIFIC PORTS TO PUERTO RICO 
Pacific Coast Ports eastbound ship- 
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shipments handled, even though, he said, shipments ordinarily 
were composed of highly valued commodities. 

Col. E. C. R. Lasher, chief, movement control division, 
Office of Chief of Transportation, War Department, explained 
government handling of freight claims and contrasted govern. 
ment freight with commercial freight in accounting for differ. 
ences in procedures. 


Officers; Industry Speakers 


T. W. O'Neill, of Geo. F. Alger, Detroit, was re-electeg 
chairman of the section. LeRoy C. Welch, Des Moines Trans- 
portation Co., Des Moines, Ia., was elected first vice-chairman, 
and W. P. Downey, Eastern Motor Dispatch, Columbus, 0,, 
was elected second vice-chairman. 


Walter W. Belson, A. T. A. director of public relations, 
said progress made by carriers in claim reduction and im. 
proved claim handling, had been reflected not only in dollars 
and cents, but in a substantial improvement in good will from 
“people who are tremendously important to our future.” He 
said he knew for certain that conferences carriers had held 
with certain shipper groups and the resulting activities had 
been a powerful force in restoring good will—‘‘good will which 
was fast disappearing,” adding that “I know this, because the 
affected groups themselves said so and put it in writing.” 


Many claims resulting from damaged freight would never 
be entered if the carriers refused to handle shipments not pre- 
pared in accordance with existing rules, Joseph C. Conquitt, 
chairman of the A. T. A. national classification board, told a 
meeting of members of the claim section. He referred to rule 
5 of the classification, under which, he said, motor carriers 
might refuse to handle any article not prepared for shipment 
so as to make transportation reasonably safe and practicable. 
He said the industry could avoid ‘a lot of trouble” simply by 
living up to the rule. Some containers, he said, were used and 
re-used until they were “battered and weary.” Once they 
reached that condition; he added, the carrier accepting them 
for shipment was actually inviting claims for damaged freight. 
Lenience as to packing requirements had been one of the com- 
ponents of the personalized service the industry was built on, 
he said, but that carriers must avoid being too lenient in cases 
where claims might result. 


He said there had been a great deal of difficulty in the 
war years over classification of articles whose identity and 
nature were military secrets, but that virtually all of those 
had been ironed out with disclosureof the exact nature of the 
articles. As an instance, he cited a request by the War Depart- 
ment to classify ‘““B-Racks.” The board called them “scientific 
instruments,” he said, but changed the classification to rad'‘o 
when it learned after the war that “B-Racks” meant radar. 

William H. Rodda, secretary, Transportation Insurance 
Rating Bureau, Chicago, said insurance companies preferred 
low premiums because a low-rated risk was one on which they 
did not expect many losses. He listed eight factors as affecting 
insurance costs: Driver selection, training and control; vehicle 
maintenance practice; efficient check-in and check-out system; 
fire hazard in terminals; fire hazard in trucks on the road; 
value of merchandise carried; territory of operation; and hired- 
unit operation. 


As to the latter factor, he said insurance companies felt 
the practice of hiring men and equipment from other truck 
lines, or free-lance owners of tractors to pull loaded trailers, 
was “an extremely unsatisfactory method of operation.” He 
said that “we are now considering the addition to our schedule 
of a substantial additional charge in rate wherever a large 
portion of the business is conducted with hired units.” He said 
the operator had no control over hired units, and must expect 


to pay a charge in his insurance rates for the extra hazard of . 


hired unit operation. 





Household Goods Carriers’ Conference 


Reports on Road Patrol Activities 


J. F. Rowan, executive secretary of the Household Goods 
Carriers’ Conference of the American Trucking Associations 
Inc., has reported the conference’s road patrol submitted 3 
total of 2,905 reports to 497 different carriers from January | 
when it began operating, to May 31. 

Mr. Rowan notified members of his group’s advisory boatt 
that actual operations of the patrol had been extended ti 
cover the middle Atlantic states and part of New England 








the east, and the states of California, Nevada, Arizona and 
southern Oregon in the west. Plans now were under way t0 
é¢xtend the coverage throughout the middle west, said he. 

| Mr. Rowan also reported a 14 per cent increase in niem- 
| bership of the conference to a\total of 638 carriers at the end 
| of April, as compared with the total membership at the end 
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rily of 1946, and an increase in carrier payments for support of 
general conference activities. 
ion, Road patrol reports, he said, were not confined to mem- 
ned ber carriers but are relayed from conference headquarters 
Tn- here to the carriers involved regardless of affiliation. Of the 
fer- 497 carriers covered by reports so far, 315 or 63.4 per cent are 
not affiliated with the conference, according to Mr. Rowan, 
who added: 
Although the road patrol actually was inaugurated January 1, it 
‘ted began with only a partial service and did not reach its present cov- 
~Ans- erage until May. Reports now average more than 300 a week, or at the 
nan rate of approximately 16,000 a year even without extension of coverage 
0. to all parts of the country. 
_ The patrol at first numbered only two men, one operating locally 
in the District of Columbia and the other in the New York City area. 
ons, Personnel of the patrol now includes six men on the West Coast, seven 
im- in the Middle Atlantic region, one in the New York City area, and the 
lars Washington headquarters staff at the Conference, who rotate reporting 
‘rom duties among themselves in the Capital. 
| He Five national carriers* of household goods received 50 per cent of 
held the reports submitted during the first five months of the patrol’s op- 
eration. They are Allied Van Lines, 20 per cent; Aero Mayflower, ten 
had per cent; Greyvan Lines, 6% per cent; North American, 6% per cent, 
<— and United Van Lines, 6% per cent. 
» the 
eve BM. C. Will Investigate Free Time, 
uit Demurrage on N. Y. Import Cargo 
rule The Maritime Commission, in docket No. 659, Free Time 
riers and Demurrage Charges at New York, has ordered public hear- 
ment ings, at times and places later to be assigned, on questions con- 
‘able. # cerning free time and demurrage charges on import cargoes at 
ly by 9 the Port of New York. 
1 and Shippers and consignees, a notice by the commission said, 
they # had submitted evidence tending to show that free time allow- 
them ances and penalty charges currently in effect at New York were 
eight. inequitable as to them in the light of present conditions and 
com- @ resulted in unwarranted hardships. 
It on, In docket No. 221, Storage of Import Property, 1 U. S. 
cases § M. C., 676, decided November 16, 1937, the commission said 
it ordered the respondents thereto to cease and desist from 
n the § allowing more than ten days’ free time, exclusive of Sundays 
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lage FOUR LITTLE WORDS WE LOVE TO 
Je said 
—<— Perhaps we should say ‘“‘Four little words we work to 
hear.”” Because Soo Line people spend a lot of hours 
each week doing just that. Working hard at keeping 
ENce & shippers happy. 
For example—pickups and deliveries. 
| Goods Soo service starts at your pickup point, not at our 
a railhead. Speedy trucking from your dock to our 
ail 1 jg boxcar is what most shippers want. Well, this is one 
railroad from which you get it! 
4 Prey? The speed idea keeps us moving at destination, too. 
land in Swift handling, with care, gets it to your consignee 
gaol * quick—often hours before you’d expect. 
he. Add this to fast, efficient transit by rail, and you 
n have the reason why it will pay you, too, to specify 
the end Soo Line” on your next shipment in our area. 
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and legal holidays, on import property at the port of New York. 
In 1941, for the purpose of minimizing congestion of the port 
in the interest of national defense, it said it requested the car- 
riers to reduce free time on import property at New York to 
five days which, exclusive of Saturdays, Sundays and legal holi- 
days, and with some exceptions, was the free time period now in 
effect. Demurrage charges, it added, were imposed on the 
basis of penalty rates which increased progressively for suc- 
cessive periods after expiration of free time. 

The termination of hostilities and the consequent adjust- 
ment of commerce to a peactime basis, the commission said, 
called for reexamination of questions pertaining to the storage 
of import property at New York with special reference to free 
time and demurrage charges. The commission said it desired 
to receive evidence of conditions in the port relevant to such 
questions for use in determining what action, if any, was re- 
quired to assure the establishment, observance and enforcement 
of just and reasonable regulations and practices. It asked that 
persons desiring to be heard file written requests on or before 
June 27. 


Four Subsidized Trans-Pacific Ship 
Lines May Increase Sailings 


The Maritime Commission announ¢ed, June 9, that it had 
granted authority to four steamship companies operating in 
the trans-Pacific trades to increase their sailings under oper- 
ating-differential subsidies provided by the merchant marine 
act of 1936. 

Applications of five other companies for new subsidized 
services or for extensions of existing services were denied, and 
the application of another line was withdrawn, said the com- 
mission. It stated that its actions on the applications followed 
exhaustive studies by two of its examiners, F. M. Darr and 
C. H. McDaniel, who conducted hearings in Washington, and 
that the granting of the four applications was expected to bol- 
ster American flag operations in competition with foreign lines 
in the Pacific. The commission’s announcement continued as 
follows: . 

The four favorable actions of the commission authorize the United 
States Lines Company to increase its subsidized sailings on trade route 
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12 between United States north Atlantic ports and the Far East with- 
out extending its service to ports beyond its present area; the American 
President Lines Ltd. is authorized to increase its subsidized freight 
service sailings in its: trans-Pacific service between California and the 
Far East; Lykes Bros, Steamship Co., Inc., is authorized to increase 
its subsidized sailings between United States Gulf ports and the Far 
East and also to extend its Gulf-Far East subsidized service to include 
ports in the Netherland East Indies and the Straits Settlements with 
respect to its increased sailings; the American Mail Line, Ltd., is 
authorized to increase its subsidized sailings between United States 
Pacific Northwest ports and the Far East and to extend some of its 
sailings to include ports in the Netherlands East Indies and the Straits 
Settlements. 

The applications denied by the commission were: 

United States Lines Company’, to extend its Atlantic Far East sub- 
sidized service to include ports in the Straits Settlements and Nether- 
lands East Indies; American President Lines, Ltd., to inaugurate a 
new subsidized service from Atlantic ports to the Far East and Nether- 
lands East Indies and Straits Settlements; the American Export Lines, 
Inc., to extend its India subsidized service so as to include ports in the 
Straits Settlements and Netherlands East Indies; American-Hawaiian 
Steamship Co., for a subsidy on a service inclusive of ports on Trade 
Routes 28, 29 and 30; States Steamship Company for a freight service 
on Trade Route 30; Grace Line, Inc., for permission under its subsidy 
agreement to operate an unsubsidized freight service on Trade Route 29. 

The withdrawn application was that of the Olympic Steamship Com- 
pany for operation of a service on Trade Route 30. 


M. C. Outlines Charter Plans for 
Domestic Ship Trades 


Following announcement of its program for return of ship 
operation in the intercoastal and Pacific coastwise trades to 
private —— through fleet charters, effective July 1 (see 
Traffic World, May 24, p. 1676), the Maritime Commission has 
wired agency operators in those trades of the course of action 
it will pursue in considering charter applications, which it con- 
yoo 7 December 31 under the merchant ship sales act 
of 1946. 

Advising the operators that it recognized the necessity to 
control aggregate chartered tonnage to avoid unfair competition 
with owner-operators now engaged or who might later engage 
in the trades as well as in the interest of accomplishing as 
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promptly as possible a financially sound operation which might § templat 
encourage others to place purchased ships in the trades at an™ Manila 
early date, the telegrams stated: 


A Unite 

(1) It will be the commission’s purpose when considering § ates be 
concurrently on June 10 applications to charter from those § c@'™e?: 
holding certificates or permits in the trades to accomplish so see 


far as possible an allocation of charter tonnage consistent with On 
the best interests of the domestic trades and a sufficiency of § ppiiipp 
tonnage to carry the domestic water borne commerce of the 


each G 
country. 5 rights | 
(2) The present fleet charters will be amended so ag to § operati 
permit operation thereunder subsequent to July 1 and until® 
December 15 within trading limits authorized by certificates 
or permits issued by the Interstate Commerce Commission, such A 
operation to be subject to individual restrictions as to volume?) e aa 
of domestic service representing results of the commission’s oo h: 
concurrent consideration of charter applications on June 10, ins | 


(3) Amendment of fleet charter contracts will also provide § Involvt 
that additional charter hire accrued as to operations involving | 


voyages terminated prior to July 1, 1947, shall not be reduced) Ne 
and separate accounts shall be rendered to the extent required liervics 
by the commission as to each fleet charter operation involving § °° Tr 
domestic service covering voyages terminated subsequent tof the cor 
June 30 from tl 


The commission assured the operators, in its telegrams, of “wy 
its “continuing efforts and interest in accomplishing correction 


of the competitive rate structure at the earliest practicable itis 
date.” The telegram to the intercoastal carriers added that the eith tl 


commission recognized that in considering charter applications, § It 
control of aggregate charter tonnage should be exercised with dated ' 
due weight given to the relative tonnage and frequency of service and tt 
pre-war in the intercoastal trade subject to such minimum ints 
allocation “per line as will permit satisfactory service to the r 
public and be consistent with the requirements of section 7(a) 
of the merchant ship sales act of 1946.” 


TI 
. tional 
C. A. A. Announces New Technical Alaske 
. easter 
Committee; Staff Changes Juneat 
Establishment of technical development activities as an in-| S#4: 
dependent service, setting up of a new technical development The 
committee, and appointment of two additional deputy admin-J transpo 
istrators to the staff of the Civil Aeronautics Administration} Point J 
have been anounced by T. P. Wright, Administrator of Civil ne 
Aeronautics. 9ghears 
Charles I. Stanton, present deputy administrator, the ang Ho 
C. A. A. said, had been given the additional task of serving as§ authori: 
chairman of the new committee. In this capacity he would co-§ routes : 
ordinate the programs of the new technical development service, The 
now removed from the federal airways office, and “study and§ #mende 
appraise all new schemes of air navigation, landing and traffic a 
control aids and systems which may be under development, § ,,. Poses 
with a view to determining both their excellence, their timing § ang Ke 
and the effect they may have on C. A. A. programs.” and Ke 
New deputies named, the C. A. A. said, were Fred B. Lee,§ in the : 
formerly executive assistant to the administrator, who would§ shall be 
handle such matters for the administrator as federal airways, § an 25 
safety regulation, aviation training, aviation research and mete- ia ~ 
orological coordination; and George Burgess, formerly assistant f ;, gy 
to W. A. M. Burden, resigning Assistant Secretary of Com-§ route p. 
merce, whose assignments were the office of airports, Washing-f nized ti 
ton National Airport, non-scheduled flying advisory committee,  necessai 
state regulations and matters that bear on economics. tion on 
“This new plan will make it possible for Mr. Wright to — in 
devote more time to field operations of C. A. A. and to outside} ants 
activities of government relating to aeronautics, such as the} satisfac 


National Advisory Committee for Aeronautics, of which he }s 
vice chairman,” said the C. A. A. “It will relieve him of detail “? 
which, for the first two and a half years of his service as ad- Air | 
ministrator, he has welcomed in order to become thoroughly 
familiar with the C. A. A., its activities, responsibilities and Ot 
personnel.” the Cix 
The announcement stated that the additions to the C. A.A. No 
staff did not in any way change responsibilities or authority of Wash., 
the present assistant administrators. Seattle 
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PHILIPPINE AIR SERVICE 


The Civil Aeronautics Board, by an opinion, order and pel- 
mit issued in No. 2776, Philippine Air Lines, Inc., Foreign Al 
Carrier Permit, has authorized foreign air service by the appll- 
cant, a Philippine air carrier, between the terminal point Manila, 
Republic of the Philippines, the intermediate point Honolulu, 
Hawaii, and the terminal point San Francisco, Calif. The board's 
order was approved by the President. In announcing its action, 
the board said: 
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' templates the operation of one scheduled round-trip per week between 
' Manila and San Francisco by: way of Guam, Kwajalein, and Honolulu. 


A United States air carrier, Pan American Airways, Inc., already oper- 


ates between San Francisco and Manila and a second United States air 


carrier, Northwest Airlines, Inc., has been authorized by the Board to 
operate from the Pacific northwest to Shanghai, China, via Alaska and 
Japan and Manila in the Philippine Islands. 

On November 16, 1946, the United States and the Republic of the 
Philippines entered into a bilateral air transport agreement whereby 
each Government grants to the other traffic, transit, and operational 


) rights to be exercised by airlines designated by the grantee for the 
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operation of a defined international route. 


CONSOLIDATION OF ALASKAN AIRLINES 
Approval of consolidation of six Alaskan air carriers into 


‘one corporation to be known as Northern Consolidated Airlines, 


Inc., has been granted by the Civil Aeronautics Board in a de- 
cision in Docket No. 2209 et al., Northern Consolidated Case. 
Involved in the consolidation were the following: Ray Peterson 
Flying Service, Jim Dodson Air Service, Bristol Bay Air Serv- 
ice, Northern Airways, Walatka Air Service, and Northern Air 


' Service. 


The board said its approval would become effective only if 


' the consolidation was completed in all respects within 180 days 


from the entry of its order of approval. 

“We find nothing in the record to indicate that the valua- 
tions placed upon the properties for purposes of exchange of 
equities require a finding that the agreement is inconsistent 
with the public interest,” it said. 

It stated that the routes of the air carriers to be consoli- 
dated were all within what was known as southwestern Alaska, 
and that the separate routes connected at various terminal 
points and in some instances were overlapping. 


JUNEAU, ALASKA, AIR MAIL ROUTES 


The Civil Aeronautics Board has authorized new and addi- 
tional air service, including the transportation of mail for 
Alaska Coastal Airlines and Ellis Air Transport, in the south- 
eastern Alaska area, in a decision issued in No. 877 et al., 
Juneau Mail Routes. An announcement of the board’s action 
said: 


The board authorized Alaska Coastal Airlines to engage in air 
transportation of persons, property and mail between the terminal 
point Juneau, the intermediate points Haines and Berners Bay, and the 
terminal point Skagway for a period of 7 years. The board also amended 
the certificate of public convenience and necessity of Alaska Coastal 
to include Gustavus as an intermediate point between Excursion Inlet 
and Hoonah on one of its routes between Juneau and Sitka, and also 
authorized transportation of mail over both of the carriers’ Juneau-Sitka 
routes for a period of 7 years. 

The certificates of both Alaska Coastal and Ellis Air Transport were 
amended by the board to authorize transportation of mail over the 
routes between Juneau and Ketchikan, Alaska, for a period of 1 year. 

The board further amended the certificates of Alaska Coastal for 
its routes between Juneau and Sitka, Juneau and Skagway, and Juneau 
and Ketchikan, and of Ellis Air Transport for the route between Juneau 
and Ketchikan, authorizing these carriers to serve any point not named 
in the regular route of any other carrier; providing that such points 
shall be named only as an intermediate point and shall not be more 
than 25 miles off the airline course over the route named, 

The board also approved an agreement between Alaska Coastal 
Airlines and Ellis Air Transport pertaining to the sharing of bases and 
to the operation of flights and schedules over the Juneau-Ketchikan 
route by both carriers. In approving this agreement the board recog- 
nized that some arrangement between these two carriers had been 
necessary in order to develop and maintain a regularly scheduled opera- 
tion on an economical basis. However, the board stated that the agree- 
ment in its present form did not appear to be a satisfactory permanent 
arrangement, and the board therefore limited its approval of the agree- 
Ment to a period of one year to allow the carriers to present a more 
satisfactory solution to their problem. 


Air Service Applications 


Other new applications for air rights and service filed with 
the Civil Aeronautics Board are: 


No. 2956, West Coast Aircraft Sales and Service, Inc., Seattle, 
Wash., for a certificate authorizing freight forwarder operations from 
Seattle to points in Alaska. 

Nos, 2957 and 2958, Air Freight Systems, Beverly Hills, Calif., for 
certificates authorizing freight forwarder operations over scheduled 
and non-scheduled domestic routes. 

Nos. 2960 and 2961, Transcontinental & Western Air, Inc., Kansas 
City, Mo., for amendment to certificate for route No. 2 so as to remove 
restriction prohibiting carriage of local traffic between Las Vegas and 

S Angeles and eliminate limitation on flights serving both Los Angeles 
and San Francisco, Calif. 

No. 2962, Pan American Airways, Inc., New York, N. Y., for ex- 
€mption order authorizing service to Okinawa between Guam and 
Shanghai. 

No. 2963, United Air Lines, Inc., Chicago, Ill., for amendment to 
oe for Route No. 1 so as to include Reno, Nev., on Seattle-San 

go leg, 

No. 2964, Monarch Air Lines, Inc., Denver, Colo., for amendment 


to certificate for Route No, 73 so as to extend from Gallup, N. M., to 
Oenix, Ariz. 
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Nos. 2965 and 2966, Latin-American Cargo, Inc., New York, N. Y., 
for certificates authorizing scheduled transportation of property between 
Boston, Mass., and Miami, Fla., via various intermediate points; be- 
tween Miami and Caracas, Venezuela, and between Miami and Belem, 
Brazil, via various intermediate points. 

No. 2967, National Airlines, Inc., Miami, Fla., for amendment of 
its certificate for Route 31 and Tampa-Miami-Havana route, so as to 
authorize non-stop service between any point on Route 31 and any 
point on the Havana route, or, in the alternative, designate New York, 
Newark and Philadelphia as co-terminals on the Havana route. 


CHANGES IN DOCKET 

Hearing in MC’37455, Sub. 7, assigned for June 9, at Boston, Mass., 
was cancelled. 

Hearing in MC 108431, assigned for June 10, at Augusta, Me., was 
postponed to a date to be fixed. 

Hearing in MC 107145, Sub. 1, assigned for June 10, at Portland, 
Me., was postponed to a date to be fixed. 

Hearing in MC 107659, assigned for June 11, at Boise, Ida., was 
cancelled. 

Hearing in MC 68167, Sub. 20, assigned for June 10, at Washington, 


D. C., was postponed to June 18, at Washington, D. C., before Jt. 
Bd, .261. 


Hearing in MC 68258, Sub. 1, assigned for June 12, at Des Moines, 
Ia., was canceled. 


Hearing in MC-C-550, now assigned for July 11 at Washington, 
D. C., is postponed to July 18, at Washington, D. C., before Commis- 
sioner Lee, Examiner Corcoran, and cooperating State Commissioners. 

Hearing in MC-C-550, now assigned for July 14 at Boston, Mass., is 
postponed to July 21, at New P. O. Bldg., Boston, Mass., before Com- 
missioner Lee, Examiner Corcoran, and cooperating State Commis- 
sioners. 


Hearing in MC 46008, Sub. 6, assigned for June 12, at New York, 
N. Y., was cancelled, 


Hearing in MC 104063, Sub. 3, assigned for June 13, at Las Vegas, 


Nev., was postponed to July 2, at Chamber of Commerce, Reno, Nev., 
before Jt. Bd. 30. 


Hearing in MC 108641, assigned for June 19, at Camden, N. J., 


was advanced to June 13, at U. S. Ct., Camden, N. J., before Examiner 
Dahan. 


U. P. CLASSROOM CAR FOR AIRBRAKE STUDY 


A speical railroad car, equipped with -working models of 
airbrakes used on trains, is making a tour of the Union Pacific 
Railroad to give on-the-spot instruction to employes, U. P. offi- 
cials have announced. Ray F. Winters, instructor for the Inter- 
national Correspondence Schools, is in charge of the car and 
gives two lectures a day to railroad employes, the announce- 
ment stated. 


BERMUDA VIRGIN ISLANDS TRINIDAD 
BRITISH, FRENCH and NETHERLANDS WEST INDIES 
BRITISH, FRENCH and NETHERLANDS GUIANAS 
and VENEZUELA 


ALCOA STEAMSHIP COMPANY, INC. 
1408 Conway Bidg., Chicago 2, Randolph 4730 
Baltimore 2, Md.: 710 Garrett Bidg. tam, Seteene 12, La.: 1512 American Bank 


Chicago 2, lil.: 1408 Conway Bidg. 9. 
° New York 4, N. Y.: 17 Battery Place 
Cleveland 14, Ohio: Lederer Terminal, Norfolk 10, Va.: 621 Citizens Bank Bldg. 


E. 9th St. Pier 
. Pittsburgh 22, Pa.: 527 Park Bidg. 
Detroit 26, Mich.: 1021 Lafayette Bldg. + "| ouis 2, Mo.: (203 Landreth Bldg. 


Kansas City 6, Mo.: 809 Dwight Bldg. San Francisco 11, Cal.: 420 Market St. 
Mobile 9, Ala.: 500 N. Commerce St. Tampa |, Fla.: 209 Franklin St. 
Montreal {, Can.: 276 St. James St. W. Toronte !, Can.: 16 Temperance St. 


Fast Freight Service: 
For Industry — ; 
For Agriculture 
in Minnesota, lowa, _ 
Illinois, South Dakota 
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mag: Walaeiias Ida.—State Comm.—Jt. Bd. 


oa om Tex.—Ector County Ct.— 
MC 4136, Sub 3—Blue Mountain Stage Co., 


MC 107498—Fred Bannowsky, Odessa, Tex. 

Canyon City, Ore., common carrier appli- June 16—Salt Lake a Utah—State Comm: 
cation. —Examiner Driscol 

June 16-~Camden, N. J.—U. S. Ct.—Exam- MC 107456—H. L. Young, Salt Lake City, 
iner Dahan: 


Utah. 
MC 44182, Sub. 7—W. W. Smith, Phila- June 17—Allentown, P 


Pa.—Hotel Traylor—Ex- 
aminer Burns: 


Gatt, Mobile & Onio 
aAerQoule 


delphia, Pa., common carrier application. 
en N. J.—U. S. Ct.—Jt. Bd. 


MC 46314, Sub. 8—W. I. Green Sons, Inc., 
Long Branch, N. J., common carrier ap- 
plication. 

June 16—Camden, N, J.—U. S. Ct.—Exam- 
iner Burns: 

MC 12396—J. J. Scullin, Philadelphia, Pa., 
broker application. 

MC 108379—P. W. Taggart, Thorndale, Pa. 


June 16—Fort Smith, Ark—Hotel Goldman— 
Jt. -Ba.. 217: 


MC 29955 _. ene Bros. Truck 
Line, Fort th, Ark., common carrier 


June 16—Green Bay, Wis.—U. S. Ct.—Jt. Bd. 


MC 43408, Sub. 6—West Shore Transport 
Co., Sheboygan, Wis., common carrier 
application. 


June 16—Helena, Mont.—State Comm.—Jt. 
Bd. 82: 


MC 42487, Sub. 158—Consolidated Freight- 
ways, Ine. ., Portland, Ore., common car- 
rier application. 

June 16—Helena, Mont.—State Comm.—Ex- 
aminer McCarthy: 

MC 95646, Sub. 1— White Line Van and 
Storage, Helena, Mont., common carrier 
application. 

June 16—Knoxville, Tenn.—County Ct. Bldg. 
—Examiner Pyne: 
10122—-Standard time zone investigation. 
June 16—Mobile, Ala.—Cawthon otel—Ex- 


MC 67646, Sub. 28—Hall’s Motor Transit 
Co., Sunbury, Pa., common carrier appli- 
cation. 

MC 108469—J. R. Bazley, Pottsville, Pa,, 
common carrier application. 

June 17—Camden, N. J.—U. S. Ct.—Exam- 
iner Dahan: 

MC 108548—Valley Forge Motor Lines, Nor- 
ristown, Pa., contract carrier application, 

June 17—Chicago, IIl.—Hotel Sherman—Ex- 
aminer Rosenbaum: 

* MC 3602, Sub. 
troit, Mich. 

a ee Rock, Ark.—State Comm,.— 


. Bd. 215: 
MC 105428, Sub. 4—Arkansas Express, Inc., 
oo Bluff, Ark., common carrier appli- 
cation. 


June Te Rock, Ark.—State Comm.— 


Jt 43: 
MC 108499—W. Pitts, Lilbourn, Mo., con- 
tract carrier application. 
June 17—Madison, Wis.—State Comm.—Ex- 
aminer Masoner: 
MC 108435—Radke Transit, Wausau, Wis., 
common carrier application. 


a, 17—Missoula, Mont.—U. S. Ct.—Jt. Bd. 


MC 105757—Clark Fork Stakes, Clark Fork, 
Ida., common carrier application. 
June 17—New York, N. Y.—641 Washington 
.—Examiner Bradford s 
MC 108497—Carlo Turiano, "New York, N. Y., 
Common Carrier Application. 


23—Bridgeways, Inc., De- 


MC 60933, Sub. 3—Empire Express, Inc., 
New York, mm. & 


om. 17—Odessa, Tex.—Ector County Ct.— 


t. . 33: 

MC 56901, Sub. 2—Hearne Motor Freight 
Lines, Segraves, Tex., common carrier 
application. 


June 17—Washington, D. C.—Examiner Crem- 


ins: 
Finance 9918—Missouri Pacific R. R. re 
organization. 


Jupe ng ashington, D. C—Exening E 
108433—E. V. Spink & Sons, t abama, Tennessee an () ; 
on-Hudson, ‘N. ¥., tinct Caner tae. R. R. et al. vs. Aberdeen and Rockfisi” 


June s w York Y.—641 W * 29751—A. T. & S. F. et al. vs. Aberdeen 
e or a A aes + 
N. 1 Washington St. i Rockfish’ et’ al. 


—Examiner Snider: 
29668 and Sub. 1—Commerce and Industry June 17—Washington, D. C. — Examiners 
Weems and Hanson: 


Association of New York, Inc. vs. B. & O 
et al. 29168—Whiterock Quarries, Ine., vs. P. Re 


|. & S. 5487—Cartage, Rail to Steamship R., et al. L &S 5463—Fluxing stone to. 
Lines at New York. Ohio, Pa., and W. Va. 


ILLINOLS 


SHORTEST 
GREAT LAKES 
TO GULF 


aes NTACT W525) Sub 1 -Coast Transportation Co., 


Inc., extension, intermediate points. 


Ww.924, Sub. Transportation Co., 
9 Ine., extension, Tampa 
June 16—New York, N. 641 Washington 

St.—Examiner Bradford: 


MC 76065, Sub. 6—Ehrlich- ‘Newmark Truck- 

UGK ing Co., Inc., New York, N. ¥., Common 
INC. cartier ’ Application. 

SINCE 1860 108377 — 


Bradley Transportation Co., 
SPRINGFIELD, MASS. wine, seowark, N. J., Common Carrier Ap- 
+PRIVATE NEW YORK 


meucat jon. 
CENTRAL SIDINGS 
+ STORAGE FACILITIES 
+EXPERT RIGGING 


FRISCO “PERFECT 


SHIPPING” FACTS 
Frisco NOW 


has in service: 


1. Motorized Fork Trucks to 
expedite palletized and extra 
heavy shipments. 
2. Motorized ‘Chore 
3-wheeled platform ig 
faster, safer general freight 
handling. 
3. ‘*Portakold’’ Mobile Re- 
frigerators — ship perishables 
in ordinary box cars. 
pon on methods . . . modern 
uipment . . . improvements 
all alon; the line for better, 
safer, aster service! .. .- 
Ship it Frisco! 


CHICAGO 
MEMPHIS 
NEW ORLEANS 





